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PREFACE. 


Owing  to  suggestions  made  from  time  to  time  by  old  comrades  in 
railway  life,  I  have  been  induced  to  put  together  some  record  of  the  part 
I  have  taken  in  connection  with  the  inner  working  of  Railways;  going 
back  to  very  early  experiences,  and  through  gradual  developments  extending 
over  a  long  series  of  years,  to  the  time  when  it  became  advisable  for  me  to 
retire  from  the  daily  pressure  of  the  work. 

A  railway  service  commencing  in  1847,  carries  one  back  a  long  way 
towards  association  with  those  who  were  the  actual  pioneers  of  our  railway 
system ;  from  whom  we  learnt  our  first  lessons,  by  whose  successes  we  have 
profited,  by  whose  failures  we  have  acquired  knowledge;  and  on  whose 
foundation  we  have  endeavoured  to  raise  a  superstructure  of  so  sub- 
stantial a  character,  that  those  who  follow  in  our  steps  will  have  no 
reason  to  be  ashamed  of  their  predecessors. 

I  have  always  been  an  advocate  for  uniformity  in  system :  when 
engaged  in  my  early  days,  on  a  short  independent  line  of  railway  with 
important  systems  on  either  side,  the  divergence  of  regulations  and  practice 
pressed  heavily  on  me;  and  my  endeavour  at  Railway  Conferences  has 
ever  been,  by  some  "give  and  take,"  to  effect  a  reasonable  compromise 
relying  on  the  certain  outcome  of  "the  survival  of  the  fittest." 

I  have  attempted  in  these  pages  to  give  a  record  not  only  of  the 
changes  that  have  taken  place  from  time  to  time  among  my  fellow  officers 
on  the  London  and  North-Westem  Railway,  a  Company  in  whose  service 
it  has  been  my  privilege  to  have  been  engaged  for  nearly  thirty-five  years, 
but  also  of  the  larger  sphere  of  railway  life,  in  which  I  have  had  an 
unbroken  association  of  forty-eight  years  through  the  Railway  Clearing 
House  and  among  the  Superintendents  of  other  lines  in  the  United 
Kingdom. 

The  notices  of  Clearing  House  Meetings,  and  of  changes  in  position 
of  the  officers  attending  those  gatherings  shewn  in  these  pages,  are  almost 
entirely  restricted  to  the  Passenger  Superintendents  of  the  Lines;  the  Upper 
Chamber  of  the  General  Managers  has  been  largely  recruited  from  these 
officers,  but  my  notes  only  occasionally  deal  with  the  other  conferences. 
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In  connection  with  my  service  on  the  North- Western  Railway,  I  have 
endeavoured  to  tell  the  story  of  the  progress  of  interlocking,  the  battle 
of  the  brakes,  the  steps  taken  to  insure  safe  working,  and  to  record  in 
proper  sequence  the  chief  occasions  of  train  accelerations  for  Ireland, 
Scotland  and  elsewhere  with  notes  of  the  introduction  of  any  leading 
changes  in  travelling  accommodation,  and  of  the  extension  of  facilities  by 
doubling  single  lines,  quadrupling  others,  and  re-arranging  and  amplifying 
stations — facts  connected  with  the  London  and  North-Westem  Company's 
progress  which  do  not  exist  in  any  collected  form. 

There  appear  to  be  unmistakable  indications  of  radical  changes 
affecting  railway  working  in  the  near  future :  the  "  electrifying "  of  the 
lines  superseding  the  use  of  steam,  the  adoption  of  pneumatic  action  for 
working  point  rods,  of  electricity  not  only  for  actuating  points  but  for 
automatic  signalling,  will  all  bring  about  marvellous  modifications  in  modes 
of  working,  and  in  the  class  of  knowledge  needed  by  the  working  staff; 
it  will  be  for  other  Superintendents  to  tell  the  story  of  their  being  brought 
into  uniformity. 

The  supplemental  chapters  of  these  Notes  refer  to  the  railway  joumejrs 
made  by  Her  Late  Majesty  Queen  Victoria  principally  over  the  London 
and  North-Westem  Line :  to  glean  the  facts  connected  with  them 
commencing  as  far  back  as  1843,  when  the  Queen  first  travelled  by  the 
London  and  Birmingham  Railway,  has  entailed  considerable  research, 
not  unattended  with  personal  interest,  for  it  has  fallen  to  my  lot  for 
many  recent  years  to  have  had  the  honour  of  being  in  charge  of  Her 
Majesty's  train  to  an  extent  unequalled  by  any  of  the  Railway  officers, 
whose  names  are  recorded  from  time  to  time  as  having  been  responsible 
for  the  safe  conduct  of  the  Queen. 

My  record  of  these  journeys  closes  in  1895,  terminating  on  my  last  one 
in  a  most  kind  and  thoughtful  acknowledgment  of  these  services  by  Her 
Majesty  presenting  me  at  our  parting  interview  with  a  framed  engraving  of 
Tuxon's  Jubilee  Painting  of  "The  Royal  Family  at  Windsor,  1887,"  saying 
that  as  I  had  so  frequently  had  the  members  of  her  family  in  my  charge 
she  wished  me  to  have  that  representation  of  them  as  a  memento. 

GEO.  P.  NEELE, 

Late  Superintendent  of  the  Line, 

I'he  LawH^  London  and  North-Westem  Railway, 

Watford^  Herts.  Euston  Station,  London. 
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CHAPTER  I.       1847— 1849. 

Railway  Life  commenced  on  Ea«tera  Counties  Railway,  Ely  Stati(Hi—- Opening  of  Syston  and 
Petcrboro'  Line — "  Bradsbaw*s  Guide,"  1847 — Railway  OfUcials  of  1847— Limited  Extent  of  Lines  then  open 
for  traffic— Bisbopsgate  Station — Fellow  Clerks  in  Mr.  Robert  Moseley's  office — Norfolk  Railway — 
Removal  to  Norwich  under  Mr.  William  Newall — Electric  Telegraph  Train  System— Removal  from 
Norwich— Fatal  Accident  to  Mr.  Newall. 


A  BANDONING  a  favourable  opportunity  of  being  articled  to  a  solicitor, 
/-\  an  uncle  of  mine,  and  resigning  the  position  I  had  held  for  two 
or  three  years  in  the  office  of  another  relative,  a  nobleman's  con- 
fidential agent  and  estate  manager,  I  decided  to  cast  my  future  lot  into 
the  rapidly  developing  system  of  railway  enterprise,  and,  in  the  Autumn 
of  1847,  through  the  influence  of  a  family  connection,  Mr.  William  Newall, 
then  one  of  the  District  Officers  of  the  Eastern  Counties  Railway,  resident 
at  Ely,  I  obtained  an  introduction  to  Mr.  Robert  Moseley,  the  manager 
of  the  line  in  London;  but,  prior  to  my  finally  going  up  to  London  for 
appointment,  by  Mr.  Newall's  desire,  my  attention  was  paid  to  the  work 
of  both  the  Passenger  and  the  Goods  Department  at  Ely  under  his 
superintendence. 

My  first  experience  of  railway  work  commenced  in  the  booking  office 
at  Ely  Station,  and  my  first  attempt  at  issuing  tickets  without  supervision 

was    made    in    the   absence   of   the   upper  clerk  who  was 
Booking  Offloo   training  me.      He  was  late  coming  on   duty,  and  in  order 

to  advance  matters  I  booked  the  passengers  who  were 
waiting  for  the  train.  Unfortunately,  I  issued  "penny  per  mile"  tickets 
instead  of  the  "3rd  class,"  which  in  those  days  were,  on  some  lines, 
obtainable  by  trains  not  appointed  to  call  at  every  station.  My  instructor 
came  in  at  the  last  moment,  and,  discovering  the  mistake,  at  once  rushed 
to  the  platform  and  obtained,  fortunately  for  me  and  for  himself,  the 
difference  in  cash  from  the  passengers,  and  exchanged  the  erroneous 
tickets  for  correct  ones. 

Even  as  far  back  as  1847  it  had  been  found  that  some  more  freedom 
for  traffic  was  required  in  the  direction   of  3rd   class  than  that  secured 

by  the  "  Parliamentary "   requirement  of  one  train  per  day 

y^i^,         calling  at  every   station   at   fares   of   one    penny  per  mile, 

and    achieving   a    speed    of    not    less    than    16    miles   per 

hour,   but   I    observe   from    a    "Bradshaw"   of  September,    1847,    which 
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I  have  kept  as  a  memento,  that  on  the  Great  Western  Line  only  two 
3rd  class  trains  left  Paddington  in  the  day,  viz.,  at  7.15  a.m.  and  1.30  p.m., 
the  former  arriving  at  Bristol  at  2.50,  the  latter  at  6.40;  all  the  others 
are  marked  i  &  2,  Express,  Mail.  On  the  London  and  North-Western 
I  find  only  one  3rd  class  train.  It  started  from  Euston  at  7.0  a.m., 
reached  Birmingham  at  2.50 ;  thence  it  started  northwards  at  3.30  (marked 
3 J  in  the  time  book),  and  reached  Liverpool  at  10.30  p.m. 

During  the  time  I  was  at  Ely  the  line  from  Peterborough  to  Stamford 
— ^a  sectional  portion  of  the  Midland   Railway,  ultimately  becoming  their 

through  line  from  Leicester,  via  Syston  and  Melton 
^^^'"'^  Mowbray,  to  Peterborough — had  its  working  transferred 
from  the  London  and  North-Western  to  the  Eastern 
Counties,  and  under  the  tutelage  of  Mr.  Newall  I  had  to  visit  the  line 
and  see  that  the  new  station  masters  at  the  intermediate  villages  of 
Uffington,  Helpstone,  and  Walton  were  thoroughly  up  in  their  rules,  &c. 
This  was  my  first  introduction  to  the  duties  of  a  district  superintendent, 
and  I  suppose  I  must  have  shown  some  aptitude  for  such  a  trust  or  the 
task  would  not  have  been  delegated  to  me. 

A  reference  to  the  map  in  my  "Bradshaw"  for  September,  1847,  will 
show  many  such  incomplete  portions  of  railway,  and  the  columns  of 
the  time  tables  contain  some  interesting  particulars  viewed  now  by  the 
light  of  50  years'  experience  and  50  years  of  growth  and  development. 

The  map  indicates  by  two  colours  the  existence  of  the  telegraph 
as    a   companion    of    the    railways.      Some    portions    of    the    lines    are 

2917.  coloured   pink:   on  these  the  telegraph  is  '*in   operation." 

BradBbaw*!     Others  are  coloured  green:   on  these  the  telegraph  is  said 

■^P-  to  be  "in  progress."  In  subsequent  years  the  distinction 
was  shown  in  "Bradshaw's"  map  in  a  different  way,  the  lines  on  which 
the  telegraph  was  in  operation  were  shewn  by  the  thick  line  for  the 
railway  being  furnished  with  a  fringe  of  short  ticks,  thus  iaauau.  ;  the  other 
lines  unfurnished  with  telegraphs   being  plain  .      I  remember  old 

Mr.  Bradshaw — tAe  Bradshaw — telling  me  with  much  amusement  that  he 
had  shewn  this  Sjrstem  to  one  railway  man,  who  had  appreciated  the 
scheme,  saying.  "  Oh !  then  those  are  the  telegraph  poles,  I  suppose !"  It 
is  of  this  Mr.  Bradshaw  that  the  story  is  told  of  his  being  in  a  convivial 
gathering  at  which,  much  against  his  will  and  his  Quaker  instincts,  he 
was  pestered  with  the  request  to  make  a  speech.  This  he  declined,  with 
the  alternative  demand  that  he  must  tell  them  a  story.  Nothing  would 
satisfy  the  noisy  and  impetuous  crew  but  that  he  must  tell  them  a  story, 
so  he  recounted  a  tale  of  a  robber  of  churches  who,  after  appropriating 
the  money  in  the  church  boxes,  found  his  way  into  the  belfry,  and,  being 
anxious  to  escape  thence,  caught  hold  of  the  belfry  ropes  to  steady 
himself.  Unfortunately  the  bell,  in  obedience  to  the  pull  of  the  rope, 
commenced    its    clanging    outcry.      The    villagers    from    the    surrounding 
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houses  flew  out  at  the  sound ;  the  thief  was  arrested,  but,  looking  upwards  at 
the  bell — ^as  Mr.  Bradshaw  looked  at  his  tormentors — ^he  exclaimed,  *^  But 
for  thy  long  tongue  and  thy  empty  head  I  had  not  been  in  this  position !" 

jjjy  In    September,    1847,    "Bradshaw's    Guide,"    under    the 

Route  to       page    allotted    to    ''Edinburgh    and    Glasgow,"    gives    the 
^^^^^"^        following : — 

Route  from  Glasgow,  via  Edinburgh,  to  London,  proceeds  from  the  Queen  Street 
Station  to  Edinburgh;  thence  from  the  North  Bridge  to  Berwick,  where  passengers 
are  oonTcjed  to  the  junction  of  the  Berwick  and  Newcastle  line  at  Tweedmouth ;  thence 
proceed  to  Newcastle,  where  passengers  are  conveyed  to  the  station  of  the  York  and 
Newcastle  Railway  at  Gateshead.  Leaving  there,  proceed  on  to  York,  Darlington, 
Normanton,  Derby,  Rugby,  to  London,  arriving  at  Euston  Square  Station,  where 
omnibuses  and  cabs  to  all  parts  of  the  City  may  be  had.  A  change  of  carriage  may 
be  necessary  at  Edinburgh,  Berwick,  Newcastle,  York,  Derby,  or  Rugby,  so  that 
passengers  should  enquire  when  at  those  stations.  From  London  the  same  route  and 
oontingencies. 

It  will  be  seen  that  the  Caledonian  Line  from  Glasgow  to  Carlisle  was 
not  as  yet  open  for  traffic,  and  that  by  the  East  Coast  the  line  at  Berwick 
and  at  Newcastle  was  not  continuous.  The  Border  Bridge  at  the  former 
place,  and  the  noted  High  Level  Bridge  at  the  latter,  were  both  approaching 
completion.  The  time  taken  by  the  day  express  from  Edinboro* — 
7.10  a.m. — ^to  London  was  14  hours,  the  train  being  due  at  Euston 
9.10  p.m.  There  was  no  day  train  for  London  from  Glasgow  in  con- 
nection with  it  The  Mail  leaving  Edinburgh  at  4.10  p.m.,  which  had  a 
connection  from  Glasgow  at  2.0  p.m.,  did  not  reach  London  till  8.0  a.m. 

From  London  to  Liverpool  the  quickest  day  train  was  the  lo.o  a.m., 
due   Birmingham   at   1.25,   and    Lime   Street    5.10.       There    was  a  very 

fast  afternoon  train  at  5.0  p.m.,  which  was  due  in  Liverpool 
at  1 1. 10.  These  trains  travelled  via  Birmingham,  going 
into  and  out  of  the  Curzon  Street  Station.  The  journey 
from  London  to  Birmingham  by  the  5.0  p.m.  express  was  completed  in 
three  hours.  The  train  appears  to  have  called  only  at  Wolverton,  and 
to  have  gone  through  Rugby  without  stopping. 

In  the  opposite  direction  3^  hours  appears  to  have  been  the 
standard  time  for  the  morning  train  from  Curzon  Street  at  9.30  a.m., 
reaching  London,  with  stops  at  Coventry  and  Wolverton  only,  at  i.o  p.m 
— while  the  evening  train  leaving  Birmingham  at  7.50,  was  due  in 
London  at  ii.o.  This  train  was  the  continuation  of  the  4.30  afternoon 
train  from  Liverpool,  but  did  not  give  so  rapid  a  service  as  that 
afforded  by  the  5.0  p.m.  down  train  in  the  opposite  direction.  These 
trains  are  marked  as  "  ist  class''  only,  and  designated  as  *^ express." 

The  Great  Western  Company  appear  to  have  held  as  far  back  as 
1847  a  superior  standard  of  speed.  Their  5.30  from  Paddington,  with  a 
stop  of  ten  minutes  at  Swindon,  reached  Bristol  at  8.15  p.m.,  and  their 


4  RAILWAY  REMINISCENCES. 

morning  express  from  Paddington  at  9.45  was  due  in  Bristol  at   12.26. 
Both  these  trains  took  ist  and  2nd  class  passengers. 

^  In  the  opposite  direction  the  12.0  noon  from  Exeter  was  due  to 
leave  Bristol  at  1.40,  and  with  a  detention  at  Swindon  of  ten  minutes 
is  marked  as  due  in  Paddington  4.30. 

The  route  by  railway  from  Glasgow  to  the  South  we  have  seen  was 
via  Edinburgh ;  from  Manchester  to  Scotland  the  route  was  via  Normanton 
and  Rochdale. 

The  Trent  Valley  was  not  opened  for  traffic.     Liverpool  and  Man- 
chester had  a  service  for  Lancaster  and  Carlisle  by  a  connection  to  and 
UvarDooi      ^^^™  Preston  at  Preston  Junction,  near  Parkside ;  and  while 
and  one  or  two  trains  in  the  day  ran  through  between  Liverpool 

Kanchetter.  ^^j^^  Manchester  in  the  hour,  four  or  five  each  way  are 
shewn  via  Preston  Junction,  with  a  warning  note  as  to  probable 
detention  waiting  trains  from  Preston.  From  Liverpool  the  expresses  left 
at  9.0  and  11.45,  doing  the  journey  to  Manchester  in  sixty  minutes;  and 
"select  ist  class  trains"  left  at  2.0  and  4.15,  taking  seventy  minutes,  and 
calling  at  Newton.  The  select  trains  left  Manchester  in  the  opposite 
direction  at  9.0  a.m.  and  5.0  p.m.,  with  expresses  at  11. 15  and  2.0. 

The  railway  from  Chester  along  the  North  Wales  coast  was  not 
opened  for  traffic.    There  was  a  "  Mail  Packet "  service  between  Holyhead 

and  Dublin  given  daily  by  vessels  named  the  Dotcrel,  Otter, 

jj^j^^.        Sprightly,  or  Zephyr ;  but  the  City  of  Dublin  steamers  used 
Kingstown  Harbour  as  their  port  of  departure  for  Liverpool 
with  steamers  named  the  Merlin,  Medusa,  Urgent,  and  Medina. 

Return  tickets  had  been  but  recently  put  in  force,  and  instructions 
appear  as  to  their  use.  "They  are  not  available  by  the  3rd  class  or  the 
express  trains.  A  portion  of  the  ticket  will  be  cut  off  on  being  exhibited 
at  the  completion  of  the  first  journey;  on  returning,  the  passenger  will 
require  the  ticket  re-stamping  before  entering  the  carriage,  without  which 
it  will  not  be  allowed." 

The  whole  of  the  traffic  out  of  London  for  the  North  of  England 

and  Scotland  was  at  this  time  concentrated  at  Euston  Station.      Peter- 

AU  Nortii      borough  was  the  only  point  at  which  competition  out  of 

Traffic  from     London  could  arise,  the  Eastern  Counties  being  a  strong  rival 

^"■*^"''  to  the  London  and  North-Westem,  and,  as  I  have  already 
mentioned,  Stamford  was  in  1847  added  temporarily  to  the  list  of  Eastern 
Counties  stations.  Derby  traffic  went  via  Rugby  and  Hampton ;  Leicester, 
Lincoln,  Sheffield,  Halifax,  Hull,  York,  and  all  beyond  went  from  Euston 
Station  via  Rugby.  A  special  platform  was  allotted  to  the  trains  for  these 
districts,  and  up  to  the  present  day  the  employes  at  Euston  speak  of 
the  platform  as  the  "York"  platform,  though  no  passenger  for  York 
now  ever,  by  any  possibility,  finds  his  way  thence.  The  style  of  the 
structure  of  that  portion  of  Euston  Station  allotted  to  York  traffic  shewed 
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a  Strong  resemblance  to  the  old  station  at  York  itself;  the  station  roof 
and  construction  were  almost  identical,  and  the  impress  of  one  mind  was 
plainly  discernible  between  the  two.  The  station  I  refer  to  is,  of  course, 
the  old  "butt  end"  one  adjoining  the  walls  of  the  City  of  York,  and 
has  no  reference  to  the  through  station,  with  its  long,  curved  platforms, 
now  furnishing  the  great  central  depdt  at  that  place. 

The  original  conception  of  the  majority  of  the  lines  of  railway  had 
reference  to  comparatively  short  lines;  the  continuity  of  journeying  from 

end  to  end  of  the  kingdom  was  an  after  development.    Thus 

ttathmicft-     the  London  and   Birmingham  terminated  at  Curzon   Street 

taiU]iff''lnand  Station  in  the  latter  town:    the  trains  from  Birmingham  for 

Liverpool  and  Manchester  starting  out  of  the  same  terminal 
station  not  as  a  through  line,  but  in  the  opposite  direction  to  that  in  which 
they  had  arrived  from  the  South,  turntables  coming  largely  into  requisition 
in  marshalling  the  trains.  The  trains  into  and  out  of  York  going  north- 
wards were  reversed — they  ran  on  one  line  going  into  the  station  and 
out  in  the  opposite  direction.  In  Newcastle  the  same  thing  exists  even 
to  the  present  day,  and  at  Gloucester  for  years  the  Midland  trains  between 
Bristol  and  Birmingham  have  been  exposed  to  the  same  difficulty.  At 
Bristol  the  through  traffic  from  Paddington  to  Exeter  had  to  be  trans- 
ferred to  the  Bristol  and  Exeter  Company's  terminus,  standing  nearly  at 
right  angles. 

The  "  Bradshaw "  in  its  information  as  to  coaches  and  omnibuses, 
affords  some  curious  insight  into  the  set  of  traffic  and  the  user  of  inter 

mediate   stations    now  relegated    to    the    unimportant    list. 
Whitmore  was  a  point  of  importance.      Coaches    are   run 


In oomiAzlon  from  Shrewsbury  to  Whitmore  Station.  The  "Bee"  runs 
^*^  from  Market  Drayton  to  Whitmore,  and  omnibuses  from 
Newcastle  and  the  Potteries  do  the  same.  From  Sedbergh  an  omnibus  runs 
to  Low  Gill ;  from  Ulverston  to  Milnthorp ;  Huddersfield  runs  omnibuses  to 
Dunford  Bridge  for  Sheffield,  as  well  as  the  "Perseverance"  through  Marsden 
and  Slaithwaite  to  Stalybridge  for  Manchester.  The  "Sliding  Scale" — a  name 
indicative  of  old  com  law  discussions — runs  from  Lincoln  through  Retford 
to  Masborough ;  and  we  find  the  Bridgewater  Canal  competing  for  Chester 
and  Manchester  traffic  by  omnibus  service  daily  from  the  Nag's  Head, 
Chester,  to  Preston  Brook,  to  connect  with  a  swift  Packet  plying  between 
Knott  Mill,  Manchester,  and  Preston  Brook. 

I     have    recounted    these     matters    somewhat    at    length     because, 
though  it  is  upwards  of  half  a  century  that  this  was  the  state  of  things, 

the  date  synchronizes  with  my  entering  on  railway  life  (1847). 

YuiuuImo.  '  ^^""8    many    years    of    that    half    century    I    have    been 

actively    connected     with     various     portions     of    the     lines 

referred  to,  and  have  been  acquainted  with  their  growth  and  combinations — 
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their  friendships  and  their  hostilities.  I  have  known  many  of  the  officers 
who  have  had  the  control  of  the  lines  and  the  conduct  of  the  traffic, 
and  the  retrospect  of  such  associations  affords  me  pleasure  in  my 
leisure  moments,  not  unmixed  with  regret  at  the  narrowing  of  the  circle 
of  survivors. 

With  reference  to  the  officials  connected  with  the  traffic  whose 
names  appear  in  *'Bradshaw"  of  September,  1847,  there  is  not  one  that 

Bailwmv       ^^^^  ^  ^^  ^^  ^^  ^^^  ^"  office  (1902).      The  only  name, 

Ollloen  in      so   far  as   I    am    aware,    of   an    officer  who    had    reached 

***^'  the  dignity  of  being  so  announced  to  the  public  at  that 

time  and  still  surviving  is  Henry  Bradshaw,  then  the  Manager  of  the  Bolton 

and  Kenyon   Branch  of   the   London  and  North  Western   Railway;    but 

for  many  years  past  a  coal   merchant  of  position  in   London. 

Of  the  engineers,  Robert  Stephenson  is  named  as  Engineer  in  Chief 
of  the  South  Eastern  and  of  the  London  and  North  Western  ;  J.  K.  Brunei, 
of  the  Great  Western ;  John  Hawkshaw,  of  the  Lancashire  and  Yorkshire. 

J.  V.  Gooch,  as  Superintendent  of  Loco.  Department  of  London  and 
South  Western  ;  John  Ramsbottom,  for  Manchester  and  Birmingham  Line ; 
R.  J.  Hood,  Resident  Engineer  of  the  Brighton  Line ;  P.  W.  Barlow,  of  the 
South  Eastern ;  J.  Samuel,  of  the  Eastern  Union  and  Eastern  Counties  ; 
J.  Locke,  of  the  Grand  Junction ;  Henry  Woodhouse,  combining  the  duties 
of  Resident  Engineer  and  Superintendent  of  the  Manchester  and  Crewe 
Line ;  while  William  Baker  was  Engineer  in  Chief  of  that  section,  and  is  to 
be  credited  with  the  splendid  engineering  work  which  carried  the  line  across 
the  town  of  Stockport,  on  a  viaduct  of  26  arches,  1 1 1  feet  above  the  Mersey, 
a  work  unexampled  at  that  early  date. 

The  whole  of  this  roll  of  engineering  celebrities  have  passed  away, 
including  J.  Fowler,  whose  name  appears  as  Engineer  for  the  Manchester, 
Sheffield,  and  Lincolnshire  Line. 

Of  the  Secretaries  who  became  of  note  in  course  of  years,  Messrs.  Creed 
and  Booth  (L.  &  N.  W.),  C  H.  Saunders  (G.  W.  Railway),  C.  P.  Roney 
(Great  Eastern),  J.  F.  Bell  (Midland),  S.  E.  Bolden  (Lancaster  &  Carlisle), 
J.  Smithells  (East  Lancashire),  and  J.  P.  Culverwell  (Dublin  and  Drogheda), 
should  be  named — the  latter  has  only  very  recently  retired  from  official  life. 

Of  Traffic  Superintendents,  Seymour  Clarke  appears  as  Great  Western 
Co.'s  Superintendent  at  London,  F.  Clarke  being  in  a  similar  position  at 

jg^jg^Q  Bristol,  and  yet  another  Clarke  (Peter),  is  recorded  as 
Bnperinten-     Manager    of   the    Brighton    Line.     G.    Richardson    is    the 

dents.  Coaching  Superintendent  of  the  Eastern  Counties  Railway ; 
H.  P.  Bruyeres  holding  that  post  for  the  L.  &  N.  W.  at  Euston.  J.  W.  Elwin 
is  recorded  as  the  Traffic  Superintendent  of  the  Great  Southern  and  Western 
of  Ireland,  then  existing  only  between  Dublin  and  Carlow. 
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Of  General  Managers,   Captain  Huish,*  of  the  London  and  North 

General        Western,  and  J.  Latham,  of  the  Edinburgh  and  Glasgow,  are 

^iM!aB9&n.      the  only  ones  who  claim  this  distinction. 

The  Goods   Managers  are  more  numerous,  S.  B.  Shaw  is  named  as 

holding  this  position  on  the  Norfolk  Railway     T.  C.  Mills  is  the  Manager 

of  the  Department  at  the  London  end  of  the  London  and 
®^'*^**  North  Western — and  Braithwaite  Poole  at  the  Liverpool  end — 
as  well  as  holding  supervision  over  the  Chester  and  Crewe  and 
Lancaster  and  Carlisle  Railway.  Mr.  Poole,  in  1844,  ^^^  strongly  advocated 
the  Railway  Companies  becoming  their  own  Goods  Agents,  and  had  brought 
under  notice  numerous  cases  of  gross  over-charges  by  the  **  Carriers  "  using 
the  lines. 

Samuel  Eborall  is  the  Goods  Manager  of  the  Central  portion  of  the 
London  and  North  Western,  resident  in  Birmingham,  and  his  son, 
C.  W.  Eborall,  is  recorded  as  Goods  Manager  of  the  Sheffield  Line. 

J.  D.  Pa3me  has  charge  of  the  Goods  Department  of  the  Birmingham 
and  Bristol  Line. 

Mr.  McConnell,  who  afterwards  was  associated  with  Wolverton  Works, 

was  the  Locomotive  Superintendent  of  the  Birmingham  and  Bristol  Line.     In 

■r.  HeComiell.  '^45»  ^^  ^^^  credited  with  the  construction,  at  the  Bromsgrove 

loca  Station  (Lickey  Incline),  of  a  Locomotive  described  as  of 
^'^*'^'*°  truly  gigantic  dimensions,  which  he  called  the  "Great 
Britain."  It  was  capable  of  drawing  1,000  tons  on  the  level,  and  of  taking  a 
load  of  150  tons  up  the  Lickey  Incline,  i  in  37,  a  feat  heretofore  unparalleled. 
"It  was,"  says  TAe  Times^  August  26,  1845,  "the  largest  locomotive  that  had 
yet  been  made." 

I  have  mentioned  these  names,  as  in  subsequent  years  I  had  more  or 
less  close  relations  with  most  of  them  in  business ;  they  were  certainly  all 
unknown  to  me  on  my  entering  railway  life. 

The  first  railway  officer  to  whom  I  had  an  introduction,  was  Mr. 
E.   M.   Needham,   a  gentleman  with  whom,   in  after  years,   I   had  very 

numerous    conferences    and    conflicts,    as    he    became    the 

dv^onto      Superintendent  of  the  Midland  Railway,  and  I  held  a  similar 

B.  M.  Needluun  post  on  the  London  and  North  Western.     At  that  time  he 

WT^doock.    ^^^   '"   charge   of  the   Birmingham   and  Derby   Station,  at 

Lawley  Street,  Birmingham,  and  my  interview  was  to  ascertain 

what  openings  existed  for  such  an  aspirant  as  myself.     At  his  suggestion  I 

wrote  to  Mr.  W.  T.  Adcock,  whose  name  appeared  as  the  coming  manager 

of  the  Oxford,  Worcester,  and  Wolverhampton  Line — at  that  time  a  very 

* — The  Liver^l  Times  of  October  13,  1846,  thus  announces  the  Captain  s  advance- 
ment : — **  London  and  North  Western  Railway. — We  learn  that  at  the  Board  Meeting  held 
in  London  on  Saturday  last,  Captain  Huish,  the  present  manager  of  the  Grand  Junction 
portion  of  the  road,  was  appointed  General  Manager  of  all  the  Lines  now  amalgamated 
under  the  name  of  the  London  and  Nonh  Western." 
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incomplete  concern.  He  was  in  some  way  connected  with  the  Palatine 
Hotel,  Manchester,  from  which  place  he  wrote  me,  saying  I  was  premature  in 
supposing  that  he  held  any  such  post  on  the  railway.  In  after  years  I  had  the 
pleasure  of  many  interviews  with  him  when  he  had  become  the  Manager  of 
that  line — an  impecunious  affair — always  spoken  of  as  the  O.  W.  W.,  with 
the  interpretation,  "  Oh  I  Worser  and  Worser." 

To  return  to  Ely  Station.  After  a  short  stay  in  Ely,  as  a  consequence 
of  communication  with  head-quarters,  I  found  myself  under  instructions  to 
BiahopiKate  proceed  to  London,  and  take  up  my  position  as  one  of  the 
'^BiSnn*  C^^^^s  ^^  Bishopsgate  Station,  in  the  office  of  Mr.  Robert 
ConntlM  Moseley,  the  Manager  of  the  Eastern  Counties  Railway. 
Railway.  Here  I  learnt  the  routine  of  a  clerk's  duty  in  a  Manager's 
Office,  under  a  very  capable  chief.  Mr.  Moseley  had  been  one  of  Messrs. 
Pickford's  representatives  in  Manchester,  and  for  his  business  capabilities  had 
been  selected  as  the  General  Manager  of  the  Eastern  Counties  Railway,  a 
better  school  to  select  a  manager  from  than  the  naval  or  military  strain  then 
so  largely  in  vogue.  The  names  of  Captains  Huish,  Eborall,  and  Bruyeres, 
for  the  London  and  Birmingham  Line,  Captains  Laws  and  Binstead,  for  the 
Lancashire  and  Yorkshire,  Captain  Coddington,  for  the  Caledonian,  are 
illustrations  of  the  appointments  of  the  day.  There  was  always  a  tendency 
to  the  martinet  in  the  military  man,  and  to  quarter-deck  discipline  with  the 
naval  autocrats,  which  compared  unfavourably  in  public  estimation  with  the 
business  capabilities  of  the  more  practical  and  less  pretentious  Carrier. 
Mr.  Moseley  nominated  for  the  post  of  Goods  Superintendent,  his  brother, 
Mr.  William  Moseley,  also  one  of  Pickford's  Manchester  people — he  was 
placed  in  charge  of  the  large  Traffic  Depdt  at  Brick  Lane — ^while  as  Chief 
Clerk  he  had  another  of  his  proteges,  Mr.  Charles  Capper,  whose  abilities  as 
a  youth  had  made  him  a  great  favorite  with  the  General  Manager. 

The  system  of  correspondence  in  the  offices  was  copied  from  the  very 
clear  system  adopted  by  P.  &  Co.,  as  Pickford's  were  always  called,  a  separate 

PickfordftOo.  ^^'*^"2"T»  ^^^  distinctive  alphabetical  letter  being  placed  on 
Training  and  every  communication,  so  that  each  clerk  could  at  once  tell  to 
Byitem.  whose  desk,  and  under  whose  individual  charge  correspondence 
should  be  relegated.  Thus  D  referred  to  Claims,  C  K  to  Supply  of  Stores, 
T  to  Correspondence,  &c.  Mr.  Capper  was  himself  a  remarkably  swift  pen- 
man, and  I  always  found  him  approachable,  though  he  had  a  name  in  the 
office  for  being  overbearing.  He  ultimately  became  manager  of  the  Victoria 
(London)  Docks,  and  later,  M.P.  for  Sandwich. 

Among  my  fellow  clerks  was  Mr.  William  Birt,  who  has  continued  all 
his  life  in  the  service   of  the  G.   E.    Railway,    and   became    its   General 

Manager,  with  a  long  history  of  successful  progress,  and  the 

Olertok         distinction  of  knighthood  at  the  hands  of  Her  Most  Gracious 

Majesty.       His    brother,    Mr.    George   Raymond   Birt,   was 

another  of    them ;    he  became    well-known    as    Chairman  and   Managing 
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Director  of  the  Millirall  Docks.  Mr.  Charles  Mills,  whom  in  after  life  I 
had  much  to  do  with,  when  he  gained  the  position  of  the  L.  &  N.  W. 
and  G.  W.  Joint  Station-master,  at  Chester.  Mr.  Oakes,  who  became  Station- 
master  at  King's  Cross. 

Among  the  special  duties  allotted  to  me  was  that  of  reading  the  Rules 
and  Regulations  to  each  of  the  Guards,  and  giving  a  certificate  accordingly. 
I  am  not  aware  that  such  a  practice  exists  on  any  other  line,  and  its  utility  is 
more  than  doubtful,  as  compared  with  the  plan  of  making  candidates  for 
promotion  to  the  post  of  Guards  go  through  a  thorough  viva  voce  examina- 
tion, hearing  how  they  would  propose  to  act  in  various  suggested  and  known 
difficulties,  and  testing  their  knowledge  of  rules  in  this  practical  way,  which,  I 
may  add,  is  the  course  I  have  for  many  years  adopted  on  the  North  Western 
Line ;  so  long  indeed  as  the  certification  of  the  Passenger  Guards  has  formed 
a  portion  of  my  duty. 

The  threatened  Chartist  movement,  which  caused  so  much  apprehension 

in  the  City  of  London,  took  place  during  this  time,  and  I  was  sworn  in  at 

Qj^^^       Worship  Street  as  a  Special  Constable,  taking  charge  of  a 

Koremant     batch   of  goods  porters   from   Brick   Lane,   who  were  also 

9pMliaOQii-    enrolled    at    the    same  time.      Our  services,  however,  were 

Btattto^  TMj,   not  required,  but  I  well  remember  seeing  the  roof  of  the  Bank 

of  England  provided  with  sand-bags,  and  prepared  for  attack. 

I  was  fortunate  in  having  many  old  family  friends  in  London,  and 
through  them  I  had  the  opportunity  of  constant  evening  engagements, 
attending  the  gatherings  of  the  Zoological  Society,  the  Ethnological  Society, 
the  Marylebone  Debating  Institute,  and  the  Geological  Society,  at  the  latter 
on  one  occasion.  Mantel,  Buckland,  Lyell,  and  De  la  Beech  were  among  the 
speakers. 

One  reminiscence  of  a  different  character  attaches  to  my  Bishopsgate 
life.     I  had  occasion  to  convey  some  communication  from  head-quarters  to 

the  offices  at  Brick  Lane.     The  shortest  way  was  along  the 

~  line,  and  the  office  messenger  undertook  to  pilot  me  over  the 

Btatkm.        dangerous  track.     We  arrived  safely,  and  he  left  me  to  make 

my  return  unaccompanied.     My  mission  completed,  I  had  to 

make  my  way  back,  and  on  leaving  the  goods  shed  it  was  necessary  to  pass 

on  to  the  main  line^     I  had  no  idea  of  the  nearness  of  the  rails.     Going 

through  the  door-way,  I  was  in  the  act  of  stepping  on  to  the  line,  when  a 

passenger  engine  and  train  rushed  by.     The  running  line  closely  adjoined  the 

Goods  Shed  wall,  and  by  these  few  seconds  my  railway  career  was  most 

providentially  noi  abruptly  terminated  on  the  spot.     There  should  certainly 

have  been  some  caution  or  warning  exhibited.     It  was  my  last  walk  along 

that  portion  of  the  line,  I  adopted  the  high-road  afterwards  ! 

Among  the  officials  of  the  Great  Eastern  Line,  who  controlled  affairs  at 
head-quarters,  I  must  not  omit  to  mention  the  Secretary,  Mr.  Cusack  Patrick 
Roney.     Occasionally  he  had  to  commune  with  the  Manager,  and  the  way  in 
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which  he  was  accustomed  to  enter  the  office,  swinging  the  door  open  with  an 
imposing  clash,  and  marching  across  the  office  like  an  hurricane,  was  a  sight 
not  to  be  forgotten.  He  ultimately  became  interested  in  Irish  matters,  and 
was  knighted  in  connection  with  the  Dublin  Exhibition  (1853.)  Mr.  Ilbery, 
of  the  Great  Southern  and  Western  Line,  was  closely  associated  with  him  in 
developing  the  Killamey  Tourist  Tickets,  one  of  the  earliest  schemes  for 
encouraging  that  visiting  places  of  interest  which  the  Americans  designated  as 
"  Travel,"  a  word  now  completely  adopted  on  this  side  of  the  Atlantic. 

In  May,  1848,  a  communication  from  my  friend,  Mr.  Newall,  warned 

me  to  be  prepared  to  leave  London,  as  changes  were  contemplated.    This 

Norfbik       ^^^  reference  to  the  absorption,   by  the   Eastern   Counties 

RaUway.       Railway    of   the    Norfolk    Railway — the  line  of   the  former 

Removal  to     extended  as  far  as  Brandon,  near  Thetford.      At  that  point  a 

Norwich.       change  of  ownership  and  of  system  occurred,  but  now  the 

plan,  inaugurated  very  wisely  by  King  Hudson,  of  uniting  small  lines,  and 

bringing  them  into  larger  groups,  was  being  rapidly  pushed  forward,  and  the 

Norfolk  Railway,  and  subsequently  the  East  Anglian  (Lynn  lines),  were  to 

fall  under  the  control  of  the  Eastern  Counties  Board.      Mr.  Newall  was 

appointed  Superintendent  of  the  Norfolk  division,  with  offices  at  Norwich — 

Mr.  Wentworth  Clay,  the  former  manager,  retiring — and  I  was  appointed 

head    clerk.       The    Locomotive     Engineer    of    the    Norfolk     Line     was 

Mr.  W.  P.  Marshall,  who  left  with  Mr.  Clay,  and  subsequently  became  the 

Secretary  to  the  Engineers'  Institute,  in  Birmingham. 

Mr.  S.  B.  Shaw  was  the  Goods  Manager.  He  left  Norwich  at  the  same 
time,  and  took  charge  of  the  Canal  Traffic  of  the  North  Staffordshire 
Company  at  Stoke. 

Yarmouth,  Lowestoft,  and  Dereham,  were  among  the  towns  now 
coming  under  the  wing  of  the  Eastern  Counties  Railway.  The  Station- 
masters,  and  others  throughout  the  District,  required  to  be  trained  in  the 
Eastern  Counties'  formulas  and  regulations.  The  line  from  Lowestoft  and 
that  from  Yarmouth  were  both  single  lines.  They  formed  a  junction  at 
Reedham,  and  were  continued  thence  as  a  single  line,  passing  Thorpe  Village, 
to  Norwich  Terminal  Station,  called  "  Thorpe,"  to  distinguish  it  from  the 
Victoria  Station  of  the  Eastern  Union  Line — then  an  independent  Railway. 

The  stations  intermediate  between   Reedham  and  Norwich  were  very 

primitive  and  small ;  the  mode  of  signalling  as  simple  as  could  well  be 

^^  devised.     A  lofty  pole  at  the  station  platform  was  furnished 

Blfsaliiiig      with  a  circular  creel  or  basket,  painted  red.     If  this  was  pulled 

®°  ,        to  the  top  of  the  pole,  the  train  was  to  stop.     Semaphores  and 
Norfolk  Tti^^ 

distant  signals  were  unknown  on  the  Line,  but  while  this  was 

the  case  with  signals,  the  telegraphing  of  train-progress  was  in  advance  of  any 

system  in  vogue  at  that  time  on  any  other  line,  or  indeed  at  the  present  day ; 
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for  Standing  in  the  foreman's  office  at  Norwich,  it  was  easy  to  observe  the 
Buly  Ttain     signals  which  indicated,  by  large  deflected  needles,  the  passage 
TU^cnipii      of  the  going  or  coming  train  at  Norwich,  Brandon  Junction, 
^^***"'        Bnmdall,  Reedham,  and  Yarmouth,  respectively.     The  instru- 
ment was  a  very  interesting  one  to  watch,  and  as  a  telegraph  curiosity  I  came 
across  it  recently  at  an  exhibition  of  electric  appliances.     It  had  a  double 
needle  speaking  instrument  above  the  frame  containing  the  train-signalling 
needles,  and  was  described  as  "  The  Electric  Telegraph  on  the  Yarmouth  and 
Norwich  Railway,  *a  single  way,'  20  miles  in  length,  opened  ist  March, 
1844." 

Norwich  was  a  City  which  had  many  attractions,  and  the  round  of 
amusements  required  watchful  attention  in  the  railway  arrangements.  The 
Duke  of  Cambridge  visited  the  city  ;  the  Musical  Festival,  with  Jenny  Lind 
as  prima  donna ;  the  Rose  Show,  the  Regattas  at  Norwich,  Lowestoft  and 
Yarmouth,  and  the  Races  at  Yarmouth,  kept  us  busy.  Among  the  other 
arrangements,  we  frequently  had  to  provide  engine-power  for  heavy  trains  of 
cattle,  coming  to  Trowse  Cattle  Sidings,  adjoining  Norwich,  from  off  the 
London  and  North  Western  system  by  way  of  Peterborough,  the  correspon- 
dence being  conducted  with  Mr.  Fisher  Ormandy,  the  first  officer  of  that  line 
with  whom  I  ever  had  to  communicate. 

The  Guards  of  Branch  Trains  had  a  rougher  time  of  it  than  those  of  the 

present  day.     The  Brakes  of  the  trains  were  worked  from  the  roof  of  the 

Gvardi'  Brakes,  carriages,  the  guards  riding  outside,  in  an  unprotected  seat  at 

Beata  on       ^^^  ^^^  ^^  ^^^  vehicle,  applying  the  brake  by  tumhig  on  the 

CazTlage       hand  screw.     A  journey  from  Wymondham  to  Dereham  cured 

*^^^*^         me  of  my  desire  to  travel  outside  railway  carriages.     At  the 

end  of  the  train  were  two  of  the  vehicles  with  outside  seats  for  the  guard. 

They  were  so  marshalled  that  the  seats  became  vis-a-vis.     The  guard,  an 

old  stager,  sat  on  the  one  which  enabled  him  to  turn  his  back  to  the  engine, 

while  I,  as  a  novice,  sat  opposite,  facing  him.     The  dust,  the  smoke,  steam, 

and  smother,  which  filled  my  eyes,  ears,  and  nose  during  that  short  ride,  were 

sufficient  to  put  a  stop  to  any  wish  for  further  experience  in  that  direction. 

The  accommodation  for  guards  has  certainly  vastly  improved  since  those 
days.  After  a  while  the  roof  seat  had  a  small  box-shaped  shelter  for  the  men, 
and  I  have  seen  a  small  rough  curtain  added,  so  as  to  shelter  them  still 
further  from  the  weather.  The  open  van  was  the  next  advance,  a  vehicle 
having  one  end  covered  and  suited  for  the  reception  of  luggage  and  parcels, 
the  other  end  open  and  fitted  with  a  small  seat  for  the  guard,  having  the 
brake  wheel  close  at  hand.  These  vans  were  accustomed  to  be  turned  on 
the  tables  with  which  all  terminal  stations  were  provided,  and  thus  the 
guards  travelled  at  the  end  of  the  train,  ceasing  to  be  exposed  to  the 
necessity  of  facing  the  engine.     The  double-ended  vans  did  away  with  the 
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necessity  for  turning  vehicles,  and  have  led  to  the  provision  of  thoroughly 

well  sheltered   vehicles,    with    padded    seats,   lighted    compartments,  and 

apparatus  for  warming  food  while  travelling — a  striking  contrast  to  the  old 

style.     I  was  surprised,  when  in  America  (in  1881),  to  find  the  system  of 

working  the  brake  on  to  vehicles  from  the  roof  still  in  force,  not,  indeed,  with 

Brakeman  on   ^^®  Passenger  trains,  but  with  the  Goods  trains ;  the  large 

Amarioan       covered  freight  cars  having  brake-screw  handles  on  their  roofs, 

^'*"**'         the   "Brakeman"    passing  along  the    top  of  the  vehicles, 

applying  the  brakes  when  necessary,  a  very  dangerous  business  in  rough 

weather,  and  especially  so  on  lines  where  tunnels  exist ;  but  as  a  protective 

warning,  overhanging  gantries  with  pendant  whipcord  pellets,  are  provided 

not  far  from  the  tunnels,  so  that  the  men  on  the  roofs,  experiencing  the 

warning  stroke  of  these  pellets,  may  lie  down  while  passing  through. 

But  to  return  to  Dereham.  Mr.  Boatwright  was  at  that  time  the  Station- 
master,  and  throughout  his  history  he  has  remained  in  the  service  of  the  same 
railway  company,  having  in  later  life  been  Station-master  at  Hertford  for 
many  years.  Another  of  the  railway  names,  who  were  my  contemporaries, 
was  Mr.  George  Waters,  at  Lowestoft — ^subsequently  for  many  years  he  was 
the  representative  of  the  London,  Chatham  and  Dover,  at  their  office  in 
Paris.  But  my  closest  acquaintance  was  Mr.  Thomas  Stevenson,  who  on 
Mr.  Shaw's  retirement,  took  charge  of  the  Goods  Department  at  Norwich. 
He  was  a  man  thoroughly  devoted  to  his  work,  and  the  life-long  friend  of 
Mr.  Thomas  Kay,  who  was  at  the  time  to  which  I  am  referring,  the  chief 
clerk  to  Mr.  Samuel  Salt,  Goods  Manager  of  the  London  and  North  Western, 
at  Manchester. 

This  Mr.  Salt  was  one  of  the  group  of  traffic  officers  who  became  leaders 
in  the  arrangement  of  goods  carriage  by  railway,  at  the  time  when  the  Rail- 
way Companies  were  endeavouring  themselves  to  undertake 
Samu^  Bait  '^^  work,  instead  of  allowing  a  class  of  middle  men,  such  as 
Carver  &  Co.,  Pickford  &  Co.,  Weaver,  Crowley,  and  others, 
who  had  been  carriers  by  road  and  canal,  to  retain  the  trade  in  their  own 
hands,  and  pass  on  to  the  rails  such  portions  of  the  business  as  they  chose. 
Singularly  enough,  the  Midland  Railway  had  for  their  representative  at  Leeds, 
a  manager  of  the  name  of  Pepper,  and  at  various  railway  meetings  of  the  day 
there  were  inevitable  jokes  as  to  Pepper  and  Salt  being  "  mustered."  The 
sherry  and  sandwich  luncheons  were  incomplete  without  the  actual  appear- 
ance of  these  two  condiments.  Mr.  Salt  was  a  man  with  a  very  cadaverous 
countenance,  and  in  times  prior  to  the  days  of  "  Engaged  "  Compartments,  or 
of  smoking  being  permitted  in  railway  carriages,  the  officers  generally 
managed  to  avoid  intrusion  in  their  compartment,  by  getting  Salt  to  tie  up 
his  head  with  a  handkerchief,  and  sit  by  the  window.  Few  ventured  to  enter 
where  such  evidence  existed  of  a  fellow  passenger  at  the  point  of  death. 
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Mr.  Salt  was  also  widely  known  in  railway  circles  as  the  editor  and 

author  of  a  small  volume  issued  (Bradshaw  &  Blacklock,   1845)  for  the 

^,,,  guidance  and    aid    of   clerks  in    dealing   with  charges    on 

IklflMaiid     articles  of   varying  weight,    the    book  containing   tables    of 

'"'^•■'^      calculations   for    cwts.,  quarters,  and   lbs.,  at  fixed   charges 

per  ton,  thus  saving  much  time  in  entering  up  invoices.     One  peculiarity  of 

the  book  consisted  in  its  tables,  enriched  on  every  page  at  the  top  and 

bottom  with  a  sentiment,  a  proverb,  or  text,  and  the  name  of  the  author 

following  thus — 

Acquire  the  habit  of  doing  everything  welL — Todd. 

Keep  everything  in  its  proper  place. — Salt. 

Be  clear  and  explicit  in  your  bargains. — Salt. 

To  a  man  full  of  questions  make  no  answer. — Plato. 

It  is  not  he  who  makes  the  greatest  bustle  that  does  the  most  work. — Salt. 

Strive  to  become  master  of  your  business. — Salt. 

But  the  insertion  among  these  proverbial  sayings  of  the  text,  '*  No  man  can 
faithfully  serve  two  masters. — Salt,"  was  an  appropriation  which  was  scarcely 
legitimate ! 

The  time  came  when  I  was  to  leave  Norwich.  My  friends  in  Walsall 
urged  me  to  return  to  my  old  home  and  find  a  position  on  the  South 
Staffordshire  Railway,  then  about  to  open  from  Walsall  to  Burton-on-Trent. 
Applications  were  to  be  made  for  various  positions,  that  of  General  Manager 
among  them.  My  aspirations  for  this  chief  position  were  not  destined  to 
be  successful,  but  I  was  offered,  and  ultimately  decided  on  accepting,  the 
Chief  Clerkship. 

About  the  time  of  my  leaving  Norwich,  the  whole  district  was  startled 
by  the  intelligence  of  the  murder  of  Mr.  Jermy,  the  Recorder  of  Norwich, 
and  of  his  son,  and  of  serious  injuries  to  Mrs.  Jermy  and  one  of  the 
servants,  at  Stanfield  Hall,  near  Wymondham,  all  shot  by  a  masked  man.  I 
well  remember,  as  I  was  about  to  leave  duty  one  evening,  the  Telegraph  Clerk 
informing  me  of  the  receipt  of  a  message,  "  Stop  J.  B.  Rush ;  suspected  of 
murder  at  Stanfield  Hall,  etc."  Rush  was  not  among  the  passengers  who 
arrived  by  the  train  indicated,  but  was  subsequently  arrested  and  condemned 
to  death.  I  heard  of  his  trial  and  fate  from  my  friend,  Mr.  Newall,  after  I 
had  left  Norwich. 

It  was  not  without  regret  that  I  departed  from  Norwich.      Of  course, 
we  had  the  usual    farewell  supper  among  fellow   clerks,    and  at   one  of 
P^^^      these   the    Station    Master   (Taylor)  joined   us.      He  was  a 
tram         man    of    excessively  large    frame,   and    acquired    the    nicic- 
Vorwlch.       name  of  "Slender,"  in  contradistinction.       I    am    afraid    it 
was  frequently  my  duty  to  keep  stirring  him  up  to  activity,  but  we  parted 
good  friends ;   and  in  after  life,  when  he  had  given  up  railway  work,  I  was 
able  to  assist  him  in  his  endeavour  to  start  a  small  business   in  Wolver- 
hampton. 
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Many  years  elapsed  before  I  again  traversed  the  massive  swing  bridge 
over  the  Yare  at  Trowse,  or  saw  the  noble  battlements  of  Norwich  Castle 

Mr  w  NewalL  ^"^  ^^^  splendid  spire  of  the  Cathedral,  but  my  good 
—  friend,  Mr.  Newall,   I   never  saw    again,    and    his    cheery 

FAtai  Aoddent  «*  Good-bye,"  as  I  started,  was  the  last  time  I  heard  his 
voice.  He  wrote  to  me  not  infrequently  at  Walsall,  and  one  of  his  letters, 
which  fortunately  I  did  not  destroy,  told  me  how  matters  were  progressing 
after  my  leaving.  Charles  Mills  (see  page  9),  from  Mr.  Moseley's  office, 
had  been  selected  as  my  successor.  "  Slender,"  he  says,  "  is  in  fine  order. 
He  actually,  the  other  day,  ran  the  whole  length  of  the  platform,  much  to 
the  astonishment  of  the  passengers  and  myself.  It  is  difficult  to  say  what 
*  Slender '  may  not  accomplish  in  time.  The  old  chap  took  Gurney,  the 
invalid  banker,  up  to  London  last  week,  and  has  since  received  a  cheque 
for  ten  pounds  for  his  pains.  You  will  know  Rush  is  no  more.  The  crowds 
we  had  to  see  the  execution  were  immense.  I  went  on  the  Castle  Hill  to 
see  the  assemblage.  The  deep-toned  bell  of  St.  Peter's  sounded  most 
mournfully,  and  at  12  o'clock  the  castle  gates  were  thrown  open.  I  saw 
Rush  walking  solemnly  and  slowly.  He  ascended  the  scaffold,  and  when 
the  cap  was  drawn  over  his  eyes  I  ran  away  as  fast  as  I  could,  as  I  could  not 
see  a  man  hung.    Glad  was  I  when  that  day  was  over." 

Dear  old  friend  Newall !  He  was  a  most  genial  and  tender-hearted  man, 
and  by  his  kindly  speech  made  all  the  men  respect  and  esteem  him.  The 
sad  and  startling  news  of  his  death  came  to  me  in  April,  1850.  Travelling 
on  a  tour  of  inspection,  in  company  with  Mr.  Peter  Ashcroft  and  Mr.  Samuel, 
the  resident  Engineer,  on  his  small  engine  "  Eagle,"  from  some  unaccountable 
cause,  he  leaped  from  the  engine,  and  his  boot  heel  catching  against  the 
frame,  threw  him  under  the  engine,  which  instantly  passed  over  and  crushed 
him  to  death.  The  "Eagle"  had  been  making  a  trip  from  Reedham  to 
Haddiscoe  and  back :  the  telegraph  instruments  had  only  that  day  been 
introduced  there.  Returning  to  Reedham  Junction,  a  goods  train  was 
waiting  on  the  single  line  to  pass ;  whether  he  feared  some  accident  was 
imminent  is  unknown,  nor  was  any  light  thrown  on  the  melancholy  affair  at 
the  inquest. 

His  funeral  was  attended  by  all  the  chief  officers  of  the  Railway  Com- 
pany, and  a  large  following  of  the  staff.  A  handsome  obelisk  was  erected  to 
his  memory  in  Lakenheath  Cemetery,  and  his  name  was  long  cherished  by 
the  men  who  so  highly  esteemed  him ;  by  none  could  he  be  more  missed 
than  by  myself;  he  had  been  my  railway  tutor,  my  friend,  my  adviser. 
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*•  Good-bye  I**  "Good-bye  !'*  a  common  word, 
How  often  uttered,  often  heard  1 
The  smile,  the  tear,  the  prayer,  the  sigh, 
Each  suits  alike  the  word  "  Good-bye." 

Ah !  in  how  many  a  varied  scene 

**  Good-bye  I"  the  parting  words  have  been  ! 

And  when  the  utterance  had  failed, 

A  pressure  of  the  hand  availed. 

We  oft  have  seen  two  parting  friends 
Whose  way  through  life  wide  sundered  tends. 
With  hearts  elate  and  spirits  high 
Exchange  their  farewell  words  "Good-bye." 

And  fond  they  thought  some  future  day, 
Again  might  join  their  devious  way ; 
But  little  recked  that  Death  was  nigh. 
When  they  each  other  bade  "  Good-bye." 

I  parted  so  with  a  friend  right  dear. 
And  frequent  hoped  his  voice  to  hear ; 
But  ah  !  that  hope  is  gone  ;  yet,  I 
Sm  cherish  well  his  /u/  **  Good-bye." 


CHAPTER  II.       1849— 1853, 

Position  on  South  Staffordshire  Railway— Walsall— J.  D.  Payne,  General  Manager— Opening  to 
Wichnor  and  Burton— Midland  Railway  Connections — Opening  to  Dudley — Propositions  ibr  Leasing  the  Line 
—First  Attendance  at  Railway  Clearing  House  Meetings— Goods  Traffic ;  Mr.  J.  N.  Brown— Dudley  Castle 
Fetes— Connection  with  O.  W.  W.— Mr.  J.  R.  McClean  and  Messrs.  Brogden  as  Lessees— Mr.  Bruy^es — 
Opening  Stour  Valley — Mr.  McCorquodale — Mr.  Marcus — Station  and  Junction  Signals — Auxiliary  Signals 
— Collisions. 


ON  arrival  at  Walsall  I  found  an  active  life  in  store  for  me.  The 
line  of  Railway  about  to  be  opened  for  traffic  was  the  outcome 
of  a  severe  fight  in  the  years  1846  and  1847.  The  Midland  Co. 
had  struggled  to  get  possession  of  the  district   from  Burton  on  Trent  to 

gontli  Walsall  and  Dudley,  while  on  the  other  hand  the  London 
Btaffordiiiire  and  North  Western  were  desirous  of  keeping  the  line  from 
RaUway.  Birmingham  to  Walsall  and  Lichfield  and  the  mining  district 
of  Wednesbury  and  Dudley  in  their  interest.  The  line  finally  adopted  was 
a  compromise  between  the  two— the  Board  consisting  of  three  parties  one 
portion  sympathising  with  the  North  Western,  the  other  with  the  Midland, 
the  third  representing  the  independent  body  of  shareholders. 

A  portion  of  the  line  from  Bescot  Junction  to  Walsall,  i^  mile,  had 

been  opened  in  1847,  ^"^  a  service  of  four  Trains,  from  Birmingham  at  9.0, 

Partial  OpMiiiig  "-^t  4.o»  and  7.15,  returning  at  9.50,  11.30,  4.45,  and  8.30, 

to  Waliall     had  been  run  daily  between  Birmingham,  Curzon  street  and 

in  1817.  Walsall,  worked  by  the  North  Western  Company,  the 
temporary  terminus  in  Walsall  being  at  "Bridgeman  Place."  Following 
on  this  opening,  the  Station  on  the  Grand  Junction  line,  which, 
though  nearly  two  miles  from  the  Town,  had  been  called  Walsall,  reverted 
to  its  original  name  of  Bescot  Bridge.  At  this  small  place  for  years,  the 
railway  traffic  for  Passengers  from  the  towns  of  Walsall  and  Wednesbury 
had  been  carried  on  ;  close  to  the  Station  a  very  small  Goods  Office 
existed,  with  a  short  siding  on  private  ground  belonging  to  a  Mr.  Elwell 
whose  "  forge  "  was  in  the  near  neighbourhood,  and  who  dealt  with  the  Com- 
pany's goods  business  on  his  own  siding  for  a  fixed  tonnage  rate ;  so  little  did  the 
L.  &  N.  W.  at  that  time  care  about  the  black  country  traffic.  Passenger  traffic 
to  and  from  the  North  continued  to  be  dealt  with,  at  Bescot  Bridge ;  a  small 
yellow  painted  'bus  taking  passengers  to  and  from  the  town  of  Walsall  in 
charge  of  a  well-known  character,  "  John  Cox,"  of  the  George  Hotel. 

The  gentleman  who  had  obtained  the  appointment  of  General  Manager 

of  the  South  Staffordshire  Line  was  Mr.  John  Douglas  Payne.     He  had  been 

for  some    years    in    the    service    of    the    Birmingham   and 
Q^neral 
Kana^er       Gloucester  Company  principally  in   the  Goods  department, 

Mr.  J.  D.  Payne,  ^^^  jj^  jj^g  negotiations  with  the  Companies  for  the  opening 
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of  our  line  I  had  very  frequently  to  accompany  him.  This  was  more 
particularly  the  case  in  Passenger  matters,  as  he  was  thoroughly  posted  up 
in  all  goods  questions,  upon  which  he  was  generally  considered  an  authority. 
He  took  credit  to  himself  for  having  had  a  leading  part  in  checking  the 
extension  of  the  broad  gauge ;  the  line  from  Bristol  to  Gloucester  was 
originally  made  on  the  broad  gauge,  while  that  from  Gloucester  to  Birmingham 
was  narrow.  In  evidence  before  the  Parliamentary  Committee  dealing  with 
the  question,  statements  had  been  made  as  to  the  confusion  arising  in  goods 
traffic  through  the  transfer  from  the  one  gauge  to  the  other ;  the  members  of  the 
Committee  determined  to  visit  Gloucester  and  personally  inspect  the 
exchange ;  Mr  Payne  ascertained  this  and  hurried  down  to  be  in  readiness  for 
their  coming.  Fearing  lest  the  extent  of  transfer  work  might  be  too  small  to 
impress  the  Committee,  he  arranged  for  the  unloading  of  two  trains  already 
dealt  with  as  an  addition  to  the  usual  work,  and  when  the  members  came  to 
the  scene,  they  were  appalled  by  the  clamor  arising  from  the  well  arranged  con- 
fusion of  shouting  out  addresses  of  consignments,  the  chucking  of  packages 
across  from  truck  to  truck,  the  enquiries  for  missing  articles,  the  loading,  un- 
loading, and  reloading,  which  his  clever  device  had  brought  into  operation ;  the 
result  being  a  decision  to  stop  further  progress  northward  with  the  broad  gauge. 

The  portion  of  the  South  Stafford  Line  now  about  to  be  opened  was 

]fli9,  April  91     that  from  Walsall  to  Lichfield  and  to  Abrewas  and  thence 

Opfl^flff  fimn   through  Wichnor  Junction  to  Burton-on-Trent,  the  latter  part 

WUihnat       being  the  property  of  the  Midland  Company  with  whom  of 

JimctUm.      course  arrangements  had  to  be  made  for  our  coming. 

The  Superintendent  of  the  Midland  Railway  at  that  time  was 
Mr.  Charles  Mills  (not  the  individual  of  the  same  name  before  referred  to), 
and  he  was  the  appointed  officer  with  whom  all  arrangements  were  finally 
settled ;  a  service  of  four  trains  each  way  was  adopted  as  a  commencement, 
so  timed  that  there  was  no  need  of  any  terminal  service  to  be  done  by  the 
Midland  Company  at  Burton ;  the  trains  started  from  Walsall  in  the  morning 
and  came  back  there  at  night. 

From  the  Midland  Company  we  obtained  our  supply  of  Rule  Books 

adopting  them  for  the  South  Stafford  men ;  and  with  Mr.  Mills  and  his  Clerk, 

Mr.  Pakeman,  all  the  fares  affecting  Through-Booking  and  many  of  the  forms 

for  traffic  purposes  were  settled.     I  may  remark,   with  reference  to  these 

gentlemen,  that  after   a    time  the  duties  of  Superintendent  were  divided, 

Mr.  Mills  taking  charge  of  the  fares  and  of  the  indoor  department  of  the 

office,   while    Mr.   Needham    became    Outdoor  Superintendent;  ultimately 

Mr.    Mills    became    Station    Master   at   St.    Pancras,    when   the    Midland 

Company  opened  that  terminus,  for  their  London  development.     Mr.  Pakeman 

retained  his  position  as  Chief  Clerk  at  Derby,  alike  under  Mr.  Mills  and 

Mr.  Needham ;  he  became  a  very  constant  attendant  at  the  Superintendents 

Railway  Clearing  House  Meetings. 
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The  preparation  and  issue  of  announcements  of  the  opening  of  the  line 
— the  posters,  the  time-tables,  the  calculation  of  the  fares,  the  supply  of 
clothing  and  stores,  the  obtaining  of  the  needful  forms  for  accounts,  the 
train  marshalling,  the  trial  trips,  the  placing  of  the  men  at  their  various 
points  of  duty,  all  these  kept  us  fully  employed;  but  at  length,  the  line 
having  been  inspected  by  Captain  Wynne,  the  opening  was  an  accomplished 
fact,  and  a  dinner  at  Lichfield,  with  a  ball  at  the  Guildhall,  distinguished 
our  opening  day,  April  9,  1849. 

The  Chairman  of  the  line  was  Mr.  C.  S.  Forster,  Banker  of  Walsall  and 
for  sometime  M.P.  for  that  town — the  Deputy  Chairman  was  Mr.  Richard 
Croft  Chawner  of  Lichfield;  the  Directors  having  traversed  the  line  were 
met  on  their  return  to  Lichfield  by  the  Mayor  (J.  P.  Dyott)  and 
Corporation,  the  High  Sheriff  and  officers  of  the  City,  and  marched  in 
procession  to  the  George  Hotel.  At  the  dinner  a  clever  opportunity 
was  taken  by  the  Chairman  to  refer  to  the  long  neglected  but  now 
well-known   quotation  from   Dr.    Darwin : — 

Soon  shall  thy  arm,  unconquered  steam,  afar, 
Drag  the  slow  barge,  or  drive  the  rapid  car; 
Or  on  wide  waving  wings  expanded  bear 
The  flying  chariot  through  the  field  of  air. 

and  his  remark  that,  with  a  degree  of  prescience  truly  wonderful,  the 
Lichfield  poet  had  ventured  on  a  prediction,  now  fulfilled  to  the  very  letter, 
and  that,  too,  within  the  walls  of  his  own  City,  was  received  with  tumultuous 
hpplause. 

The  Secretary  of  the  line  was  Mr.  Horatio  Barnett,  one  of  the  leading 
lawyers  of  Walsall,  who  also  acted  as  Solicitor  for  the  Company.  The 
Engineers  were  Messrs.  McClean  and  Stileman.  The  Architect  was  Mr. 
Edward  Adams  of  Westminster;  the  Locomotive  Department  was  under 
the  charge  of  Mr.  George  Wells  who  had  served  his  time  at  Wolverton. 
The  carriage  stock  was  obtained  from  Messrs.  Wright  of  Saltley  Works,  near 
Birmingham,  and  they  also  supplied  the  wagon  stock.  The  number  of 
our  carriages  was  but  small,  and  on  the  occasion  of  the  Whitsuntide  gathering 
at  Lichfield,  called  "  Lichfield  Bower " — sl  survival  of  a  mediaeval  pageant — 
we  ventured  on  the  very  risky  plan  of  using  open  wagons  with  planked  seats, 
but  the  experiment  was  not  repeated:  cattle  trucks  were  next  tried  but  as 
the  rising  generation  took  to  "mooing"  at  the  Passengers  while  the  train 
was  stationary,  the  dislike  to  using  such  vehicles,  even  at  the  low  rate 
adopted,  caused  the  plan  to  be  withdrawn.  We  exploited  Lichfield  extensively, 
using  its  Cathedral  as  the  attraction;  excursion  trains  both  for  Adults 
and  School  children  were  well  supported.  One  notice  issued  by  an 
Excursion  Agent,  owing  to  its  want  of  proper  punctuation,  gave  rise 
to  considerable  amusement  at  the  new  light  thrown  on  one  of  the  antiquarian 
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objects  in  the  environs  of  Lichfield.  It  stated :  '*  After  viewing  the  Cathedral, 
the  children  will  be  taken  to  Barrow  Cope  Hill ;  where  tradition  asserts  the 
three  Rings  were  slain  for  refreshment  and  amusement " !  These  three 
slaughtered  Kings  figure  in  the  heraldic  escutcheon  of  the  City,  and 
accordingly  appeared  on  the  combination  of  shields,  that  graced  the  South 
Staffordshire  Coaches;  it  was  rather  a  gruesome  piece  of  heraldry  for  a 
railway  vehicle !  We  were,  I  am  thankful  to  say,  very  fortunate  in  the  matter 
of  personal  injury,  and  if  any  augury  of  mischief  could  be  drawn  it  proved 
inaccurate.  One  accident  that  occurred  in  the  neighbourhood  of  Lichfield 
gave  rise  to  some  legal  debate :  the  gate-keeper  at  the  level  crossing  called 
Foss  Way — an  old  Roman  road  leading  to  the  Central  fortress  of  Etocetum 
now  scarcely  distinguishable  but  known  as  "  Wall " — was  unfortunately  struck 
by  a  passing  engine  and  killed  on  the  crossing.  This  was  in  the  jurisdiction 
of  the  Coroner  of  Lichfield,  but  the  body  was  carried  to  a  public  house 
close  by  which  was  outside  the  City  boundary,  and  in  the  County  of  Stafford. 
The  County  Coroner  successfully  maintained  his  right  to  hold  the  inquest. 

During  the  autumn  of  this  opening  year  various  meetings  were  attended 
having  reference  to  goods  transactions,  bringing  me  into  contact  with 
many  men  who,  in  after  years,  were  prominent  in  railway  life.  Among 
these  was  Captain  Eborall,  already  mentioned,  one  of  the  Naval  men  who 
had  stepped  into  the  new  life  of  railway  management,  whose  nautical 
training  expressions  left  some  traces  in  the  Old  Rule  Books,  where  instructions 
can  be  found  as  to  trains  gettmg  *'  back  to  the  next  station  astern."  The 
Captain  held  the  position  of  Goods  Manager  for  the  L.  &  N.  W.  Railway 
at  the  Birmingham  end  of  the  Grand  Junction. 

Mr.  West,  the  Goods  Manager  of  the  Midland,  had  frequently  to  be 
interviewed  at  Derby,  and  his  local  officer  Mr.  Walklate  at  Lawley  Street, 
Birmingham ;  the  latter  gentleman,  on  the  retirement  of  Mr.  West,  became 
the  Midland  Company's  General  Goods  Manager.  We  had  also  to  deal  with 
Mr.  Beale,  Mr.  Barlow,  and  Mr.  Speight :  at  this  time  the  latter  gentleman  was 
Chief  Clerk  to  Mr.  Sanders  at  Derby,  the  General  Manager  of  the  Midland  ; 
he  retained  and  most  efficiently  filled  the  same  position  under  Mr.  AUport. 

I  have  before  alluded  to  the  decision  of  Parliament  to  restrict  the  extent 

of  broad  gauge  lines :  the  line  from  Oxford  via  Banbury  to  Wolverhampton 

WalMLil  to     ^^  authorised  on  the  broad  gauge  and  as  this  line  connected 

Dudley.       or  had  a  permissive  connexion  with  the  South  Stafford  Line  at 

2JTjj25iS[    Wednesbury,  it  was  stipulated  that  if  the  South  Staffordshire 

Company  did  not  complete  this  portion  of  the  line  to  Dudley  on 

the  narrow  gauge  by  a  given  date,  the  Great  Western  Company  could  themselves 

complete  the  line  and  lay  the  broad  gauge  thereon.     That  portion  of  the  line 

was  accordingly  constructed  on  a  scale  to  admit  of  the  mixed  gauge  if  needed, 

and  every  efibrt  was  made  to  complete  it.     On  the  ist  November,  1849,  ^^^ 

date  fixed,  it  was  in  a  state  to  allow  of  the  passage  of  a  special  train,  and  the 
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Directors  made  their  first  trip  along  its  permanent  way  to  Dudley — the  stations 
still  being  incomplete ;  it  was  not  till  many  years  afterwards  that  ultimately  the 
Great  Western  Company  reached  Dudley  by  this  route,  and  then  from 
Greatbridge  by  narrow  gauge  trains  only. 

Within  six  months  of  the  opening  of  the  line  a  proposal  was 
made  by  nominally  independent  parties  to  lease  the  line,  but  owing  to 
LeaMofLineto  ^^  opposition  on  the  Board  by  the  representatives  of  the 
Mr.  MoOlaan.  L.  &  N.  W.  and  Midland  Company  and  especially  by  the 
Chairman  of  the  Birmingham  Canal  who  was  also  a  Director,  the  proposals 
were  no  less  than  twice  rejected  at  special  meetings  of  the  Shareholders.  Local 
canvassing  was  organised,  and  a  large  body  of  the  Shareholders,  finding  the 
Railway  Companies,  who  were  represented  on  the  Board,  declined  to  give  any 
guaranteed  dividend  for  the  line,  made  a  strenuous  effort  to  obtain  the  lease, 
and  on  21st  January,  1850,  the  proposed  lease  for  21  years  was  adopted. 
The  Engineer  of  the  line,  Mr.  John  Robinson  McClean,  was  the  lessee,  and 
the  leasing  of  a  Railway  to  a  private  individual  was  authorised  by  statute 
without  any  precedent  existing.  The  lease  of  the  Shrewsbury  and  Hereford 
Line  to  Mr.  Brassey  followed  in  1852. 

The  adoption  of  the  lease  led  to  an  immediate  change  in  the  Board 
and  the  independent  party  came  strongly  "  en  evidence  " ;  the  Railway  and 
Canal  representation  was  minimised,  and  local  trading  influence  sought  for 
in  its  stead.  Mr.  Badger  of  Dudley,  Mr.  Haines  of  Tipton,  and  Mr.  Philip 
Williams  the  leading  ironmaster  of  the  day,  joined  the  Board,  the  influence 
of  the  latter  alike  with  the  Birmingham  Canal  Company,  and  the  trade  of 
the  district  being  of  great  value,  as  the  line  was  now  on  the  eve  of  opening 
into  the  heart  of  South  Staffordshire. 

1860.  On  ist  March,  a  commencement  was  made  with  Goods  Traffic : 
the  line  served  the  towns  of  Wednesbury  and  Greatbridge  and  thence 
through  Dudley  Port  proceeded  by  a  steep  gradient  of  i  in  60  for  i  J^  mile 
to  the  foot  of  the  town  of  Dudley,  the  terminus  being  very  near  to  the  inclosed 
grounds  of  Dudley  Castle.  At  Greatbridge  a  series  of  sidings,  connected 
the  line  with  the  Birmingham  Canal,  and  enabled  the  Company  by  boating 
agencies  to  occupy  a  very  formidable  position  as  a  competitor  for  traffic ; 
at  Dudley  a  junction  was  effected  with  the  Oxford,  Worcester,  and 
Wolverhampton  Railway,  a  line  at  that  time  in  pecuniary  difficulties,  and  at  a 
standstill  in  its  incompleted  existence. 

In  order  to  give  publicity  to  the  Railway  interests  respecting  this  new 

opening,  I  was  instructed  to  attend  the  meeting  of  the  Associated  Goods 

I860  March  n.    ^^i^&g^^  held  on  the  21st  March  in  Manchester,  and  accord- 

Pint         ingly  made  my  "debut"  at  the  Clearing    House  Meetings 

atl^in^     ^'^^"S  *^^  Goods  Managers;  Mr.  Braithwaite  Poole  was  in 

OlMLring  Home  the  chair,  he  being  at  that  time    the  recognised    permanent 

Ckmferencet.    Chairman  of  these  Goods  Meetings,  at  this  gathering,  I  made 


RAILWAY  BSMINI8CEMCE8.  21 

the    requisite    announcement   of    the    opening    of    the    line  and    invited 
co-opexation. 

The  names  of  the  officers  present,  as  recorded  by  the  Clearing  House, 
are  as  follows : — 

Mr.  B.  Poole,  in  the  Chair. 

Mr.  Allen,  Aberdeen  Railway  Company, 

„     Byers,  Scottish  Midland, 

„     Cawkwell,  Lancashire  and  Yorkshire. 

„     Eadson,  East  Lancashire. 

„     C.  W.  Eborall,  East  Lancashire. 

Johnstone,  Caledonian. 

R.  L.  Jones,  General  Station,  Chester. 

„     J.  Ker,  Glasgow,  Paisley,  and  Greenock. 

„     Locking,  York  and  North  Midland. 

„     Mackie,  York,  Newcastle,  and  Berwick 

Newcombe,  York,  Newcastle,  and  Berwick. 

Neele,  South  Staffordshire. 

Pennington,  North  Staffordshire. 

Roberts,  Chester  and  Birkenhead. 

Salt,  London  and  North  Western. 

Sinclair,  St.  Helens. 

„     C.  H.  Smith,  Manchester,  Sheffield,  and  Line. 

Sollas,  Eastern  Union. 

Shaw,  North  Staffordshire. 

Small,  Dundee,  Perth,  and  Aberdeen  June. 

„     Tennant,  Leeds  and  Thirsk. 

In  addition  the  name  of  Mr.  Thomson  of  the  Great  Northern  should 
appear :  he  was  the  Manager  of  their  Canal  interests  in  the  Lincoln  District. 

In  the  list  of  those  present  at  this  Meeting  will  be  observed  several 
who  rose  to  distinction,  in  after  years,  as  General  Managers  of  various  lines, 
but  the  bulk  have  passed  over  to  the  "  great  majority " ;  Mr.  Cawkwell 
and  Mr.  Newcombe  have  only  recently  deceased.  I  believe  Mr.  Sinclair 
remains  "till  this  present,"  and  so,  still  attached  to  his  own  railway,  does 
the  placid  Mr.  Henry  Tennant. 

A  reference  to  these  minutes  at  the  Clearing  House — the  meetings 
commenced  in  January,  1847 — shews  that  they  were  frequently  attended 
by  Mr.  Morison,  the  first  head  of  that  establishment,  and  that  Mr.  Elwin, 
a  namesake  of  the  Manager  of  the  Irish  Clearing  House,  acted  as  Secretary 
in   recording  the  minutes. 

The  continued  adoption  of  Mr    Braithwaite  Poole  as  Chairman  is  a 

high  testimony  to  his  capability  and  tact.     At  one  time  his  services  were 

*'•  sought  for  on  the  bpening  of  any   new   undertaking  to  act 

Poolti        ^  consulting  Goods  Manager,  and  his  name  appears  accordingly 
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as  connected  with  the  Chester  and  Holyhead,  the  North  Union, 
the  Lancaster  and  Preston.  It  is  sad  to  find  that  instead  of  ter- 
minating his  history  as  the  General  Manager  of  some  noted  Railway, 
he  became  satisfied  to  fill  the  position  of  Superintendent  of  the  Ferry 
Boats  between  Liverpool  and  Birkenhead;  I  last  saw  him  so  acting,  and 
wearing  the  yachting  uniform  cap  of  the  post.  His  *'bon  hommie"  was 
unbounded,  his  frequent  signature  occupying  in  flowing  style  half  the  page 
was  **  yours  flourishingly,"  and  the  clerks  at  Euston  long  preserved  as  an 
instance  of  audacity,  a  letter  from  him  to  Captain  Huish  written  on  the 
largest  double  sheet  he  could  find:  "Your  circular  received  and  shall 
have  attention,"  the  circular  in  question  having  requested  the  officers  and 
the  line  generally  to  observe  scrupulous  care  in  checking  all  extravagance 
in  stationery ;  half  sheets  of  paper  to  be  used,  outside  fly  leaves  avoided,  etc. 

On  I  St  May  the  South  Staffordshire  Line  was  opened  through  to  Dudley  for 

Passenger   traffic,   and   by    this    route — ^a    somewhat    circuitous    one — the 

I860  MavL      ^o^'^^^  of  Dudley  and   Wednesbury  were  for  the   first  time 

OpcKQlzigto     connected  by  rail  with  Birmingham,  the  trains  from   Dudley 

i>udi6y.       being  joined  to  those  from  Walsall  at  Bescot  Junction,  and 

thence  pursuing  their  way  over  the  Grand  Junction  Line  into  Curzon  Street 

Station,  Birmingham.    We  were  not  destined  to  retain  this  traffic  for  any  length 

of  time,  as  the  formation  of  the  Stour  Valley  direct  narrow  gauge  line  between 

Birmingham,  Dudley  Port,  and  Wolverhampton  on  the  one  hand,  and  the 

construction  of  the  broad  gauge  line  from  Wolverhampton  through  Wednesbury 

to  Snow  Hill  Station,  Birmingham,  on  the  other,   were  rapidly  proceeding, 

by  which  a  shorter  route  would  be  afforded  for  both  places. 

Served  by  the  line  between  Wednesbury  and  Greatbridge  were  a  large 
number  of  Iron  Works  and  Furnaces  and  by  sidings  and  connections  with 
the  Canal  the  whole  of  the  busy  "black  country"  could  be  reached.  Sa 
highly  important  were  the  business  developments  in  this  respect  that  it 
was,  shortly  after  the  opening,  decided  to  have  a  local  traffic  Manager  on 
the  spot,  and  an  old  comrade  of  Mr.  Payne's,  Mr.  John  N.  Brown,  was 
ultimately  engaged  as  the  Goods  Manager  of  the  line  with  his  Headquarters 
at  Greatbridge;  he  had  previously  been  with  the  Midland  Company  at 
their  Gloucester  Station.  Under  his  charge  the  traffic  largely  developed, 
and  Greatbridge  became  a  busy  centre.  The  water  carriers,  Messrs.  Crowley 
&  Company,  as  well  as  Pickford's  Agents,  Messrs.  Howson  and  Ketley,  were 
frequent  visitors;  Messrs.  Eborall  and  Soar  for  the  L.  &  N.  W.  and 
Walklate  for  the  Midland  Co.,  kept  in  touch  with  the  work  in  the  interests 
of  their  respective  Companies. 

The  sidings  adjoining  the  Canal  basin  gave  us  a  lesson  in  Station  Yard 
working.  They  were  laid  unavoidably  on  falling  gradients,  and  in  spite  of 
warnings  and  cautionary  notices,  again  and  again,  the  wooden  stop  blocks 
at  the  end  were  broken  up,  and  wagons  went  into  the  Canal.     A  heavy  stone 
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buffer  block  suffered  the  same  fate,  and  Mr.  McCIean's  resident  Engineer, 
Mr.  Walker,  determined  to  try  the  effect  of  dispensing  with  buffer  stops  of 
any  kind;  the  danger  of  careless  running  of  wagons  was  patent  to  the 
shunters,  and  there  followed  a  perfect  immunity  from  such  occurrences — ^the 
danger  ensured  the  safety ! 

Another  difficulty  in  working  traffic  over  this  new  district  developed 
itself,  which  though  well  known  in  the  neighbourhood,  now  for  the  first 
"Grownliiclii''  ^^^^  affected  the  railroad,  this  was  the  occurrence  of  what 
mniag  is  called  in  the  district,  "a  crowning  in,"  that  is  a  falling 
BniwldttiiceB.  jj^  suddenly  and  without  warning  of  the  surface  of  the 
ground  owing  to  mining  operations ;  the  massive  pillars  of  coal  originally 
left  for  the  purpose  of  keeping  the  surface  undisturbed  having  been 
found  too  valuable  an  asset  to  be  disregarded ;  by  gradually  paring 
them  away,  the  upper  surface  w^  rendered  liable  to  be  easily  affected, 
and  in  many  instances  the  ground,  being  thus  honeycombed,  had  suddenly 
dropped  down,  taking  in  some  instances,  horses  and  carts,  and  in  others 
whole  buildings  into  the  chasm  of  the  "crowning  in."  Once  or  twice 
the  line  was  seriously  affected,  and  the  rails  hung  suspended  across  the 
opening  held  up  by  the  sleepers  only.  Our  resident  engineer  in  this 
case  decided  on  abandoning  the  cross  sleepers,  and  adopting  the  longitudi- 
nal baulks  throughout  the  lengths  affected  by  mining  operations,  a  proceeding 
which  added  very  considerably  to  the  safety  of  travelling  over  the 
sections. 

At  Dudley,  a  very  good  service  of  coaches  from  Kidderminster 
and  Stourbridge  through  Brettle  Lane  was  established,  and  in  this. 
way  that  district  was  well  served  pending  the  opening  of  the  O.  W.  W» 
Line. 

Mr.  Payne's  aspirations,  as  to  encouraging  passenger  traffic,  led  him  to 
open  negotiations  for  a  lease  of  Dudley  Castle  as  a  place  of  amusement 

for  the  masses  of  the  black  country;  his  friend,  the  "Poet 
'^"J^^^^JJ^*  Bunn,"  took   much  interest   in    the  scheme,  and   organised 

some  of  the  entertainments  in  the  Castle  grounds,  which 
were  rendered  highly  attractive  by  the  illumination  of  the  "Caverns"  large 
excavations  in  the  limestone  workings  underlying  the  Castle  woods. 
Visitors  flocked  in  thousands  to  these  Fetes.  The  suggestions  for  the 
lease  were  favourably  entertained  by  Lord  Ward's  agent,  and  were  very 
nearly  settled  when  an  unfavourable  view,  expressed  by  the  municipal 
authorities  at  the  prospect  of  losing  the  accustomed  freedom  of  access  to 
the  Castle,  ultimately  put  an  end  to  the  scheme. 

The  only  further  change  that  the  year    1850   brought  to  us  was  the 

decision  of  the  London  and  North  Western  Co.  to  close  their  Bescot  Bridge 

BMcot        Station  and  to  allow  their  trains  to  call  at  Bescot  Junction  instead, 

JnnetioiL       our  Company  having  to  run  trains  to  connect  at  the  Junction 
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from  and  to  Walsall.  These  arrangements  brought  me  into  communication 
with  Mr.  R.  S.  Norris  who  was  at  that  time  both  Engineer  and  District 
Superintendent  of  the  Grand  Jimction,  with  Headquarters  at  Liverpool,  his 
Local  Deputy  being  a  Mr.  Cowie  of  Stafford.  The  opening  of  the  Junction 
Station,  while  affording  extra  facilities  for  Walsall  traffic,  gave  rise  to  no  little 
friction.  The  hot  headed  Irishman  (Furlong),  appointed  by  L.  &  N.  W.  as 
Station  Master,  being  deficient  in  both  tact  and  judgment  After  numerous 
complaints,  he  was  eventually  removed,  and  his  foreman  (Peacock)  reigned 
in  his  stead.  The  trouble  at  Bescot  formed  a  new  experience  in  joint 
station  working,  for  no  such  difficulties  had  risen  at  any  of  our  other 
Junctions.  Mr.  Hackett  at  Burton,  and  Mr.  Edward  Cooper  at  Birmingham, 
both  meeting  our  wishes  and  requirements  to  the  fullest  extent.  Mr.  Cooper 
was  a  model  Station  Master,  he  had  originally  been  one  of  the  London  and 
Birmingham  guards ;  the  ability  he  displayed  as  Station  Master  at  Birmingham, 
caused  him  to  be  selected  for  the  position  of  Station  Master  at  Euston, 
following  a  noted  official  named  Bickley:  the  signal  for  starting  trains  at 
Euston  was  given  by  flag,  the  pompous  display  of  official  dignity  on  Bickley's 
part  in  having  the  flag  brought  to  him  and  in  waving  the  white  flag  as  the 
final  signal  for  leaving  was  one  of  the  sights  of  early  railway  routine ! 

1861.      In  the  commencement  of  this  year,  some  partners  in  the  lease  made 
their  appearance  at  Walsall  in  the  shape  of  a  Mr.  Brogden,  an  old  contractor 

from  Manchester  and  two  or  three  of  his  sons :  of  these  Mr. 
Broaden,  Henry  Brogden  took  up  the  superintendence  of  the  Loco- 
motive    department;    Mr.    Alexander   Brogden    turned    his 


attention  to  the  bills  and  expenditure ;  the  connection  thus 
commenced  by  him  in  South  Staffordshire  resulted  in  his  being  elected  in 
his  prosperous  days  as  Parliamentary  Representative  for  Wednesbury  when 
that  town,  under  the  redistribution  of  Seats  Bill,  obtained  the  privilege  of 
returning  a  member  to  Parliament. 

Mr.  Henry  Brogden  still  retains  an  affection  for  railway  working  and 
his  name  appears  as  a  Director  on  one  of  the  lines  in  the  Barry  district 
of  South  Wales. 

Another  railway  officer  who  came  among  us  at  this  time  was  Mr. 
McClean's  brother-in-law,  Mr.  J.  R.  Newsam,  who  became  the  accountant 
for  the  line;  he  was  a  sample  of  the  courtly  Irish  gentleman,  was  very 
popular  in  Walsall,  and  did  good  work  in  raising  the  numbers  of  the 
Masonic  Lodge. 

This  year  continued  to  add  to  the  visits  of  officers  of  other  lines 
to  Walsall  in  connection  with  through  invoicing  and  through  booking,  and 
in  many  cases  gave  me  my  first  introduction.  Mr.  Allport  came  over  in  March 
as  to  the  Hull  traffic  ;  this  must  have  been  about  the  time  of  his  leaving  the  York, 
Newcastle,  and  Berwick  (to  be  followed  there  by  Mr.  Newcombe),  and  joining 
the  M.  S.  &  L.  Railway,  a  line  whose  initials  were  usually  considered  to 
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indicate  "  Money  Sunk  and  Lost."  Shortly  afterwards  Mr.  Walklate  and  Mr. 
Needham  were  our  visitors ;  I  had  not  seen  the  latter  since  my  first  introduction 
in  1847  ;  he  was  now  about  to  become  the  full  superintendent  of  the  Midland 
Line,  and  I  had  many  a  warm  interview  and  contentious  meeting  with  him 
afterwards  which  however  never  interfered  with  our  private  friendship. 

The  North  Staffordshire  Company  joined  our  system  at  Burton,  and  their 
goods  service  as  well  as  their  passenger  traffic  had  to  be  cultivated,  their 
General  Manager  was  Mr.  G.  P.  Bidder,  a  name  of  note  as  a  calculator,  but 
my  correspondence  was  principally  with  Mr.  Charles  Cooper,  the  Passenger 
Superintendent,  who  afterwards  became  district  superintendent  of  the  London 
and  North  Western  at  Manchester.  The  Goods  questions  were  dealt  with  by 
Mr.  Myles  Pennington,  and  canal  traffic  by  Mr.  S.  B.  Shaw,  whom  I  had 
known  in  Norwich  and  with  whom  I  now  renewed  my  acquaintance.  He  left 
England  shortly  afterwards  to  take  charge  of  some  Norwegian  lines  and 
disappeared  from  English  railway  life,  Myles  Pennington  became  the  Goods 
Manager  of  the  Grand  Trunk  Railway  of  Canada,  and  died  in  Toronto  in 
November,  1896,  "a  railway  officer  well  known  throughout  the  Dominion." 

An  endeavour  to  develop  Fish  Traffic  in  the  towns  of  South  Stafford- 
shire led  to  a  visit  from  Mr.  George  Locking  of  Hull  (York  and  North 
Midland)  and  Mr.  Charles  Mason  the  Representative  of  the  same  Company 
at  York ;  this  was  my  first  interview  with  the  latter  gentleman,  who  in  his 
characteristic  manner  threw  all  his  energy  into  the  business  in  hand,  and  though 
I  fear  he  was  not  as  successful  as  he  wished  in  this  particular  instance,  yet  so 
far  as  I  was  concerned  the  interview  led  to  a  friendship  which  was  only 
terminated  by  his  death. 

The  year  185 1  was  the  famous  date  for  the  First  Great  Exhibition  in 
London,    at    which    Trevithick's    Engine,   "Cornwall,"    and    Crompton's 

"Liverpool"   were  two  of  the  most  interesting  Locomotive 

QrMkt         Exhibits.     By  our  line  was  forwarded  to  the  Exhibition  the 

Krhiwtlwi      huge  solid  block  of  Coal,  upwards  of  10  tons  in  mass,  from  the 

Tipton    Collieries,    which    proved    an    attractive    object   for 

Metropolitan    Visitors ;   there  was    quite  an    outbreak    of  Excursions  and 

cheap  tickets   to   London,    in    which,    pecuniarily,    we    were    very    slightly 

interested,  but  a  great  impetus  was  given  to  cheap  railway  travelling  and  to 

the   plan   of  running  Excursions,  sometimes  through  agents  and  sometimes 

on   our  own  account,  to   various  points  of  attraction. 

On  I  St  May  in  this  year  the  Midland  Company's  trains  from  Derby,  which 

had  for  many  years  had  their  Birmingham  terminus  at  Lawley  Street  Station, 

ibbi,Vbj1.     were  run  into  Curzon  Street  instead,  and  formed  an  additional 

ftomDe^l^  difficulty  in  the  working  of  that  already  crowded  Station,  the 

attaching  and  detaching  Vehicles  for  or  from  the  Gloucester 


^j^J^^j^      Line    being    now    done    in    the     Station  at    Curzon  Street, 
gtatton.       instead  of  at  "the  Lift,"  which  was  situated    close    to    the 
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Birmingham  main  line  at  the  end  of  the  Lawley  Street  Viaduct,  and  ap 
and  down  which  any  through  vehicles  between  the  Bristol  Line  and 
the  Derby  Line  were  accustomed  to  be  conveyed,  a  transfer  track  ex- 
isting under  the  North  Western  arches;  though  this  lift  has  been  disused 
for  the  last  45  years,  the  sidings  were  always  known  to  the  shunters  as 
*Uhe  lift  sidings,"  but  at  last  the  newly  widened  lines  approaching  New 
Street  Station  have  entirely  obliterated  their  existence. 

'  Another  land  mark  of  old  railway  quarrels  still  exists  close  to  the 
Birmingham  end  of  the  same  Viaduct,  and  we  were  summoned  to  a  meeting 
Dnddeston  in  Birmingham  with  reference  to  its  possible  effect  on  our 
Vladact.  running  into  Curzon  Street ;  it  is  the  "  Duddeston  Viaduct," 
never  yet  brought  into  use :  if  opened  it  would  have  connected  the  Oxford 
and  Birmingham  Line  with  the  London  and  Birmingham  Line  at  Curzon 
Street,  but  it  would  have  seriously  interfered  with  the  Extension  into  New 
Street,  a  crossing  on  the  level  being  unavoidable,  I  have  heard  Mr.  Grierson, 
the  General  Manager  of  the  G.  W.  R.  state  (but  there  was  no  one  to  dispute 
the  exparte  statement)  that  that  Company  were  compelled  by  the  L.  &  N.  W. 
authorities  to  make  the  Viaduct,  and  when  constructed  they  objected  to  its  being 
utilized  as  a  junction :  the  Viaduct  remains,  one  monument  of  the  struggles 
which  took  place  between  those  two  large  Companies  for  territorial  extensions. 

In  the  Autumn  of  the  year  I  had  my  first  meeting  with  Mr.  H.  P. 
Bruyeres  then  the  Superintendent  of  the  L.  &  N.  W.  Line  from  London  to 

Birmingham,  a  military  martinet  and  one  thoroughly  known  as 

somewhat  unbending  and  unapproachable :  he  was  the  "  Mr.  B." 

mentioned  in  the  ofttold  story  of  the  Midland  Company  proposing  to  carry 

Coal  by  railway,  and  asking  the  L.  &  N.  W.  to  forward  it  beyond  Rugby. 

"What!  coal  by  railway?"  said  B .     "They  will  be  asking  us  to  carry 

dung  next ! "     "  Tell  B ,"  said  George  Stephenson,  "  that  when  we  carry  him 

by  railway  we  do  carry  dung ! "  The  result,  it  is  said,  was  a  temporary  com- 
promise, and  the  coal,  not  more  than  6  wagons  at  a  time,  was  to  be  covered 
with  tarpaulin  and  taken  the  shortest  distance  possible  by  rail,  being  transferred 
to  the  canal  at  Crick  Station. 

Of  Mr.  Bruyeres  I  have  no  reason  to  speak  otherwise  than  as  a  fellow 
officer  of  a  very  methodical  character,  thoroughly  attached  to  old  systems,  but 
not  unwilling  to  adopt  improvements  so  soon  as  he  grasped  the  object.  He 
was  fond  of  talking  over  his  army  experiences,  and  had  seen  service  in  Canada 
where  he  was  in  charge  of  the  boundary  fort  known  as  "  Rouse's  Point," 
near  Montreal :  the  men,  he  told  me,  would  persist  in  calling  him  "  Mr. 
Brewery."  His  name  remained  in  the  army  list  as  long  as  he  lived,  as  he 
held  the  title  and  stipend  of  Governor  of  Sandgate  Castle,  near  Deal. 
In  the  early  days  of  the  Railway  Clearing  House  Meetings  of  Superinten- 
dents, Mr.  Bruyeres'  name  appears  as  the  sole  representative  of  the 
L.  &  N.  W.  Company. 
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It  seems  curious  when  visiting  Railway  Stations  to-day  to  find  that  the 
accommodation  of  Cloak  Rooms  for  the  reception  of  Passengers'  Luggage 

was  not  originally  a  part  of  the  provision  for  public  convenience, 

diwk  Soomi    the  year  of  the  Great  Exhibition  saw  the  system  very  generally 

KBtattoiis.     adopted,  and  we,  following  of  course  our  larger  exemplars, 

made  special  public  announcement  of  dieir  establishment  at   Walsall  and 

Lichfield  Stations. 

Our  stock  of  locomotive  engines  was  but  small  and  they  were  very 
heavily  worked  owing  to  the  traffic  on  the  line,  but  as  we  had  no  appliances 

for  extensive   repairs,  arrangements    were  made  for    sending 

*"W*^<rf      the  engines  to  Crewe  in  case    of  such  requirements.     I  am 

»wgiw       afraid  these    were  far   from  welcome  at  Crewe,  the   engines 

were  none  of  theirs ;  the  type  of  engine  not  only  dissimilar  to 

any  others    under   the  superintendence   of  Mr.  Trevithick,  but  themselves 

varying    in   style,    the  day    of  interchangeable   parts  had  not  yet  arrived ; 

the   attention    bestowed   on   diese   unwelcome   visitors    was    at    best    but 

meagre,  and   it    not  unfrequently  happened  diat   almost  immediately   after 

the  return  of  our  engines,  some  further  failure  took  place  and  complaints 

of  inattention  were  rife. 

The  locomotive  engine  question  entered  on  a  new  phase  on  1 2th 
April,  1852,  as  on  that  date  the  London  &  North  Western  Company 
undertook  the  supply  of  power  to  the  line,  and  worked  it  by  their  own 
engines.     Mr.  Parker  (junior)  from  Vauxhall  being   the  officer  in  charge. 

1862.  The  principal  event  of  local  importance  this  year,  so  far  as 
railways  in  this  district  were  affected,  was  the  opening,  after  much  litigation, 
TbA  Stonr  of  the  Stour  Valley  Line,  a  line  which  gave  the  inhabitants  of 
VaU^FUne.  Tipton,  Oldbury,  Spon  Lane,  Smethwick,  and  the  busy  district 
along  the  banks  of  the  Birmingham  Canal,  a  ready  means  of  reaching  both 
Birmingham  and  Wolverhampton.  At  Dudley  Port  the  Stour  Valley  passed 
over  the  South  Staffordshire  Line — the  former  with  a  high  level,  the  latter  a  low 
level  station — ^and  by  the  opening  of  these  two  lines,  railway  facilities  were 
attainable  by  the  bulk  of  the  towns  of  South  Staffordshire ;  at  the  commence- 
ment nothing  more  was  attempted  than  a  purely  local  service  between 
Birmingham  and  Wolverhampton ;  the  "  fly  boats  "  that  had  been  advertised 
by  the  Canal  Co.  for  passenger  service  ceased  to  be  required,  and  two  of 
the  captains  became  station  masters  on  the  railway. 

The  right  of  running  over  this  Stour  Valley  Line  had  been  for  some 
months  very  hotly  contested  by  the  representatives  of  the  Shrews- 
bury and  Birmingham  Railway,  and  the  dispute  arose  as  a  corollary  to  the 
long  series  of  squabbles  that  at  half-yearly  meetings  and  at  special  general 
meetings  had  marked  the  struggles  of  the  rival  powers  of  the  North 
Western  and  the  Great  Western  to  obtain  possession  of  the  territory 
appertaining  to  the  Shrewsbury  and  Chester  and  Shrewsbury  and  Birming- 
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ham  lines.  No  sooner  had  resolutions  been  adopted  at  one  meeting  of 
these  two  companies,  by  a  majority  in  favor  of  the  terms  offered  by  the 
Great  Western,  than  an  agitation  would  arise  to  obtain  better  terms  from 
the  North  Western,  and  the  shareholders  favoring  the  latter,  would  obtain 
from  the  authorities  at  Euston  letters  to  be  submitted  to  a  subsequent 
meeting,  these  in  their  turn  might  be  accepted,  and  then  the  opposing 
clique  would  agitate  until  the  Paddington  Directors  would  outbid  the  last 
offer,  and  so  the  conflict  went  on  till  the  meetings  at  Shrewsbury  and  at 
Chester  became  notorious  for  uproar ;  the  outcome  of  the  scrimmage  left 
the  line  between  Wellington  and  Shrewsbury  a  joint  property,  but  the  Great 
Western  influence  prevailed  to  obtain  sole  control  of  the  line  from  Chester  to 
Shrewsbury,  and  of  the  direct  line  from  Wellington  to  Wolverhampton.  Fore- 
most among  those  who  had  had  the  conflict  in  hand  were  Mr.  W.  R.  Roebuck 
for  the  North  Western,  and  Mr.  Dudley  Parsons  for  the  opposition.  The  latter 
became  the  Manager  of  the  Shrewsbury  and  Birmingham  and  the  Shrewsbury 
and  Chester  lines,  and  a  lively  opposition  soon  sprung  up  between  the  rival 
companies  so  far  as  traffic  between  Wolverhampton,  Wellington,  and  Shrews- 
bury was  concerned,  between  the  two  latter  towns  both  companies'  trains  con- 
veyed passengers  at  id.  for  the  whole  journey  (loj^  miles)  and  between 
Shrewsbury  and  Wolverhampton  the  fare  by  Great  Western  was  gd.  (29  miles); 
but  the  North  Western  Company  adopted  6d.  as  their  fare  considering 
themselves  handicapped  not  only  by  their  circuitous  route  (44  miles)  but 
also  by  the  distance  their  station  was  from  Wolverhampton;  it  was  then 
on  the  Grand  Junction  Line  at  the  place  now  called  "  Wednesfield  Heath," 
I  j4  miles  away :  a  very  warm  contest  ensued.  The  Stour  Valley  not  being  open, 
nor  any  direct  line  of  their  own  into  Birmingham,  the  Great  Western  Co. 
could  only  show  their  train  service  as  far  as  Wolverhampton  indicating  that 
passengers  for  Birmingham  must  complete  their  journey  by  the  L.  &  N.  W. 
line,  finding  their  way  to  the  North  Western  station  which,  as  stated,  was 
situated  near  Wednesfield  Heath. 

Under  former  acts  of  Parliament  authority  had  been  granted  for  the 
Shrewsbury  and  Birmingham  Company's  trains  to  use  or  to  be  allowed  to  travel 
over  the  Stour  Valley  Line  when  opened  for  traffic,  but  the  London  and  North 
Western  contended  that  this  could  not  apply  to  the  Great  Western  Company, 
and  had  been  legalised  under  a  very  different  state  of  circumstances  to  that 
which  now  existed.  The  Stour  Valley  was  ready  and  public  announcement 
was  made  of  its  intended  opening  on  ist  December,  1851.  The  Shrewsbury 
Company  gave  notice  of  their  intention  to  run  through  to  Birmingham  on 
the  opening  day;  in  view  of  this  threat  the  L.  &  N.  W.  Co.  suddenly 
postponed  the  opening,  but  the  Directors  of  the  Shrewsbury  Company 
determined  to  force  their  way.  On  arrival  of  their  train  at  Wolverhampton 
they  found  the  line  occupied  by  North  Western  engines,  one  appropriately 
named  "  Hotspur,"  and  were  refused  a  passage  by  Mr.  Stewart ;  the  engines 
of   the  two  Companies  met  at  the  boundary  line,  buffer  to  buffer,  neither 
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pushing  nor  pulling  had  any  effect;  the  navvies  of  the  Contractors  were 
called  into  requisition,  rails  were  taken  up  and  engines  thrown  off  the  road 
to  block  the  line ;  a  large  body  of  Police  were  on  the  scene,  and  the  Mayor 
prepared  to  read  the  riot  act. 

The  case  was  referred  to  arbitration  and  the  lawyers  had  a  good 
time  of  it  till  r854,  by  which  date  the  Great  Western  Company  had 
completed  their  own  independent  route  from  Wolverhampton  to  Birmingham. 

In  the   meantime   the   struggle   for    traffic    between    Shrewsbury    and 

Wolverhampton   still  raged,  and   on  ist  July,  1852,  the  L.  &  N.  W.  Co., 

Q^^Bingoi     decided    to   open    the  Stour  Valley    for    local    traffic,    Mr. 

8UrarVaU«7-    W.  R.  Roebuck  being  the   District   Superintendent   for  the 

istJttly.isn.    Passenger  traffic   of  the    Line.    With    Mr.  Roebuck    I   was 

constantly,  month  after  month,  in  close  communication,  any  change  in  the 

times  of  the  trains  at  Dudley  Port  affecting  our  time-table  announcements, 

and  it  was  at  the  meetings  thus  entailed,  that  I  first  met  with  Mr.  William 

Sutton,  his  Chief  Clerk,  of  whose  cleverness  in  time-table  adjustment  I  had 

much  experience. 

The  Stour  Valley  was  thus  opened  into  New  Street  Station,  Birmingham, 
at  a  side  platform,  as  the  main  Station  was  not  completed ;  for  a  time  one 
through  carriage  was  run  from  Wolverhampton  for  London,  which  was  taken 
daily  by  special  engine  to  be  attached  to  the  London  train  at  Curzon  Street. 
With  all  these  changing  arrangements  we,  as  a  friendly  through  booking 
company,  had  to  be  kept  "  au  courant " :  Roebuck  at  Wolverhampton  for 
Stour  Valley,  Norris  for  Bescot  communication,  and  Robinson  for 
Birmingham  having  to  be  consulted.  The  latter  gentleman  occupied  a 
position  somewhat  anomalous,  as  he  had  no  district  in  his  charge ;  he  and 
Mr.  Brooks  of  Euston  stood  in  the  same  category  in  this  respect,  their  names 
appear  in  the  L.  &  N.  W.  Rule  Book  of  1847  ^inong  those  officers  who 
are  authorised  to  issue  passes : — 

Mr.  Palmer,  Assistant  Manager,  Liverpool. 

Mr.  Brooks,  „  „         London. 

Mr.  Robinson,      „  „         Birmingham 

Mr.  Jones,  „  „        for  the  Chester  and  Crewe  Branch. 


Our  lessee,  Mr.  McClean,  was  about  this  time  discussing  a  friendly 
alliance  between  the  two  Companies  which  ultimately  took  shape  as  the  "  Four 
Tour  Towns  Towns  Agreement,"  by  which  the  traffic  between  Birmingham 
Ifreement.  ^  Wolverhampton  on  the  one  side  and  Walsall  &  Dudley  on 
the  other  was  dealt  with  as  a  common  fund  with  certain  agreed  divisions 
between  the  two  lines  :  its  adoption  naturally  drew  the  South  Stafford  Railway 
very  close  to  the  L.  &  N.  W.,  and  guarded  against  the  possibility  of  any 
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alliance  being  made  with  the  Great  Western  Company,  who  had,  by  this 
time,  attached  to  themselves  the  competitive  ]ine  running  from  Snow  Hill, 
Birmingham,  to  low  level  station  Wolverhampton,  the  authorized  termination 
of  their  broadgauge  system.  This  was  called  the  "Birmin^am,  Wolverhamp- 
ton, and  Dudley"  Railway;  it  crossed  over  the  South  Stafford  at  Wed- 
nesbury :  Mr.  McClean  (our  lessee),  with  Mr.  Frank  Stileman,  his  partner,  were 
the  Engineers  of  this  line  which,  to  a  certain  extent,  complicated  matters ;  but 
the  want  of  junctions  and  the  difference  of  gauge  then  existing  kept  the  Great 
Western  aliens  to  us. 

Monthly  meetings  were  held  at  Euston  in  connection  with  the  Four  Towns 
Agreement ;  it  was  after  one  of  these  meetings,  at  which  some  prompt  action 
in  time-table  changes  had  to  be  taken,  that  I  first  met  Mr.  McCorquodale ;  he 
Mr.  was  then  in  the  full  vigour  of  his  energy,  and  the  quiet  rapidity 

MoComnodale.  ^j^jj  which  he  dealt  with  the  task  much  impressed  me. 
Subsequent  interviews  confirmed  my  favorable  idea  of  his  character  and 
capabilities,  it  was  a  pleasure  to  meet  him ;  and  his  genial  personality,  when  acting 
as  High  Sheriff  of  Lancashire  dressed  in  black  velvet  Court  suit  contrasting  so 
pointedly  with  his  silvery  white  hair,  has  left  a  lasting  picture  on  my  memory. 

Another  introduction  which  this  year  gave  me  was  to  Mr.  Marcus,  the 
Excursion  Agent  to  the  London  and  North  Western  Railway.  He  had  at  this 
H.  B.  Marcm,  time  grown  into  notoriety  mainly  through  his  push  and  energy 
Excnnion  A«ent  j^  connection  with  the  Great  Exhibition.  His  working  ability 
was  very  great;  much  of  his  work  was  done  single-handed  at  his  own 
residence  in  Liverpool,  and  the  percentage  granted  to  him  was  so  liberal 
as  to  make  it  well  worth  his  while  to  draw  all  possible  out-lying  railways 
into  the  sphere  of  his  organization ;  it  was  arranged  to  add  our  line  to 
his  Bills.  He  was  very  jealous  of  any  interference  with  his  concession, 
and  the  fact  of  another  Excursion  Agent  (Houlston  of  Wellington)  being 
allowed  the  agency  for  the  Shropshire  Union  District  was  a  source  of 
extreme  annoyance.  Mr.  Marcus  was  unfortunately  deaf — a  deafness 
conveniently  increased  when  any  question  of  serving  on  juries  arose — and 
to  this  deafness  is  attributed  the  melancholy  termination  of  his  life,  as  he 
was  struck  down  by  an  engine  while  walking  along  the  sidings  of  the 
Victoria  Colliery  near  Rainford,  in  which  undertaking  he  was  a  shareholder. 

The  Station  at  Dudley,  opened  in  1850,  was  a  temporary  platform  adjoin- 
ing the  goods  shed.  This  was  subsequently  followed  by  another  of  a  sadly 
Dadley  inefficient  type  nearer  the  town ;  and  adjacent,  nearly  side  by  side 
Station.  tjut  without  any  direct  connecting  line,  was  the  equally  shabby 
shedding  that  did  duty  for  the  Dudley  Station  of  the  O.  W.  W.  Numerous 
suggestions  were  made  for  constructing  a  joint  station,  but  to  no  avail.  Years 
passed  by,  and  the  same  unsightly  and  disjointed  buildings  remained  as  the 
passenger  station.  At  length  a  fire  broke  out  in  the  premises,  and  the 
inhabitants  of  Dudley  may  thank  it  for  the  existing  structure. 
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The  temporary  character  of  the  original  platform  at  Dudley  was  probably 
the  cause  of  the  approach  lines  of  railway  remaining  at  the  top  of  the  incline 
on  such  a  plan  as  to  require  trains,  in  and  out,  to  pass  over  a  portion  of 
single  line.  A  collision  between  passenger  trains  took  place  late  in  October, 
1854,  with  unfortunately  a  repetition  in  May,  1855,  this  latter  causing  injury 
to  no  less  than  40  persons,  and  giving  rise  to  a  strong  report  by  the  Board 
of  Trade  Inspector.  For  some  period,  subsequent  to  this  accident  and 
until  an  alteration  in  the  roads,  a  pilotman  was  employed  to  conduct  the 
trains  across  the  portion  of  single  line  into  and  out  of  Dudley. 

The  arrangements  for  through  booking  beyond  Dudley  to  Stour- 
bridge and  Kidderminster  were  made  with  Mr.  W.  T.  Adcock  who,  in 
concert  with  Mr.  A.  C.  Sherriff  (late  of  the  York  and  North  Midland 
Line),  had  the  control  of  the  O.  W.  W.,  both  in  its  subsequent  phase  as 
the  "West  Midland"  and  its  ultimate  incorporation  with  the  G.  W. 
Railway.  Mr.  Adcock  became  Secretary  to  the  Stourbridge  Railway 
Company,  and  a  sad  and  melancholy  fall  terminated  his  career  in  this 
country. 

It  is  difficult  for  those  who,  in  later  years,  have  had  the  duty  of 
conducting  the  outdoor  working  of  railways  with  the  modem  equipment  of 

telegraphs  and  telephones,  to  place  themselves,  in  imagination, 

iBaxij        in    the  position    of   those    who  struggled    early   in    railway 

dtmenlttMin   history  with  the  task  unaided  by  these  appliances.     Telegraph 

jnxtkhig.      communication  only  existed  between  towns :  the  intermediate 

village  stations   had  no    such  conveniences,  and  in    case   of 

passenger   trains    not   arriving   at    central  stations   within    20    minutes    of 

their  due  time,  an  engine  would  have  to  be  sent  out  in  search,  the  driver  of 

this  pilot  engine  having  to  exercise  his  best  discretion  on  arriving  at  the  spot 

where,    from   a   goods  train   blocking  the   line   or   a   train   engine  having 

failed,  he  came  upon  the  belated  passenger  train. 

In  despatching  goods  or  coal  trains,  so  as  to  ensure  any  following 
passenger  train  a  clear  road,  assumed  time-table  punctuality  was  the  only 
guide ;  no  tidings  were  obtainable  of  the  running  of  trains.  The  sight  of 
the  steam  by  day  and  of  the  head  light  at  night,  or  the  whistle  from  the 
approaching  engine,  formed  the  only  means  of  information  for  the  station 
master  or  porter  who  had  to  be  on  the  look-out  at  the  platform,  ready 
to  turn  on  the  signal  to  "cover  the  train,"  so  soon  as  it  was  seen  to  be 
running  into  the  station ;  in  thick  weather  or  in  snow  the  approach  of 
the  train  might  be  unperceived;  in  rain  or  rough  weather  the  outlook 
man  on  the  platform  would  probably  be  sheltering,  and  the  trigger  actuating 
the  distant  signal  might  either  be  neglected  or  worked  too  late  to  be 
serviceable. 

The  standard  regulation  as    to  signals  was  that  the  danger  (red)  stop 
signal  must  be  exhibited  at  stations  as  a  protection  for  5  minutes  after  the 
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atandara  passing  of  any  train  or  engine,  and  then  the  caution  (green) 
Time         signal  for  5    minutes  more,    after  which  the   allright  (white) 

**''**^  signal  would  be  displayed.  This  was  the  recognized  time 
signal  on  the  lines  throughout  the  kingdom,  against  which  in  after  years,  the 
Railway  Inspectors  of  the  Board  of  Trade  waged  war,  urging,  with  annually 
increasing  force,  the  adoption  of  an  interval  of  space  as  against  an  interval 
of  time. 

The  home  signals  at  stations   were  fitted   with   semaphore  arms,  and 
were  generally   placed   half-way  along   the    platforms  at   some    point   con- 
venient   to    the    Station    Master's    Office   or  the    Booking 
Home  aignaii    Office,  and  in  such  a  position  as  to  show  in  both  directions 
ataUoni.       "P  ^^^  down  the   line,  one    lamp    serving   economically  for 
the  colored  glasses  on  cither  side  for  signab  at  night.     The 
time  system  regulated  the  lowering  of  such  signals. 

The  juhction  signals  were  placed  in  advance  of  the  divergent  junction 
points,  so  that,  while  a  train  running  towards  the  facing  points,  would  meet 

with  a  signal  which  properly  covered  the  points,  any  train 

^^JJ^®'     approaching  the  junction  in   the  trailing  confluent  direction 

wri^i«        would  not  have  such  an  extent  of  protection,  and  consequently 

the  Rule  Book  laid  down  the  principle  that,  when  approaching 

any  junction  the  driver  "  shall  not  run  at  a  greater  speed  than  will  admit  of 

his  being  able  to  stop  his  train  de/ore  arriving  af  fAe  points  and  crossings,  and  he 

must  so  stop  his   train  unless   the  proper  signal  be  exhibited  for  him  to 

proceed." 

Mr.  George  Lee,  who  succeeded  Mr.  Walker  as  Resident  Engineer 
on  the  South  Stafford  Line  in  dealing  with  one  or  two  of  the  new 
junctions,  attempted  to  introduce  a  novelty  by  placing  the  junction 
signal-posts,  not  in  advance  of  the  junction,  but  inside  the  V  of  the  lines, 
clear  of  all  rails,  well  covering  the  trailing  junction  but  exposing  the 
facing  junction  to  over-running.  His  arguments,  however,  failed  to  obtain 
the  consent  of  the  Inspecting  Officer  of  the  Board  of  Trade,  but  the 
discussion  urged  forward  the  plan  of  dividing  the  junction  signals  so  as 
actually  to  cover    both  the    facing  and    the  trailing  junctions. 


Old  system. 


Mr.  Lee's  proposoL 


Modern  plan. 
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The  points  of  sidings  and  those  of  crossings  and  cross-over-roads  were 
"loose,"  that  is,  they  were  free  to  be  worked  by  any  of  the  men.  A 
crossing  from  up  to  down  line  had  thus  two  point  levers  to  be  held  when 

any  operation  took  place,  such  as  shunting  from  one  line  to  the  other.  The 
want  of  thorough  tmderstanding  between  guard  and  driver,  as  to  the  move- 
ments required  to  be  made  in  marshalling,  often  resulted  in  wagons  or 
engines  being  thrown  off  the  metals,  a  serious  delay  in  replacing  the 
vehicles  afterwards,  and  consequent  interference  with  the  regularity  of 
trains  affected  by  the  blockade.  The  practice  of  introducing  "  three  throw  " 
points  bringing  a  couple  of  levers  close  together  was  also,  through  error 
in  catching  hold  of  the  wrong  lever,  a  not  infrequent  cause  of  mischief. 
These  mishaps,  repeated  with  variations  from  time  to  time,  gave  considerable 
practice  to  an  outdoor  superintendent. 

There  was  no  protection  in  the  way  of  safety  points  at  the  outlet  of 
sidings  on  to  the  main  line.    If  the  sidings  fell  downward  from  the  level  of  the 

smDg  main  line  that  was  considered  sufficient;  but  if  the  siding 
SkoKshea.  ^^s  on  a  level,  then  a  turn-on-skotch  would  be  furnished: 
and  all  detached  vehicles  left  in  the  sidings  ought  to  have  been  safely 
within  the  protection  of  this  skotch  which  was  always  so  placed  as  to 
afford  a  proper  clearance  for  passing  trains,  and  to  guard  against  the 
possibility  of  vehicles  being  blown  out  onto  the  main  line.  Constant  use 
from  the  flange  of  wheels  resting  against  the  skotch  block  gradually  formed 
a  groove,  and  a  moderate  force  of  wind  was  sufficient  to  press  vehicles 
against  and  over  the  skotches,  thus  allowing  the  shunted  vehicles  to  foul 
the  main  line.  Again,  negligent  shunters  or  idle  breaksmen  have  turned  on 
the  skotches  between  the  wheels  of  vehicles,  instead  of  leaving  all  clear 
within  the  siding;  or  when  goods  engines  have  had  to  draw  out  a  long 
string  of  wagons  and  then  set  them  back  to  the  train,  the  double  duty 
of  holding  the  points  and  attending  to  the  wagons  has  led  to  neglect  in 
replacing  the  skotch,  the  siding  being  thus  left  free  for  other  vehicles 
standing  upon  it,  to  creep  down  to  the  main  line. 

In   case   of  a   train   travelling  slowly  and   unable   to   proceed   at   its 
proper    speed,    the    rule  required  that    the  guard    should  leave    his    van, 

place  fog  signals   on   the   line,  and   then  regain   his   train; 
°^**'2aw'**^'   the  probability  of  being  left  behind  and  failing  to    get  to 
travtlUnff.      bis   proper    destination   had   a  very    deterrent    effect    upon 
exposing    himself  to  this    contingency :  the    hope  that  the 
difficult  incline  would  be  surmounted,  the  presumption  that  no  following 
train  could  be  at  hand  united  too  frequently  to  bring  about  the  omission 
of  the  duty  of  protection,  and  the  catastrophe  of  a  collision.     The  carry- 
ing in  the  guards'  vans  of  a  supply   of  red  colored  fusees   or  port -fires 
to  be  dropped  on  the  line  was  among   the  requirements,   on   the  special 
regulations  for  safety,  issued  to  our  servants ;  but  the  adoption  of  the  port- 
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fires  gradually  fell  into  disuse,  and  a  fog  signal  hastily  left  fastened  on  the 
rail  became  more  generally  adopted. 

Despite  of  all  regulations,  the  instances  of  "rear  end"  collisions 
(to  use  the  American  phrase)  were  sadly  numerous.  Perhaps  the  engine 
"Bear  End  "  was  overloaded  and  began  slipping  on  the  incline,  or  it  became 
ooiii'toiW'  disabled  and  the  guard  with  it  was  too  tardy  in  his  move- 
ments ;  there  was  a  sharp  curve,  or  a  deep  cutting ;  the  steam  of  a  train, 
passing  in  the  opposite  direction,  obscured  the  driver's  view;  or  i^  was 
raining  heavily;  it  was  a  dark,  murky  night;  it  was  snowing,  the  great 
white  flakes  obscuring  all  possible  view  ahead  ;  it  was  thick  and  foggy, 
the  men  could  not  tell  where  they  were,  or  it  was  blowing  fiercely  and  the 
men  were  sheltering  behind  the  engine  fire-box  as  they  best  could. 
All  too  late,  the  van  in  front  would  be  sighted,  a  *' smash  up"  ensued, 
and  a  rough  night's  work  again  fell  to  the  lot  of  the  inspectors  in 
dealing  with  the  debris  and  the  disaster. 

Frequent,  however,  as  these  "rear  end"  collisions  might  be  between 
stations,  they  were  out-numbered  by  those  occurring  in  the  vicinity  of 
XHstant  stations  and  within  the  limit  of  the  distant  signals:  these 
W«n*l«»  arose  not  always  from  want  of  promptitude  on  the  part 
of  the  signalmen  in  turning  on  the  signal  to  cover  the  stopping 
train,  but  more  frequently  from  a  want  of  attention  on  the  part  of  the  driver 
through  his  failing  to  take  sufficiently  early  action  towards  pulling  up  his 
train,  or  in  approaching  the  stations  at  too  great  speed  ;  the  importance  of 
the  distant  signal  being  promptly  observed  and  obeyed  could  not  be 
overrated.  It  was  and  is  the  key  to  safety  in  station  limits,  and  yet  the 
adoption  of  distant  signals,  at  least  on  the  London  and  North  Western  Line, 
was  of  very  slow  growth. 

In  some  of  the  Rule  Books  of  other  Companies,  I  find  these  signals 
called  "  Auxiliary  or  Distance  Signals,"  the  London  and  South  Western  being 
a  case  in  point ;  but  no  mention  is  made  of  distant  signals  in  the  L.  &  N.  W. 
Rule  Book  of  1847,  ^^  ^^  ^^  revision  in  1849;  ^^^  ^^^y  notice  in  it  runs  thus — 

"Auxiliary  Signals" 

"  At  many  of  the  principal  stations.  Auxiliary  Signals,  worked  by  a  wire, 
are  placed  500  yards  in  advance  of  the  station  signal  post.  These 
Auxiliary  Signals  are  intended  to  warn  the  enginemen  and  guards  in 
thick  weather  (when  the  main  signal  cannot  be  well  seen  at  the  usual 
distance)  of  the  RED  being  turned  on  at  the  station,  and  for  this  purpose  a 
GREEN  signal  is  shown  at  the  Auxiliary  Post.  Except  when  the  RED 
signal  is  shown  at  the  station  no  signal  whatever  is  shown  by  the  Auxiliary. 
The  enginemen  are  not  to  depend  solely  on  the  Auxiliary  Signals,  but  they 
may  always  depend  on  the  RED  signal  being  on  at  the  station  whenever 
the  GREEN  is  seen  at  the  Auxiliary." 
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It  was  not  until  November,  1856,  that  the  L.  &  N.  W.  Company  laid 
down  the  principle  that  "Auxiliary  or  distant  signals  are  always  to  show 
the  same  as  the  main  signals,"  that  is,  when  the  main  signal  is  at  "  danger " 
the  distant  signal  is  to  be  at  **  danger,"  and  when  the  main  signal  is 
at  "all  right  "  the  distant  signal  is  to  be  at  "all  right." 

The  instruction  to  drivers,  as  to  the  observation  of  these  distant 
signab,  was  worded  as  follows : — 

"  When  a  train  is  stopping  at  a  station,  or  when  there  is  any  obstruc- 
tion thereat,  the  main  and  auxiliary  signals  must  be  at  'danger,' 
and  any  coming  engine  or  train  must  be  brought  to  a  stand 
at  the  auxiliary  signal,  when  the  engineman  will  open  his  whistle, 
and  afterwards   proceed  with  caution  towards  the  station." 

Whatever  the  wording  of  the  Rule  may  have  been,  the  practice  of 
observing  it  was  sadly  wanting,  for  my  diary  shows  a  very  considerable 
number  of  mishaps  entailing  subsequent  official  enquiries,  now  at  Vauxhall 
with  Mr.  Cowie,  Mr.  Norris'  assistant,  now  at  Bescot  with  Mr.  Norris, 
and  Mr.  Trevithick,  now  on  the  Midland  Line  at  Barton  and  Walton 
with  their  officials.  Twice  within  very  short  intervals  these  collisions 
caused  enquiries  before  Lieut.  Tyler,  then  recently  appointed  one  of  the 
Railway  Inspectors  of  the  Board  of  Trade. 
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Cloter  Coonectioa  whh  L.  ft  N.  W.~Opening  of  O.  W.  W^  South  of  Dodky— New  Street  Openinff-^ 
Telegraph  Train  Signalling — Gnuid  Juncdoo  Local  Serrioe — Disappearing  Stations — Penny  per  Mile  Fares 
— Complirationt  with  Midland  Company— Cannock  ChaM  Collieries— South  Stafford  Water  Worlct— Mr. 
Trevithick— Supply  of  Engines  from  Crewe — 4  Towns  Agreement — Accidents  enquired  into  \tj  Lieut.  Tylei^^ 
Mr.  Binger,  Chester  and  Holyhead  Railway— Killamey  Tourist  "nckets- Family  Names  of  Railway  Officers. 
—Mr.  Payne's  Resignatioo — Mr.  J.  N.  Brown  appointed  General  Manager — Visit  to  Monastery  of  Mount 
St.  Bernard— Superintendency  of  Eastern  Counties  Railway— J.  V.  Goodk's  Arbitration. 

THE  middle  of    1853    saw  the    opening  of   the  southern   portion    of 
the  Oxford  Worcester  and  Wolverhampton  Line,   and  added  some 
further  inducements  to  a  friendly  alliance  between  the  L.  <&  N.  W. 
and    that    system.      The    disused    curve    on    the    main    line   south   of 

Bletchley  is   a  relic   of  the   scheme  for  allied   working   to 
Jfol'^^il^^      Euston  from  this  district.     The  negotiations  between  the  two 
■outhwardi.    lines    appeared    to    be   in   the  hands   of  the   Secretary    at 
Euston    (Mr.    C.    E.   Stewart)  rather  than   in  those  of  the 
General  Manager,  for  in  September  of  this  year  I  was  specially  summoned 
to  meet  Mr.  Adcock   and  Mr.  Stewart  with   reference  to  the  arrangements 
for  the    through    traffic — a  compliment  to  me  at  the  time,  though  possibly 
wanting  in  official  etiquette  but  showing  how  close  the  relationships  between 
the  L.  <fe  N.  W.  and  S.  S.  R.  Companies  were.     I  strongly  advocated  keeping 
Kidderminster  and  Stourbridge  traffic  for  the  South  by  a  good  service  via 
Birmingham ;  but  other  views  prevailed,  and  an  attempt  was  maintained  to  pre- 
serve the  traffic  into  Euston  via  Bletchley  and  Handborough  Junction,  the  fastest 
train  between  London  and  Bletchley  being  run  in  the  endeavour  to  hold  it. 

The  prospective  opening  throughout  of  New  Street  Station  for  both 
North  and  South  traffic  was  at  hand,  and  meetings  called  to  settle  the  train 
service  varied  in  their  place  of  appointment.  One  of  the  longest  sittings  took 
place  at  Warrington,  and  at  this  I  made  my  first  acquaintance  with  Mu 
George  Coulter,  at  that  time  and  up  to  the  date  of  his  resignation  Mr. 
Bruyeres'  trusted  and  trusty  Chief  Clerk.  Ever  cheery  and  ever  snuffy,  his 
time-table  figures  were  models  of  neatness,  and  his  train  alterations  on 
paper  were  as  exact  as  possible,  though  at  that  time  the  idea  of  diagrams  for 
train  corrections  was  unknown.  Mr.  Coulter  was  generally  accompanied 
by  his  right  hand  man,  "  Watts  " ;  a  right  hand  man  especially,  as  he  had 
lost  his  left  arm  in  the  service  when  quite  a  youth.  Having  taken  the 
opportunity  for  a  ride  on  the  engine  which  acted  as  a  pilot  with  the  trains 
out  of  Euston,  on  one  occasion  this  pilot  failed  to  come  to  a  stand  clear 
of  the  buffer  stop,  and,  striking  it  with  much  violence,  Watts'  arm  was 
crushed  and  subsequently  amputated. 
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It  was  Watts,  who  told  the  late  Duke  of  Buckingham,  then  Marquis  of 
^handos,  one  of  the  Directors  of  the  Company,  that  he  would  not  do  for  a 

porter    on    the    line!    The     incident    has    frequently    been 
ibunmiiof     reported,  and  it  has  the  merit  of  being  perfectly  true;  I  had  it 
not  fit  for  a     ^^^^     Watts'     own      lips.     He     was     in     charge     of    Mr. 
Portor.        Bruyeres'    office    when   an    unaristocratic-looking    personage 
entered     and    enquired    if   he     could    see    Mr.    Bruyeres. 
Ko;  he  was  out.      I  wanted  to  see  him.     No   doubt;  but   he   is  out.      I 
particularly  wanted  to  see  him.     Yes,  many  people  do;  but  I   know  what 
you  want — a  job  on  the  line.     I  may   at   once   tell  you,  you  won't  do— 
you're  altogether  too  short.     Oh!  perhaps  you  will  give  Mr.  Bruyeres  this 
"Card,  and  say  I  should  have  liked  to   have   seen   him.     Watts   looked   at 
the  card—"  The   Marquis   of  Chandos."   Tableau !    Poor  Watts !   He  told 
tne    "he   shook   in   his    shoes,"    and  wondered   how  soon   his    dismissal 
would  be  announced.     For  the  other  portion  of  the  tale   I  have   no   such 
good  authority ;  it  may  be  true,  viz.,  that  on  the  same  day  a  Board  Meeting 
took  place  at  which  the  vacant  position  of  Chairman  was   offered  to  the 
Marquis  and  accepted   by  him.  His   Lordship   taking  the  opportunity   of 
raying  that  he  highly  appreciated  the  compliment   of  being  elected   Chair- 
man, though  he  had  just  been  told,  on  what  he  supposed  good  authority, 
that  he  was  not  fit  for  a  porter! 

During  1850, '51,  and '52,  we  were   very  free   from   serious   accidents. 

It   was   not   until   1853   that  we  came  somewhat  pointedly 

Into         under  the  purview  of  the  Board  of  Trade  Railway  Inspector 

^•*l^«y       Sir  Henry   Tyler,   then    Lieut.  Tyler,    who  principally   dealt 

with   our   distnct. 

I  give  these  cases  somewhat  in  detail  as  illustrative  of  the 
working  of  railways  fifty  years  ago.  The  first  enquiry  had  reference  to  a 
]>iidi«7  Port,  collision  at  Dudley  Port,  July  29,  1853.  A  passenger  train 
July,  28BL  for  Dudley,  waiting  at  Low  Level  Station  twenty  minutes 
for  connecting  train  off  the  Stour  Valley,  was  run  into  by  a  goods  train  from 
Greatbridge.  The  distant  signal  was  stated  by  the  driver  not  to  have 
been  exhibiting  the  "danger"  signal.  A  porter  had  been  temporarily 
doing  duty  in  place  of  the  signalman ;  the  levers  of  the  distant  signals 
were  at  the  extreme  ends  of  the  platforms;  passengers  may  have  interfered 
with  them,  for  as  there  was  no  footbridge  they  had  to  pass  close  to  the  levers. 
The  company  are  let  off  somewhat  lightly  by  the  inspector  in  this  case; 
they  promise  to  put  up  a  footbridge,  and  to  bring  the  whole  of  the  levers 
together. 

In  less  than  2  months  (September  19,  1853)  another  accident  takes 

place  at  Wednesbury,  the  circumstances  being  reversed,  for  here  a  passenger 

WediiMirary,    train  ran  into  the  tail  of  a  goods  train;  the  distant  signal 

■optombor,  28BL  ^as  properly  exhibited,  but   was   only   370   yards  away  from 
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the  home  signal.  Our  case  was  that  the  driver  had  failed  to  stop  at  the 
red  signal,  and  had  thus  broken  the  Rule  affecting  distant  signals :  Lieut 
Tyler  attacked  the  management  with  much  vigour;  the  distant  signal 
ought  to  have  been  500  yards  away  instead  of  370;  the  goods  train 
was  unpunctual — i  hour  and  a  quarter  late ;  the  electric  telegraph  should 
have  been  adopted  to  give  some  information  as  to  the  state  of  the  line, 
there  being  56  trains — 36  passenger  and  20  goods — between  Wednesbury 
and  Greatbridge  in  the  24  hours;  the  time-table  wanted  rearranging;  the 
S.  S.  Co.  had  no  Rule  Book  of  their  own ;  the  staff  were  using  Midland 
Rule  Books,  while  the  drivers  had  L.  &  N.  W.  R.  The  accommodation 
at  Wednesbury  was  insufficient;  the  driver  made  no  attempt  to  stop  at 
the  red  signal,  and  such  kudty  in  observing  this  Regulation  was  very 
general. 

Mr.  Payne,  our  General  Manager,  contented  himself  with  a  reply  to 
the  effect  that,  as  our  men  had  to  work  over  the  Midland  Line,  the  Rule 
Book  of  that  company  was  required  by  us,  and  that  while  the  Board  of 
Trade  objected  to  the  two  Rule  Books,  their  suggestion  called  for  three 
to  be  supplied.  He  decided  to  issue  an  order  that  no  signals  are  to  be 
exhibited  at  distant  signal  posts  unless  it  is  intended  that  drivers  sha  1 
stop,  and  if  the  red  signal  is  shewn,  drivers  must  stop  at  it,  and  if  line 
is  clear  draw  ahead. 

Captain  Huish  made  a  very  lengthy  communication  to  the  Board  of 
Trade  on  the  subject  which  resulted  in  Lieut.  Tyler  returning  to  the 
charge  and  certainly  getting  the  better  of  the  Captain  as  he  shewed,  how* 
ever  correct  die  latter  might  be  as  to  the  Rule,  the  practice  in  the  northern 
part  of  the  line  entirely  differed  from  it. 

1864.  The  opening  throughout  of  New  Street  Station  for  Birmingham 
traffic,  North  and  South,  took  place  on  ist  of  July,  and  all  the  magnates  of 

the  L.  <fe  N.  W.  were  present.     Among  other  officers   there 
New  at  atation  i  met,  for  the  first  time,  Mr.  S.  M.  Martin,  of  the  Electric 
utJnly.usi    Telegraph    Company,    and    learnt   from   him   the   detail   of 
the  telegraph  signalling  adopted  at  Birmingham  for  control- 
ling the  traffic  through  the  tunnels,  at  both  ends  of  the  station,  from  the  Grand 
Junction  Signal  Box  to  the  south  end,  and  from  Shepcote  Lane  Box  near 
Monument  Lane  to  the  north  end ;  this  was  the  whole  of  the  Telegraph  Sig- 
nalling System  at  that  time,  so  far  as  the  Binningham  District  was  concerned. 

I  was  glad  to  obtain  his  services  and  those  of  his  colleague,  Mr. 
Warwick  of  Derby,  in  organizing  the  telegraph  signalling  between 
Dudley  and  Dudley  Port,  both  for  the  Lower  Station  and  the  Upper  Junction 
with  the  Stour  Valley;  in  this  case  we  could  not  adopt  the  "Train  in — 
Train  out"  signalling,  but  we  adopted  the  enquiry  "May  train  start, 
with  signalled  reply  "  Train  may  start " ;  following  this  "  Train  on  Una, 
and  subsequently  "Train  arrived."    These  signals   were   between    Dudley, 


It 
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Dudley  Port,  and  Sedgeley  Junction,  protecting  the  working  over  a  gradient 
of  I  in  60,  in  reference  to  which  we  were  not  without  some  warnings 
in  trains  breaking  away  and  running  back  even  as  far  as  Wedncsbury 
(3>i  miles). 

The  opening  of  New  Street  Station  had  the  effect  of  removing  much 
of  the  accommodation  afforded  to  the  stations  between  Bushbury  and 
Aston  on  the  old  Grand  Junction  route ;  and  accordingly,  in  the  joint 
interest  under  the  "Four  Towns"  Agreement,  Mr.  McClean  strongly  urged 
Captain  Huish  to  open  or  allow  us  to  open  some  additional  local  stations 
on  that  section.     The  result  was  to  establish  trial  stations  at  Lawley  Street, 

Bloomsbury  and   Nechells,  Aston,    Great   Barr,    Portobello, 

local Bervioe    Wednesfield  Heath,  Bushbury;  with  a  train   service   accom- 

JnnctloiL      modating  those  places   in   addition   to   Perry   Barr,    Newton 

Road,   Bescot  Junction,   James    Bridge,   and   Willenhall:  at 

Bushbury  the  engines  had  to  reverse  and  take  the  train  into  Wolverhampton 

Upper  Level  Station. 

Time  has  made  some  changes  m  these  stations:  Lawley  Street  and 
Nechells  are  both  closed,  and  Vauxhall  has  taken  their  place;  Aston  has 
become  the  junction  for  the  Sutton  Coldfield  Line  and  the  branch  to 
Stechford;  Old  Bescot  has  been  re-opened  under  the  name  of  Wood 
Green ;  Portobello  has  been  closed,  and  a'  direct  line  runs  thence  into 
Wolverhampton,  obliterating  Wednesfield  Heath  as  a  passenger  station,  and 
avoiding  the  shunting  about  at  Bushbury. 

An  interesting  chapter  might  be  written  apropos  of  "Stations  that 
have  disappeared"  or  have  been  resuscitated. 

For  instance,  in  the  early  tables  of  the  Grand  Junction  Line,  a 
station  named  Bridgeford  existed  a  little  north  of  Stafford.  This  was 
Btations  closed  for  many  years,  but  near  the  site,  Great  Bridgeford 
tiuitliave  now  appears.  Basford  near  Crewe  has  been  closed,  and  a 
^*'***^**'*^  station  has  been  opened  at  Betley  instead.  A  mile  and 
quarter  north  of  Crewe  a  station  existed  called  "  Coppenhall,"  no  trace 
exists ;  Winwick  Station,  north  of  Warrington,  has  in  like  manner  disappeared. 
The  name  of  Kendrick's  Cross  does  not  appear  in  the  tables ;  the  present 
Rainhill  takes  its  place.  Wavertree  Lane,  near  Olive  Mount  Cutting,  is 
now  non-existent,  so  far  as  the  Liverpool  and  Manchester  Line  is  con- 
cerned, nor  is  "Lamb's  Cottage,"  near  Chat  Moss,  now  traceable  in  the 
tables.  In  the  same  way  Denbigh  Hall,  the  some  time  temporary  terminus 
of  the  London  and  Birmingham  Railway  near  Bletchley  on  the  old  Wat- 
ling  Street,  has  past  away.  "  Docker's  Lane,"  between  Birmingham  and 
Coventry,  has  gone ;  Allesley  Gate  reappears  as  Tile  Hill ;  Brisco,  a 
station  3  miles  south  of  Carlisle,  and  Lime  Kiln  Lane,  i)^  mile  from 
Birkenhead,  have  disappeared. 

The  South  Staffordshire  Line  had  not  been   long  taken   in   hand  by 
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the  lessee  ere  a  difficulty  arose  as  to  our  claim  to  remission  of  duty 
on  the  Parliamentary  or  Penny  Per  Mile  Traffic,  the  Officers  of  the 
Inland  Revenue  Department  declining  to  allow  the  duty  unless  it  could 
be  shown  that  the  trains  had  called  at  all  stations,  the  passing  by  of  one 
station  was  held  to  be  fatal  to  obtaining  remission.  So  all  the  trains  on  the 
South  Stafford  Line  had  to  be  made  stopping  trains  to  obtain  refund  of 
duty,  and  the  service  deserved  the  distinction  given  it  by  William  White, 
recounting  in  one  of  his  annual  volumes,  his  joumeyings  on  this  "  Slow-go- 
motive"  Railway!  This  led  the  lessee  to  restrict  the  issue  of  Penny  Per 
Mile  tickets  to  one  or  two  trains,  and  to  adopt  an  intermediate  3rd  Class 
Fare  for  the  others:  through-booking  beyond  the  limits  of  the  line  was 
applicable  only  to  ist  and  2nd  Class,  the  issue  of  Parliamentary  tickets 
being  mainly  restricted  to  the  local  requirements;  and  difficulty  arose 
as  to  the  3rd  Class  being  in  any  way  applied  to  neighbouring  lines 
in  through-booking;  Derby,  Birmingham,  Wolverhampton,  and  Kidder- 
minster became  the  limits  of  the  arrangement. 

Our  parcel   traffic  was    conveyed   at    rates  founded  on  those  in  force 

for    the  North    Western  main    line  with    some  local   charges    to   suit    the 

•-     ,  •  ^       heavy  traffic  of  the  district  manufactures.     The   adoption  of 
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these  in  through-booking  to  neighbouring  lines  was  a  source 
of  much  correspondence  in  arranging  "  divisions  "  and  in  the  case  of  Dudley 
and  Wednesbury  traffic  to  the  N.  W.  system,  a  personal  interview  with 
Captain  Huish  was  necessary,  the  first  I  had  with  this  magnate  at  Euston 
single  handed,  no  permanent  arrangement  for  terminals  or  division  under 
Clearing  House  Rules  having  as  yet  been  recognized. 

At  all  coaching  establishments  the  plan  was  adopted  of  charging  a  booking 
fee  of  2d.  for  each  parcel ;  this  amount  the  coaching  proprietors  retained  as 

their  own,  in  large  towns  a  very  profitable  source  of  revenue 
on^me^    to  such  establishments,  and  one  which  the  late  firm  of  Chaplin 
and  Home  exploited  to  their  considerable  advantage. 

While  very  friendly  relations  had  sprung  up  in  traffic  matters  between 

the  L.  &  N.  W.  and  the  S.  S.  Lessees,  the  Midland  Co.  did  not  work  so 

cordially,  and  the  advent  of  Mr.  Allport  as  Manager — his  predecessor,  Mr. 

Sanders,  having  accepted  the  post  of  Secretary — may  have  had  something 

to  do  with  the  change  of  feeling,    at   any   rate  the  effect  was  to  curb  any 

extension  of   our  running   on    the  Midland.      In  the  first  place  the  goods 

traffic  was  required  not  to    be  taken  by    our  engines  into  Burton;  sidings 

had    to    be    constructed   at  Wichnor,    the  end    of  the    S.    S.    R.,  for  the 

exchange  of  traffic.     Not  only  was  the  goods  department  thus  treated,  but 

wiehnor       ^^  ^^  notice  also  that  the  haulage  of   the  passenger  trains 

Jiixiction       by   our   engines    beyond   Wichnor   Junction    must    cease,  a 

Emton-on-     small  local  booking-office  and  platform  had  to  be  constructed, 

Tttnt        as  well  as    an    engine  shed    and   locomotive  depot,  and  in, 
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April,  1855,  "Wichnor  Junction"  appears  in  the  time-tables,  and  through 
carriages  to  and  from  Burton  were  attached  to  and  detached  from  the 
Midland  Company's  trains  at  the  junction,  our  train  service  being  entirely 
subservient  to  the  times  adopted  by  them.  As  a  compensation  we  had 
hoped  that  our  carriages  would  have  been  taken  through  to  Derby  instead  of 
requiring  the  passengers  to  change  at  Burton,  but  Mr.  AUport  proved 
inexorable,  and  my  pressing  interview  on  the  opening  day  was  in  vain. 

The  effect  on  the  traffic  and  on  the  trajn  running  was  serious :  our 
trains  had  to  wait  the  arrival  of  the  Midland  in  both  directions,  then  came 
the  work  of  separating  and  shunting  the  vehicles  ;  unpunctuality  in  the 
local  service  entailed  a  long  allowance  of  margin  of  time  at  Wichnor  and 
again  at  Lichfield  on  the  up  journey,  by  which  means  though  we  kept  the 
busiest  part  of  the  traffic  fairly  punctual,  yet  in  the  matter  of  through 
traffic  the  reproach  of  a  "Slow-go-motive"  line  was  accentuated. 

Wichnor  Junction  is  situated  close  to  the  point  at  which  the  River 
Trent,  having  left  the  so  called  "Trent  Valley"  Railway  near  Rugeley, 
is  joined  by  the  Tame  and  flows  on  towards  the  Humber;  the  two 
wooden  viaducts  carrying  the  two  lines  of  railway  over  the  respective 
streams  formed  a  remarkable  feature  in  the  flat  landscape ;  they  have  both 
since  given  place  to  the  more  prosaic  but  permanent  blue  brick  viaducts. 
Wichnor  had  the  distinction,  along  with  Dunmow,  of  a  manorial  custom 
of  granting  to  happy  wedded  couples,  with  twelve  month's  completed 
record  of  conjugal  happiness  since  the  wedding  day,  a  flitch  of  bacon, 
and  the  public  house  called  the  Flitch  of  Bacon  in  the  village  is  the 
standing  reminder  of  the  custom ;  eggs  and  bacon  were  readily  obtainable 
at  the  "  Flitch "  on  our  visits,  but  the  "  Paul  Pry "  at  Alrewas  was  a  more 
accessible  and  cosy  hostelry. 

Mr.  McClean'i  ^^-    McClean   was    a   man   of  restless   enterprize:    not 

UndertaUxii^   only     was    he    engineer   of   the   broad   gauge  line    between 

Wolverhampton  and  Birmingham,  but    he    was    also    the   active   originator 

and  engineer  of   the  South  Staffordshire  Water  Works  Company.     Neither 

Walsall  nor  Wednesbury    had    any    municipal  water   supply, 
Btaffordsliln    surface  wells    formed  the   entire  means  of    obtaining    water: 
Water        the  Company  originated  by    Mr.  McClean  found  its    source 
of  supply  in  the  red  sandstone  formation  near  Lichfield,  and 
utilized    the   picturesque     pools    near   the  Cathedral   as   a   portion   of   the 
reservoirs;  the  pipes   for  supplying    the  mining  district   of  South  Stafford- 
shire were  laid  along  the  railway  with    pumping  engines    at    suitable  sites, 
a    lofty    stand-pipe    at    the    summit    of    Brownhills    and    reservoirs    near 
Walsall    Wednesbury     and     Dudley.     For    years    the    share-holders    were 
congratulated    on    the    philanthropic    work    they    were    engaged    in,    as  a 
consolatory  compensation  for  the  want  of  a  dividend;  but  at  length  pros- 
perity dawned  on  the  concern,  and  under  the  chairmanship  of  Mr.  Frank 
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James,  who  has  been  interested  in  the  Company  since  its  commencement, 
its  shares  and  dividends  rank  high  in  the  market. 

Another  of  his  enterprizes  proved  more  rapidly  successful,  and  still 
continues  in  prosperity;   this  was  the  acquisition,  by  arrangement  with  the 

Marquis  of  Anglesey,  of  a  large  concession  of  the  well-known 
^'^aiiSdfc*  Cannock  Chase  for  mining  purposes.  Coal  had  been  profit- 
ably worked  at  the  mines  of  "  Norton-under-Cannock,"  but 
it  remained  for  Mr.  McClean  to  prove,  at  his  own  expense  and  fortunately 
to  his  own  benefit,  the  existence  of  the  coal  under  the  Chase  itself;  bis 
success  was  the  herald  of  the  large  undertakings  at  Hednesford  and  the 
west  side  of  Cannock  Chase.  The  coal  traffic  thus  brought  on  to  the  railway 
was  a  principal  factor  in  hs  success,  and  after  the  line  had  been  transferred 
to  the  North  Western  Railway,  the  quondam  manager,  Mr.  J.  N.  Brown, 
became  the  manager  of  these  collieries,  and  Mr.  Hackett,  the  District  Goods 
Manager  of  the  Midland  Railway,  gave  up  his  position  to  become  Colliery 
Agent  in  Leamington. 

Mr.  Richard  Croft  Chawner,  the  Deputy-Chairman  of  the  South 
Staffordshire  Railway,  was  jointly  interested  with  Mr.  McClean  in  these 
collieries;  he  was  one  of  the  leading  liberal  politicians  of  the  city  of 
Lichfield,  and  through  his  influence  Mr.  McClean  entered  the  parliamentary 
contest  as  a  candidate  for  East  Staffordshire  which  he  successfully  fought 
As  an  illustration  of  the  strong  personal  attractiveness  of  the  latter  gentle- 
man, I  may  add  that  he  induced  Mr.  Wainwright  of  Dudley,  his  solictor 
for  affairs  in  the  colliery,  to  act  as  his  electioneering  agent,  and  brought 
him  (long  the  standard  bearer  of  conservatism  in  Dudley)  to  become  the 
champion  of  liberalism  in  the  division. 

Long  prior  to  these  events,  the  heathery  banks  and  undulating  slopes 
of  Cannock  Chase  had  been  an  attractive  sight  for  travellers  by  the  railway. 
Their  deserted  solitude  had,  however,  proved  attractive  to  some  of  the 
Company's  servants  for  a  different  purpose.  Mysterious  robberies  of  goods 
were  constantly  taking  place,  and  all  the  police  talent  failed  to  detect  the 
thieves  until  they,  as  usual,  fell  out  among  themselves,  and  then  the 
mystery  disappeared.  The  guard,  fireman,  and  driver  of  the  night  goods 
train  systematically  stopped  opposite  to  the  wildest  part  of  the  chase,  rifled 
the  most  promising  truck,  and  hid  the  spoils  in  a  regular  smuggler's  cave 
that  they  had  constructed:  the  absence  of  any  system  of  signalling  from 
section  to  section  removed  any  means  of  recording  undue  delays  that 
might  have  taken  place  while  this  "little  game"  was  being  played;  a 
lengthened  term  of  imprisonment  was  the  sequel  to  this  performance. 

The  year  1854  unfortunately   closed  with    a  very  serious    collision    in 

the  cutting  close  to    Walsall  station :  one  goods  train  waiting  to  enter  the 

WaluOl       station  was  run  into  very  sharply  by  another  following  goods 

December, UM.  train;  the  resulting  wreckage  blocked  the  opposite  rails,  on 
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which  a  third  goods  train,  passing  at  the  moment,  plunged  with  destructive 
effect,  into  the  "debris,"  the  life  of  the  driver  being  sacrificed. 

Once  more  Lieut.  Tyler  was  the  Inspector  for  the  Board  of  Trade 
and  a  very  heavy  indictment  for  mismanagement  followed.  The  S.  S. 
Company  were  blamed  for  want  of  staff,  the  signals  at  one  place  having 
been  given  by  a  platelayer's  wife,  at  another  by  a  girl  13  years  of  age; 
unfortunately  by  whomsoever  given  they  were  not  observed  or  obeyed  by 
the  drivers,  and  the  collision  ensued.  The  L.  &  N.  W.  Co.  came  in  for 
the  larger  portion  of  the  blame,  as  it  appeared  that  one  of  the  drivers 
had  never  been  over  the  line  previously,  and  the  other  loco,  men  imphcated 
in  the  afiair  had  been  on  duty  19,   21,  and  26  hours  at  a  stretch. 

It  is  easy  of  course  to  find  fault,  but  in  these  cases  it  must  be 
admitted  there  was  plenty  of  ground  for  unfavorable  comment. 

It  was  not  probable  that  the  drivers,  told  off  to  work  a  line  only 
slightly  allied  to  the  L.  &  N.  W.  Company,  would  be  those  of  the  high- 
est calibre,  but  the  very  frequent  instances  we  experienced  of  careless 
mishaps  forced  the  conclusion  that  the  men,  relegated  to  our  service,  were 
not  up  to  the  normal  standard  of  capability,  and  in  one  instance  it  was 
arranged  that  I  should  attend  at  the  Locomotive  Committee  in  Liverpool  and 
bring  the  facts  before  the  Directors.  Mr.  Hardman  Earle,  after  whom 
"Earlestown"  takes  its  name,  was  chairman,  and  I  had  the  satisfaction  of 
being  told  I  had  made  my  case  very  clear,  and  the  dnver  would  be  fined 
in  the  highest  authorised  amount.  The  lessees'  accumulated  complaints 
and  claims  were  agreed  to  be  submitted  to  the  arbitration  of  Mr.  Joseph 
Locke,  and  both  Mr.  Trevithick  and  Mr.  Norris  made  special  visits  to 
the  line  to  see  what  counter  charges  could  be  established. 

The  stir  thus  made  had  the  effect  of  obtaining  an  improvement  in  the 
superintendence    of   the    locomotive   department.     The   class    of   foreman 

in    charge    had    not  been  such  .as  to  keep  under  control 
Loea  Bupt*^  *^^      rough     staff     of    the     engine      shed ;    now     a     Mr. 

Frank  Holt  was  sent  to  take  charge  of  the  whole  depart- 
ment, and  he  worked  a  remarkable  change.  He  was  a  distant  connexion 
of  Mr.  Ramsbottom,  the  Locomotive  Superintendent  of  the  Longsight 
District  of  the  L.  &  N.  W.  Co.,  but  he  came  to  Walsall  as  Mr.  Trevithick's 
representative.  During  the  short  period  he  was  in  South  Staffordshire 
he  showed  himself  a  strict  disciplinarian,  and  the  men  felt  that  they  had  a 
master.  He  left  to  take  up  a  position  on  one  of  the  Indian  railways  in 
Bombay,  and  in  after  years  became  one  of  the  chief  officers  in  the  locomotive 
works  of  the  Midland  Railway  at  Derby.  His  admiration  for  Mr.  Ramsbottom 
was  remarkable,  and  his  prediction  that  that  gentleman  would  ultimately  be- 
come the  sole  Locomotive  Engineer  on  the  L.  &  N.  W.,  superseding  both 
Mr.  Trevithick  and  Mr.  McConnell  came  perfectly  true. 

With  respect  to  the  enquiries  that  took  place  before  the  Government 
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Inspectors  I  must  bear  my  testimony  to  the  unvarying  courtesy  and  fairness 
Ueat  of  Lieut.  Tyler.  He  was  always  outspoken  in  his  investiga- 
^f^^'  tions,  and  without  reserve  indicated  at  the  time  his  view  of 
the  case  and  the  recommendations  he  should  make;  indeed,  in  later  years 
he  would  dictate  the  wording  of  his  report  to  the  short-hand  clerk  before 
leaving  the  ground;  at  the  close  of  his  investigation  it  would  be  known 
to  be  complete,  and  that  there  were  no  points  in  reserve  to  be  unexpectedly 
raised  by  his  communication  to  the  Board  of  Trade,  a  distinction  to  which 
^ome  of  the  other  Inspectors  were  by  no  mean?  entitled. 

Some  railway  managers  considered  it  derogatory  to  listen  to  sugges- 
tions  from  the  inspecting  officers,  forgetting  that,  while  they  or  their  superinten- 
dent knew  the  working  of  the  line  far  better  than  was  possible  for  any  inspec- 
tor casually  coming  down  to  enquire  into  mishaps,  yet  the  latter  drew  his 
knowledge  from  a  broader  field  than  that  of  a  single  railway,  and  had 
experience  of  other  modes  of  working  elsewhere,  covering  a  wider  range 
than  that  afforded  by  isolated  cases  under  review.  On  the  other  hand,  it 
must  be  recollected  that  these  Inspectors  themselves  were  daily  learning 
their  lesson :  new  incidents  and  new  developments  afforded  constant  cause 
for  enlarging  or  modifying  their  views;  the  advent  of  interlocking  points 
and  signals,  of  facing  point-locks  and  detector  point-locks  was  as  yet  far  off. 

The  monthly  meetings  for  the  Four  Towns  Agreement  were  generally 
<:arried  out  under  the  personal  chairmanship  of  Captain  Huish,  but  occa- 
sionally he  was  represented  by  a  Mr.  Goalen,  an  officer  of  the  company  who 
proved  himself  utterly  unworthy  of  the  trust  reposed  in  him  :  Mr.  Reay  and 
Mr.  Whittle  were  instrumental  in  detecting  his  mal-administration. 

The  Clerks  at  Euston,  in  the  General  Manager's  Office,  responsible 
for  keeping  minutes  of  these  meetings,  were  Mr.  Batchelor  who  afterwards 
became  Manager  of  the  Great  Indian  Peninsula  Railway ;  Mr.  Swinyard  who 
removed  to  Canada,  as  General  Manager  of  the  Great  Western  Line,  and 
Mr.  Viner,  who  has  only  in  1902  resigned  the  trusted  position  he  held 
for  so  many  years  at  headquarters  at   Euston. 

At  one  of  these  meetings  the  opening  of  the  Great  Western  Line 
between  Birmingham,  Wednesbury,  and  Wolverhampton  as  a  new  source 
of  competition,  came  under  review  and  in  conformity  with  instructions  there 
received  I  had  to  make  the  accquaintance  of  Mr.  Kelley,  the  Great  Western 
Company's    Superintendent  at  Shrewsbury,  and  draw  up  with  him  a  scheme 

of   fares   to  be   charged   at   stations    contiguous    to  or  com- 

Oompetitiye    petitive   with  those  of  the    rival    Company,  calculated   on  a 

Jy^        principle    of     zone     distances    from     Wolverhampton     and 

with  Birmingham  respectively :  these  were  agreed  with  Mr.  Reay, 

_?^*         then  the  Head  of   Audit  Department  at  Euston,    afterwards 

Company.      Secretary,  and  finally  approved  by  Mr.  Saunders  and  Captain 

Huish,  the  respective  General  Managers  of  the  two  large  Companies.      It 
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will  be  seen  that  wiser  councils  had,  by  this  time,  prevailed,  and  the  foolishi 
idea  of  opposing  each  other  by  bringing  down  fares  to  a  ridiculous  minimunh 
had  been  abandoned. 

It  was  at  this  time  I  became  acquainted  with  some  other  of  the 
Great  Western  Railway  Officers — Mr  Grierson  and  Mr.  Grant,  the  former 
being  the  Goods  Manager  of  the  district,  and  the  latter  acting  as  accoun- 
tant at  Wolverhampton,  having  his  offices  at  the  Low  Level  Station  there. 
There  were  at  this  time  specially  appointed  Joint  Station  Masters  both  at  the 
High  Level  and  the  Low  Level  Stations  :  at  the  former  a  Mr.  Hirst  was  the* 
L.  &  N.  W.  Co.'s  nominee ;  at  the  latter  a  Mr.  Humphreys,  of  the  G.  W.  R., 
was  in  charge.  In  later  years  he  became  a  District  Superintendent  of  the 
G.  W.  R.  at  Bradford-on-Avon  under  Mr.  Graham  of  Bristol. 

On   one   of  my  visits   to  Crewe    I  came  across    Mr.  Binger,   of  the- 

Chester  and  Holyhead  Railway,  for  the  first  time ;  with  him  were  Mr.  Cusack 

wnMr     ^*    Roney,  and    Mr.  Ilbery,  both    connected  with  Railways 

in  Ireland.      They  had  been  organizing,   as  the  commence- 


BfiWu^  ment  of  "Tourist  Tickets,"  a  ticket  embodying  an  English 
journey  to  and  from  Holyhead  and  an  excursion  from  Dublin 
to  the  Lakes  of  Killarney.  They  explained  their  completed  scheme 
to  me,  and  asked  for  the  inclusion  of  Walsall  and  Dudley  among  the 
stations  of  issue,  and  it  was  with  much  pleasure  that  the  arrangement 
was  adopted. 

At  the  same  time  I  was  instructed  in  the  complications  in  through- 
booking  to  Dublin.  There  were  rival  services,  the  Government  having  author- 
ised  the  City  of  Dublin  Company  to  supply  the  Mail  Steamers  from  Holyhead 
while  the  Chester  and  Holyhead  Company  had,  in  spite  of  opposition,  obtained 
parliamentary  authority  themselves  to  work  steamboats ;  both  the  Railway 
Company  and  the  City  of  Dublin  using  Kingstown  as  their  Irish  destination. 

Mr.  Binger  was  anxious  that  the  Booking  Qerks  should  be  posted 
up  in  the  difference  of  the  two  interests.  The  mail  service  at  night  being 
taken  by  the  City  of  Dublin  Company,  the  day  service  falling  to  the  Chester 
and  Holyhead  Company  whose  Steamers  were  named  the  Anglia,  Cambria,. 
Scotia,  and  Hibemia. 

Mr.  Binger  was  not  a  little  proud  of  the  performances  of  tiie  "  Scotia  " 
on  this  cross  channel  service;  for  on  one  noted  occasion,  when  the  Lord 
Lieutenant  had  been  an  official  passenger  by  the  Mail  Packet  Banshee, 
then  running  in  rivalry  to  the  Railway  Steamer ;  the  Banshee  started  slightly 
in  front  of  the  Company's  Boat,  but  the  Scotia  steamed  into  Kingstown  5; 
minutes  ahead,  completing  the  voyage  in  3  hours  40  minutes. 

Friendly  relations  thus  sprung  up  between  us,  for  J.  O.  B.,  "  cheerful  and 
happy  Job  "  as  he  was  called,  was  a  lifelong  friend  for  years  afterwards :  his 
initials  and  those  of  his  line  originated  this,  cognomen^  J.  O.  Binger^ 
Chester  and  Holyhead— J.  O.  B.,  C.  &  H. 
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Among  other  names  of  railway  men,  whom  I  came  across  in  business 
in  1854,  I  may  mention  Mr.  Broughton  who  acted  as  Goods  Manager  of 
the  O.  W.  W.  for  some  short  period — Mr.  "  Jack  "  Broughton — ^who  became 
Manager  of  the  Wrexham,  Mold,  and  Connah's  Quay  Line,  and  must  not 
be  confused  with  his  abler  brother,  Mr.  Fred  Broughton  of  the  Lancashire 
and  Yorkshire  Company,  subsequently  connected  with  the  Ulster — the 
Mid-Wales  and  Brecon — and  ultimately  with  the  Canadian  Lines,  nor  must 
either  of  them  be  confused  with  Mr.  F.  P.  Broughton  who  was  for  many  years 
Goods  Manager  of  the  L.  &  N.  W.  at  Birmingham,  succeeding  Captain  Eborall. 

It  is  curious  to  notice  how  frequently  the  same  family  name  is  to 
be  found  in  railway  circles  as  that  of  the  occupants  of  different  positions 
^^^  entailing  the  probable  chance  of  misunderstanding:  thus,  in 
Y9jd!Qj  1848,  Mr.  C.  A.  Saunders  was  the  manager  of  the  Great 
HamMof  Western  at  the  same  time  that  Mr.  Joseph  Sandars  was  of 
the  Midland  with  Mr.  J.  F.  Saunders,  Secretary  of  the  Eastern 
Union,  while  at  the  same  time  Mr.  W.  S.  Saunders  was  the  Secretary  of 
the  Waterford  and  Limerick ;  Mr.  G.  Stephenson  was  Manager  on  the  Redcar 
Lines,  while  R.  Stephenson's  name  appears  on  various  others ;  Peter  Clarke  was 
Manager  of  the  Brighton,  while  F.  Clarke  was  Superintendent  of  Great  Western 
at  Bristol,  and  Seymour  Clarke,  Goods  Superintendent  of  same  Company  in 
London;  W.  Johnstone  on  the  Glasgow  and  South  Western,  with  C.  John- 
stone on  the  Caledonian ;  T.  C.  Harrison  on  Y.  &  N.  M. ;  M.  Harrison 
on  Kendal  and  Windermere;  another  was  Mineral  Manager  on  the 
Midland  Line,  and  Mr.  G.  Harrison  was  Manager  of  the  Monmouthshire 
Railway.  Masons  are  in  plenty ;  indeed,  at  one  time  there  were  so  many 
Masons  in  prominent  positions  on  the  L.  &  N.  W.  alone  that  the  Directors 
arranged  with  one  to  take  his  maternal  name  of  Wallis  instead  of  Mason, 
and  with  another  to  adopt  Myson  as  the  spelling  of  his  name.  The  Shaws 
of  the  Lancashire  and  Yorkshire  and  of  the  L.  &  N.  W.  to-day  occasionally 
clash,  and  B.  Shaw  and  J.  Shaw  have  to  be  specially  named  to  avoid 
complication.  The  Wilkinsons  on  the  Great  Western  Line  have  had  to 
make  a  change  of  the  same  kind  as  the  Masons,  to  avoid  confusion  be- 
tween Mr.  Wilkinson,  late  Sir  J.  L.,  the  General  Manager,  and  Mr.  J. 
Wilkinson,  the  Goods  Manager  (now  M.  Maiden).  In  my  own  case  I 
have  had  O'Neills  and  MacNeills  to  contend  with,  but  my  son  E.  A. 
Neele,  when  on  the  Chester  and  Holyhead  District,  had  a  namesake 
E.  A.  Neale  of  the  Waterford  and  Limerick  Railway. 

The  O  W.  W.  Line  appeared  to  be  constantly  producing  fresh  officers 

on   their  staff:   Mr.  Crutchley  became  their  Superintendent  at  Worcester, 

staff  on       in  after  days  he  removed  to  the  Highland  Line  as  Station- 

0.  w.  w.       Master    at    Inverness ;     Mr.    Hibberd    became    the   Goods 

Manager,  he  subsequently  joined  the  South  Western  in  a  similar  capacity; 

Mr.  Frank  Grundy  was  attached  to  headquarters  at  Worcester,  he  subse- 
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quently  had  the  Mid-Wales  under  his  charge,  and  then  removed  to  Canada, 
and  at  the  present  day  is  Manager  of  the  Quebec  Central  at  Sherbrooke. 

The  North  Staffordshire  Co.  appointed  a  New  Superintendent  in  the 
person  of  Mr.  C.  Lockhart,  who  occasionally  gave  me  a  call  at  Walsall. 
Mteth  stftiRird  There  was  not  much  in  common  between  the  North  and 
W»^  the  South  Stafford;  there  was  no  physical  junction;  the 
Midland  separated  us  at  Burton,  but  there  was  one  link  between  us  in 
the  person  of  Mr.  Henry  Wright  of  Saltley  Carriage  Works,  for,  while  he 
had  agreed  to  supply  us  with  carriage  stock,  vans,  and  wagons,  he  was 
at  the  same  time  the  contractor  for  the  supply  of  locomotive  power  to 
the  North  Stafford  Company.  Indeed,  during  some  of  our  difficulties  in 
the  Locomotive  Department,  we  had  occasion  to  fall  back  both  on  the 
North  Stafford  and  the  O.  W.  W.  to  work  off  accumulations  of  traffic  to 
avoid  blockades. 

In  September,  1855,  an  arrangement  was  made  for  Mr.  Payne  to  resign 
the  post  of  General  Manager,  and  Mr.  J.  N.  Brown  reigned  in  his  stead, 

becoming    both   Goods    Manager  and   General   Manager  of 
htoomM       ^^6   Line.     Among   the    first   duties   undertaken   under  the 

Oentral  new  regime  was  the  compilation  of  a  Rule  Book  for  the 
servants  of  the  Line,  Mr.  Lee,  the  Resident  Engineer,  with 
Mr.  Holt,  for  the  Locomotive  Department,  aiding  Mr.  Brown  and  myself 
in  arranging  the  work.  We  used  the  North  Western  Book  as  our 
model,  including  in  our  pages  numerous  paragraphs  from  circulars  which 
from  time  to  time  had  been  issued  by  our  late  General  Manager  as  to 
precautions  in  fogs,  the  use  of  fuzee  signals,  the  necessity  for  prompti- 
tude in  protecting  trains,  etc.  The  charge  of  the  signals  was  handed  over 
to  the  Engineering  Department,  a  point  which  the  lessee,  Mr.  McClean, 
considered  of  much  importance,  but  a  practice  adopted  on  but  few  English 
lines,  those  for  the  most  part  which  had  Engineers  as  General  or  Traffic 
Managers.  Since  that  time  the  duties  of  the  signalmen  and  the  platelayer 
or  surfaceman  have  become  markedly  distinct,  and  the  introduction  of 
raised  signalboxes  with  the  appliances  of  interlocking,  electric  telegraphing, 
code  signalling,  train  despatching,  staff  and  tablet  regulation,  has  evolved 
a  class  of  man  of  bright  intelligence  for  this  department  far  in  advance  of 
the  old-fashioned,  stolid,  permanent  way  man. 

Shortly  after  Mr.  Payne's  resignation  of  office,   he   invited   me,   with 
Mr.  Richard  Jesson,  a  director,   both  of  the  South   Staffordshire   Railway 

and   of  the  South  Staffordshire  Water  Works  Co.,  to  spend 

ll^mi^        a  day  with  him  at  a  favourite  retreat  of  his — the  Monastery 

tt  Bernard'!    of  Mount  St.  Bernard  in  Chamwood  Forest.     Mr.  Payne  was 

riMFimwy.      ^  Roman    Catholic,  and  not  infrequently,  during  his  manager 

ship   of  the  Railway,   he   had  "gone   into   retreat"  at  this  establishment. 

While  there  he  endeavoured  to  forget  the  world :  no  letters  were  to  be  sent 
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to  him,  and  the  temptation  of  "  spirits  " — a  formidable  enemy  of  his — was 
perfectly  guarded  against  so  long  as  he  remained  in  residence.  He  very 
kindly  obtained  an  invitation  for  us  to  this  interesting  place,  and  the  day 
spent  in  the  Monastery,  so  different  from  other  days  of  ordinary  life,  has 
made  a  deep  impression  on  my  memory. 

The  Monastery  of  Mount  St.  Bernard  is  situated  on  the  borders  of 
Chamwood  Forest,  we  arrived  there  by  way  of  Coalville^  and  drove  to 
the  door  of  the  Monastery.  It  was  a  new  sensation  to  be  received  by  the 
Guest  Master  in  his  white  monkish  costume,  and  to  be  invited  to  enter  the 
convent  premises.  While  all  the  other  Members  of  the  Confraternity  have 
'^silence"  enforced  on  them,  the  Guest  Master  has  a  dispensation  in  this 
respect.  He  received  Mr.  Jesson  and  myself  most  cordially,  and  shortly 
afterwards  Mr.  Payne  made  his  appearance  and  joined  the  party.  We  had 
been  quite  prepared  to  have  shared  in  similar  meals  to  those  of  the 
monks,  but  through  Mr.  Payne's  instrumentality  there  was  provided  for  our 
refection  a  boiled  leg  of  mutton,  frightfully  underdone,  harresco  re/erens  f 
and  I  was  glad  to  supplement  my  allowance  with  some  of  the  ^'soup 
maigre"   that  formed  the  monks'    rations. 

The  Guest  Master  explained  to  us  the  extent  of  the  Monastery 
grounds,  the  whole  farm  being  entirely  cultivated  by  hand  labour.  There 
were  two  separate  bodies  of  monks — one  called  the  Choir  Brethren,  the  others 
the  I-ay  Brethren:  the  latter  wore  dark  robes,  the  former  wore  white 
vestments ;  the  rule  of  **  silence  "  applied  to  all  alike,  but  the  Lay  Brethren 
were  mainly  occupied  in  the  day  in  field  labour,  tending  the  flocks,  and 
other  portions  of  out-door  agricultural  life,  while  the  Choir  Brethren  were 
free  from  these  engagements,  but  had  the  (to  me)  more  monotonous  task 
of  marching  into  the  church  choir  seven  times  a  day  and  going  through 
the  appointed  services  there,  one  after  another,  again  and  again  repeated 
day  after  day — ^at  prime,  at  tierce,  at  sext,  at  nones,  at  vespers,  concluding 
with  complines, — only  to  be  roused  again  at  midnight  once  more  to  take 
their  part  in  the  Latin  service.  At  these  very  early  matins  I  do  not  now 
remember  whether  the  Lay  Brethren  had  to  go  through  all  this  ordeal,  I 
fancy  they  were  excused  some  portion  of  it : — "  laborare  est  orare  "  fell  to 
the  Choir  Brethrens*  task. 

The  guest  chambers  were  separate  from  the  inner  quadrangle  of  the 
establishment.  We  were  asked  by  the  Guest  Master  to  refrain  from  putting 
questions  and  as  far  as  possible  from  speaking  while  inside  the  building, 
to  which  of  course  we  were  quite  prepared  to  accede.  So  leaving  these 
outer  buildings  we  came  to  the  doors  of  the  interior  quadrangle,  on  them 
was  posted  up  "no  woman  is  allowed  to  pass  through  these 
doors,*'  and  when  we  entered  we  were  faced  with  a  large  lettered  notice 
"  Silence  !  O  Eternity ! "  "  Silence  !  "  Eternity  !  "  met  us  at  every  comer, 
and   at    intervals    the   same  oppressive  words  were  painted   yx^  along   the 
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ckMSteied  walk.  In  the  centre  of  the  quadrangle  were  the  grassj  graves 
of  various  members  of  the  Confraternity  who  had  entered  into  the  silent 
land,  and  had  exchanged  their  opportunities  of  time  for  Eternity  itself;  eadi 
had  been  laid  there,  without  any  cofiin,  simply  wrapped  in  the  monastic  garb. 
It  had  been  customary  to  keep  an  open  grare  in  this  central  spot  in  readi- 
ness for  the  next  brother  who  might  in  turn  fall  a  victim  to  the  touch  of 
death,  but  without  this  additional  reminder  of  mortality,  the  words 
"Silence"  and  "Eternity"  kept  intrusively  coming  into  notice.  It  was  a 
relief  to  follow  our  guest  master  out  into  the  open  fields  to  see  the 
extent  to  which  the  monks  had  brought  the  heathery  common  land  under 
cultivation,  and  to  walk  through  pastures  where  the  sheep  were  so  tame  that 
they  moved  not  away  in  the  slightest  degree  at  our  approach ;  they  allowed 
themselves  to  be  handled  like  domestic  animals.  Here  and  there  we  saw 
the  Lay  Brethren;  they  took  no  notice  of  us  as  we  passed  them  on  the 
pathway,  they  kept  their  eyes  on  the  ground  lost  apparently  in  contempla- 
tion, and  so  indeed  did  those  few  Choir  Brethren  we  came  across  in  the 
cloisters  and  passages. 

Our  guide  shewed  us  over  the  refectory  and  over  the  dormitories, 
thence  down  to  the  chapel,  where  we  occupied  a  small  upper  pew,  from 
which  coign  of  vantage  we  ourselves  unseen  could  see  the  monks — Choir 
Brethren — file  into  their  service.  Here  their  voices  were  audible,  and  the 
Psalms  were  intoned  in  the  heavy  and  unmodulated  style  known  as 
"  gregorian " — a  style  from  which,  I  venture  to  suggest,  the  noisy,  tmcouth 
singing  occasionally  heard  emanating  from  village  public-houses  must  have 
been  evolved.  Seven  times  a  day  this  service  goes  on!  "Yes,"  said  the 
abbot,  to  whom  we  were  shortly  afterwards  introduced,  "  'seven  times  a  day- 
will  I  praise  Thee,'  said  the  Psalmist;  and  we  humbly  follow  his  steps." 

The  abbot  (who  I  was  told  was  named  Burder,  and  who,  I  believe, 
was  the  son  of  a  noted  Dissenting  Minister,  Dr.  Burder  of  Hackney) 
received  us  very  kindly,  and  all  the  stipulations  as  to  silence  were  waived 
by  his  authority,  the  guest  master  withdrew  and  left  us  with  the  abbot, 
Mr.  Payne  knelt  down  and  kissed  the  ring  on  the  abbot's  finger.  The 
abbot  wore  a  garment  much  Uke  the  other  monks,  he  was  girt  with 
a  long  chain  of  beads  and  a  cross  pendant  from  the  chain,  he  was 
was  very  affable  and  seemed  pleased  to  answer  any  enquiries.  "  We  occupy 
oar  time  praying  for  those  who  pray  not  for  themselves,  we  have 
scriptural  authority  for  our  actions :  At  midnight  will  I  rise  and  praise 
Thee,  said   David;  so  do  we." 

He  told  us  that  he  had  given  orders  to  dispense  with  the  Trappist 
rule  of  the  open  grave,  as  there  had  been  unpleasantness  connected  with 
their  burial  customs  in  this  respect,  and  to  avoid  all  occasion  for 
adversaries  to  complain  he  had  decided  to  abandon  the  practice. 

We  thanked  the  abbot  for    his  courteous  reception  of   us,  and   took 
5 


50  RAILWAY  REMINISCENCES. 

our  leave,  first  of  him  and  then  of  the  guest  master,  and  placing  our 
contributions  in  the  monastery  alms  box  left  St.  Bernard's  with  many 
striking  memories,  none  more  permanent  than  the  chilling  check  to  the 
buoyancy  of  life  produced  by  the  startling  notice  at  the  entrance  of  the 
quadrangle,  "Silence"  "Silence:  O  Eternity." 

An  announcement,  early  in  the  year  1856,  that  a  Superintendent  was 
required   by    my  old  line   of  railway,    the   Eastern  Counties,   led   to   my 

being  one  of  the  applicants  for  the  post,  and  one  of  the 

•np«rlBt«iid«nt  seven   selected    from    such    applicants,    the   names    of  the 

Ij^gtern       others, — we   all   met   in    the  ante-room    of  the  board  room 

Oo««tt«i       of    the   Terminus    Bishopsgate, — ^were    Christison     of    the 

MQiilred.      ^*  ^*    Railway;   Cook,  since  of   the  Fumess  Co.;  Swaine, 

subsequently  of  the  Ulster  Railway ;  Goslett,  of  the  Midland ; 

Finigan,    of    L.    C.    <&    D. ;  and   Aslett,    I    believe   of   Great   Northern. 

In  the  result  none  of  us  were  chosen.     Mr.  Robertson  of  the  E.  P.  &  D. 

Line  was  shortly  after  announced  as  the  successor  to  Mr.  A.  G.  Church 

(whose  acceptance   of  the  post  of  manager  of  London  General  Omnibus 

Co.  had  made  the  vacancy),  and  he  remained  Superintendent  of  the  Line 

till  his  death  in  1889,  when  Mr.  Nettleship  succeeded  him  for  a  very  brief 

spell  of  office. 

Some  annoyance  was  naturally  felt  by  those  who  had  obtained 
testimonials  from  their  employers,  had  troubled  their  friends  in  the 
matter  and  had  been  selected  from  among  the  applicants,  that  not  one 
of  the  number  received  the  appointment,  the  Directors  having 
presumably  had  some  other  man  in  reserve.  Such  a  course  is  fraught 
with  a  deep  sense  of  injustice,  as  unsettlement  in  the  quondam 
relations  of  employer  and  employed  is  possible  to  arise.  No  such  result 
followed  the  incident,  so  far  as  I  was  concerned;  the  most  cordial  testi- 
monials had  been  given  me,  and  an  assurance  that  my  attempt  at  obtain- 
ing another  engagement  had,  in  no  way,  lessened  my  friendly  relationship 
with  Mr.   McClean. 

During  the  course  of  the  arbitration  before  Mr.  Locke  (pre- 

JMomMYt     viously  referred  to),  it  became  apparent  that  Mr.  Trevithick 
Supply 
tnm         ^^  very  indifferent  as  to  the  case,   and  it  was  determined 

WoiTsrton     by  the   L.  &  N.  W.  Co.,  that  the  supply  of  power  should 

Qf^^f^        thenceforward  be   under  the   supervision    of   Wolverton,   of 

which  Mr.  McConnell  was  chief,  and  that  Crewe  should  no 

longer  be  looked  to  for  locomotives. 

Mr.  McConnell  paid  two  or  three  visits  of  inspection  prior  to 
the  change  taking  place.  There  was,  undoubtedly,  some  keen  difference 
in  "«/n'/  de  corps'*  between  the  Wolverton  men  and  the  Crewe  men, 
and  there  was  some  hesitancy  as  to  how    far  the    latter  working  on   the 
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South  Stafiford  would  quietly  accept  the  transfer.  When  the  day  came, 
a  long  series  of  engines  with  steam  up,  i6  in  number,  arrived  at  Walsall 
from  Wolverton,  and,  as  each  of  those  engaged  in  the  daily  work  came 
to  the  Station,  the  Crewe  men  were  instructed  to  drop  their  fire  and 
cross  over  to  the  respective  engine  from  Wolverton  appointed  to  continue 
the  day's  work.  The  order  was  given  to  each  man  in  Mr.  Holt's  firm 
style;  so  that,  whatever  rumours  might  have  existed  as  to  mutiny,  the 
change  was  effected  with  complete  success,  and  from  that  time  the  grass- 
hopper style  of  engines,  with  their  distinctive  name  plates,  Sylph,  Stork,^ 
Saracen,  etc.,  disappeared,  the  heavier  McConnell  type  took  their  place 
and  certainly  worked  more  efficiently  over  the  gradients  of  the  South 
Stafford  than  those  they  had  superseded. 

The  locomotive  accounts  became  a  complicated  business.  A  Mr. 
Stafford  (uncle,  I  believe,  of  Mr.  Stafford,  late  General  Manager  of  the 
Lancashire  and  Yorkshire  Railway)  paid  us  frequent  visits  from  Wolverton, 
two  of  my  clerks,  J.  B.  Reynolds  and  William  Wilcox,  checking  mileage 
run,  and  time  occupied  "shunting."  The  latter  question  proved  a 
"knotty  point";  and,  desiring  to  avoid  further  complications,  Mr. 
McClean  decided  to  submit  the  question  to  arbitration,  Mr.  John  Viret 
Gboch,  as  arbitrator  disposed  of  this  matter  in  one  short  sitting  at 
Malvern. 


CHAPTER  IV,     1856— 186 1. 

Railway  Cloaring  Home—Sttptrimendcntt*  Confennoe— Old  Mtnacct— History  of  Otganliatioa— 
NonnmnloB  M«ctiDgs— My  first  attendaace,  Derby,  1856 — Claims  Arbitzadon,  Eoglash  and  Irish  practica 
compared— Art  Treasures  Exhilutioo,  Mandiester — Parcel  Rates — Opening  Waball  ft  Cannock  Line— Cannock 
Hineral  Line— Tdegzaphic  Error— " Central  District"  arranged  by  L.  ft  N.  W.  Co.  at  Birminglmm— 
Appointment  of  Mr.  Gretr— Absorption  of  S.  S.  R.  by  L.  ft  N.  W.  Railway  Co.— My  appointflMnt  wie» 
Mr.  Grew. 

I     HAVE   before  mentioned  the   Goods   0>nferences   of  the    Railway 
Clearing  House,  I  was  now  to  commence  my  attendances  at  the 
meetings  of  the  Passenger  Superintendents.     These  periodical  meet- 
meetings  had  been  in  existence  since  November,  1850,  and  were  generally 

held  at  Normanton.  They  appear  to  have  been  attended  by  the 

m^^i^ny       Representatives  of  the  Lines  forming  the  through  route  from 

HouM        London  via  Rugby  to  York  and   Newcastle.     The  following 

"'JJJ^JJJ^    record  of  the  first  two  or  three  meetings,  leading  up  to  the 

systematic  organisation  of  the  present  quarterly  meetings  of  the 
body  of  Passenger  Superintendents  of  the  kingdom,  will  show  how  the 
Clearing  House  Superintendents'  Conference  arose. 

14M  November^  1850. 
Minutes  or  a  Meeting  or  Superintendents  held  at  Normanton. 

Present. 

Mr.  Bruyeres,  .        •        -    London  and  North  Western, 
lit  MMtlllff  of  c     ri  \ 

SmMrintMi.         ».    Sanders,    |       ^        ^    Midland  Railway, 
toito,  „     Swam,       j 


Hot.  14,  UM. 


•    York  and  North  Midland. 


„     Mason, 
„     Locking, 

„    Aslett,       .        •        •    Great  Northern. 


.} 


BroughtoOy        •        •    East  Lancashire. 
Grettoiii    .        •        .    Manchester,  Sheffield,  and 

Lincoln. 
„    Richardson,       •        -    Eastern  Counties. 

As  to  timi  of  future  Mutmgi, 

Resolved  that  in  future  the  monthly  meetings  for  the  consideration  of  the  time-tablet 
of  trains  for  the  ensuing  month  take  place  on  the  Thursday  nearest  the  20th 
of  each  month ;  notice  convening  each  meeting  to  be  given  as  heretofore  by 
the  Secretary  of  the  Midland  Company. 

4s  U  pkui  of  Muting, 

Resolved  that  the  next  meeting  be  held  at  Normanton  on  Thursday,  X9th 
December  next,  and  that  a  notice  be  given  on  the  Circular  convening  the 
meeting  that  a  proposition  will  be  made  and  considered  as  to  the  place  or 
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pUoes  wbeM  fntuie  meedngi.  will  be  held  with  a  view  to  seeunog  the 
attendmnoe  of  the  lepietentatives  of  the  Mveial  ooapanief  intewwfctA 

As  t§  iks  TimS'TabUs  far  iht  mmmg  Monik, 

ReiolTed  that  the  time-tables  of  traiaa  for  the  ensuing  month,  agreed  to  at  such 
meetings,  be  considered  fixed  unless  notice  of  any  alteration  be  received  by 
the  parties  interested  by  the  following  Monday's  post 

19M  December^  1850. 

Minutes  of  Mskting  or  Supbrintendents  held  at  Normanton. 

FresetU. 

R.OLH.  Mr.  Bruyeres,  -        -        -    London  and  North  Western 

^^■^  ,.    S.  Clarke, 


■■ 


}> 

w 

*• 
» 


} 


„    J    Denniston,  \         -    Great  Nocthem. 
iMhJaR^im.        „    Aslett, 

Mason, 
Locking^ 
Pearson,  «> 
Sanders,  • 
Eborall,  • 
Underdown, 
Warde, 


York  and  North  Midland. 

North  British. 

Midland 

East  Lancashire^ 


»» 


•    Manchester,  Sheffield,  and 
Lincolnshire. 

Christison,  •        •    York,  Newcastle,  and 

Mills,         .        •        •    Midland. 


» 

„     Swain,       •        •        •  „ 


Mr.  Denniston  proposed  that  in  future  the  Clearing  House  should  send  a  person 
down  to  attend  all  the  above  named  meetings  and  take  a  record  of  all  the 
proceedii^,  which  was  agreed  to;  Mr.  Bruyeres  undertook  to  see  Mr.  Morison. 

Read: 
MmuUs  tf  last  Mutmg, 

First  Resolution  is  to  time  of  meeting  agreed  to,   except   that  in  future   the 

Qearing  House  to  summon  the  meeting  instead  of  the  Midland  Company, 

and  to  furnish  passes. 
Accordingly,  on  i6th  January,  1851,  the  first  meeting,  officially,  of  the  Railway 

Superintendents  took  place — Mr.    H.    P.   Bruyeres  in  the  chair,  and  Mr. 

Z.  Macaulay  acting  as  Secretary  for  Mr.  Kenneth  Morison. 
Among  the  train  axmouncements  for  this  meeting  was  one  from  the  Great  Northern 

of  a  train   to   carry   ParliamtnUuy  Passengers   from   Leeds   at  7.40  a.m., 

reaching  London  at  5.30  p.  m. 
Mr.  Mills  for  the  Midland  proposing  to  run  a  Parliamentary  train  from  Leeds 

at  6.45,  due  in  London  at  6.3a     The  down  Parliamentary,  leaving  London 

at  7.  a.m.,  would  be  due  in  Leeds  at  9.15  p.m. 
At  same    meeting   was   submitted  an   announcement    as    to    Excursion    Trains 

on  the  L   &  N.   W.   under  the    authority   of  the    Directors,    appointing 

Mr.  H.  R.  Marcus  their  sole  agent.    The  advertisement  adopts  18/6  as  the 

Third-Class  Fare  from  Manchester  to  London  and  back,  offering  a  choice  of 

4i  6»  7»  9i  ii»  I2»  I4i  16,  or  ao  days  in  town. 
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At  a  meeting  20th  December,  185 1,  Mr.  Hargreayes  of  the  M.  S.  &  L. 
drew  attention  to  a  case  in  which  a  passenger  was  convicted  of  ''smoking" 
in  a  railway  carriage,  and  persisted  in  doing  so  after  being  warned  to 
desist.  He  was  fined  the  full  penalty  of  £2  and  costs  for  smoking, 
2^d  £s  ^^^  c^^  ^or  obstructing  the  guard  and  in  default  to  be  committed 
to  the  House  of  Correction  for  Two  Calendar  Months. 

A   Minute  of  this  sort  throws  a  curious   side-light  on   the  advance 

which  the  smokers  now  have  made  against  the  non-smokers  on  railway 

■niAWny      journeys.     I   well  remember    how    the    stealthy  puffs    and 

in  whiffs  had  to  be  made  by  niilway   men   on   their  journeys, 

travelling  in  terrible  dread  of  discovery. 

These  meetings  subsequently  widened  in  their  scope,  and  not  only  were 
train  alterations  submitted,  but  numerous  other  questions  of  traffic  were 
dealt  with — the  weight  of  luggage  for  through  passengers,  the  rates  for 
private  carriages,  regulations  for  drovers'  passes,  conditions  for  convejrance 
of  fish,  the  labelling  of  luggage,  the  discussion  and  settlement  of  claims 
for  lost  or  damaged  luggage  and  parcels,  the  establishment  of  Lost  Luggage 
Depots  for  each  railway,  the  appointment  of  searchers  for  missing  articles : 
these  matters  and  many  similar  came  up  from  time  to  time,  sometimes 
settled,  sometimes  referred  to  the  higher  court  of  the  General  Managers. 

Occasionally  the  place  of  meeting  was  varied;  frequently  London 
was  selected,  but  sometimes  Hull    or  York   or  Edinburgh;  at  the  latter 

FUMof  P^<^^  in  August,  185 1,  Mr.  Cockshott's  name  appears  and 
BvparintMidMitt' so    does    Mr.    Archibald   Scott's,   both  as    representing  the 

Mtntiiifi.  Edinburgh,  Perth,  and  Dundee:  the  former  does  not  seem 
to  have  attended  again  for  many  years,  not  until  he  reappears  as 
representing  the  Great  Northern,  in  April,  1865 ;  while  Mr.  Archibald  Scott's 
name,  in  1852,  is  found  attached  to  some  reports  as  Traffic  Manager  of 
the  L.  &  S.  W.  Co.  At  this  Edinburgh  (1851)  meeting,  Mr.  J.  B.  Thomson  is 
present  on  behalf  of  the  Edinburgh  and  Glasgow,  Mr.  G.  Stephenson  for 
the  Stockton  and  Darlington,  Mr.  Worthington  for  the  Lancaster  and 
Carlisle,  and  Mr.  Beech  for  the  Shropshire  Union;  acting  as  secretary 
with  great  regularity  Mr.  Z.  Macaulay's  name  is  recorded,  occasionally 
in  his  stead  appears  Mr.  Noble,  in  1852 ;  Mr.  J.  G.  Elwin,  in  1853, 
and  Mr.  Griffin  subsequently,  till  the  advent  of  Mr.  P.  W.  Dawson's  name 
in  1864.  Mr.  Noble  became  General  Manager  of  the  Midland  Railway  of 
England.  Mr.  Elwin  was  brother  to  Mr.  J.  W.  Elwin  aheady  mentioned, 
who,  after  acting  for  some  years  as  Auditor  on  the  Great  Southern  and 
Western  Railway,  was  appointed  Secretary  of  the  Irish  Clearing  House 
in  1858. 

A  perusal  of  these  old  Minutes  revives  many  a  personal  recollection 
either  of  first  interviews,  or  of  changes  that  have  since  taken  place; 
changes,  including  many  cases  of  splendid  success,  but  not  unaccompanied  by 
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fim  mntlMi  instances  of  lamentable  failure.    The  first  notice  in  these  Super- 
intendents' pages  of  Mr.  Ramsden,  Fumess  Railway,  is  in 


^Itidlway       December,  1851,  and  next  month  Mr.  Addison  appears  as  re- 
presenting the  Caledonian  Company. 

Mr.  Ramsden  served  all  his  railway  life  with  the  Fumess  Company, 
at  this  early  date  the  line  had  no  railway  extension  towards  the  South; 
Fleetwood  is  shewn  as  its  connecting  port. 

Mr.  Addison  became  Manager  of  the  Maryport  and  Carlisle  Line  and 
long  remained  as  one  of  the  stalwart  corps  of  Railway  Engineer  Managers. 

Mr.  Hc*xry  Tennant's  name  first  appears  as  representing  the  Leeds 
Northern  in  July,  1852,  his  further  career  as  Manager  of  the  North  Eastern 
Line  and  subsequent  retirement  to  a  seat  on  the  Board  is  well  known. 

Mr.  Seymour  Clarke  appears  in  the  earliest  pages  in  1850,  but 
shortly  afterwards,  November,  '51,  Mr.  Walter  Leith  becomes  the  Acting 
Superintendent  of  the  Great  Northern. 

The  Lancaster  and  Carlisle  was  represented  at  the  first  meetings  by 
Mr.  S.  P.  Worthington,  its  constructive  engineer,  under  Messrs.  Locke 
and  Errington;  in  February,  1853,  his  name  disappears  and  a  well-known 
railway  man,  John  Fitzsimons,  takes  its  place.  "Honest  John"  was,  at 
all  meetings,  a  welcome  addition,  and  his  offer,  on  any  occasion  of 
difiiculty,  to  ''stop  the  gap"  became  proverbial  at  "English  and  Scotch" 
meetings. 

The  East  Lancashire  were  very  frequently  represented  by  Mr. 
Lythgoe,  but  in  1854  the  names  of  Mr.  C.  W.  Eborall  and  Mr.  James 
Shaw  both  appear  as  officers  of  that  Company.  Mr.  Cornelius  Eborall 
was  the  son  of  Lieut.  Eborall  (whom  I  have  mentioned  as  for  many  years 
the  Birmingham  Goods  Manager),  and  rose  to  the  position  of  General 
Manager  of  the  South  Eastern  Railway.  Mr.  James  Shaw  was  one  of  the  most 
regular  and  sterling  members  of  the  Conference,  and  after  the  Lancashire 
and  Yorkshire  Company  had  terminated  their  long-continued  warfare 
with  the  East  lancashire  by  amalgamation,  he  continued  one  of  the  repre- 
sentatives of  the  united  companies,  whose  opinion  was  listened  to  with 
respect  and  whose  moderating  influence  in  warm  discussions  was  invaluable. 

Mr.  Charles  Mason's  name  appears  at  the  commencement  of  the 
Superintendents  Minutes,  and  he  was  ever  one  of  the  leading  spirits  at 
these  conferences  in  all  the  positions  he  occupied.  At  first  he  jointly,  with 
Mr.  Locking,  represented  the  York  and  North  Midland,  then,  in  concert 
with  Mr.  Christison,  the  larger  sphere  of  the  North  Eastern  was  under 
his  control;  his  bright  capabilities  brought  him  under  the  notice  of 
some  of  the  Manchester  men  who  were  at  that  time  dealing  extensively 
in  railway  developments,  and  he  became  the  Manager  of  the  Birkenhead 
Railway.  His  career  there  was  but  short,  for  the  Chairman  of  that  line, 
Mr.    Bancroft,  becoming  one   of   the   North    Western    Board,    urged   the 
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advisability  of  tecuring  Mr.  Mason  as  Assistant  Manager  on  the  L.  &  N.  W. 
Line,  and  the  year  x86i  sow  him  occupying  this  position  which  he  held 
till  his  death  in  September,  1869. 

The  first  notice  of  Mr.  Adcock's  attendances  for  the  O.  W.  W.  is  in 
September,  1852;  of  Mr.  McLaren  (North  British)  in  March,  1853;  and 
of  Mr.  G.  Findlay  (Shrewsbury  and  Hereford)  in  July,  1854. 

Edinburgh  seems  to  have  been  a  favourite  place  for  Autumn  gather- 
ings, and  names  are  represented  there  who  seldom,  or  at  very  rare  intervals, 
MMttnci  reappear;  Mr.  Colin  Croll,  of  the  Scottish  Central;  Mr. 
in  SherrifT    for   the  York   and    North   Midland;   Mr.    Church, 

*^^^*"^'  successor  to  Mr.  Richardson,  of  the  Eastern  Counties; 
Mr.  Robert  Small,  of  the  Dundee  and  Perth;  and  Mr.  Esplin,  of  the 
Aberdeen  and   Scottish    Midland. 

It  is  curious  to  observe  how  matters  of  railway  routine  now  '^  taken 
for  granted"  were  carefully  discussed  at  these  meetings. 

Mr.  Cooper,  N.  S.  R.,  proposes  in  July,  '52,  and  Mr.  C.  Mason  seconds 
that  instead  of  the  Railway  Companies'  cypher,  usually  placed  on  the 
back  of  passenger  tickets,  clear  instructions  as  to  route  be  printed  for 
information  of  passengers  and  guidance  of  ticket  collectors,  the  initial 
letters  of  the  issuing  Company  to  be  placed  on  the  upper  part  of  the 
face  of  the  ticket.  This  was  adopted  by  the  conference  in  July,  185a, 
and  in  November  of  the  same  year  they  agreed  to  adopt  the  following 
wording  in  addition: — ''This  ticket  is  issued,  subject  to  the  conditions 
stated  on  the  Company's  time-table." 

In  May,  1855,  at  the  request  of  Mr.  Morison^  it  was  agreed  to 
abandon  the  weekly  returns  which  had  heretofore  been  in  operation  for 
Passenger  and  Parcel  Traffic,  and  to  substitute  monthly  settlements,  a 
most  desirable  saving  of  clerical  labour. 

These  meetings  continued  with  fair  regularity  for  some  years ;  but  while  the 
subjects  widen  out,  the  original  intention  of  recording  train  alterations 
fell  into  desuetude,  complaints  and  recrimination  arose  with  reference  to 
train  alterations  being  made  without  proper  notice,  so  much  so,  that  the 
arena  of  dispute  became  changed  from  the  Superintendents  Conference 
to  the  table  of  the  General  Managers.  Indeed,  at  the  time  when  I  first 
became  a  member,  the  London  and  North  Western  had,  for  many 
months,  ceased  to  send  any  representatives  to  the  meetings,  and  the  Great 
Western  and  the  Companies  South  of  the  Thames  do  not  appear  to  have 
put  in  any  appearance. 

The  first  meeting  I  attended  was  at  Derby  on  22nd  May,  1856;  it 
was  only  a  small  gathering.     There  were  present: — 

Mr.  Hargreaves,  M.  S.  &  L.,  in  the  Chair. 


Mr.  Wilson,  N.  E.  R. 
Mr.  Blackmore,  L.  &  Y. 
Mr.  Mills,  Midland. 


Mr.  Smith,  Stockton  &  Darlington. 
Mr.  Neele,  South  Staffordshire. 
Mr.  Lockhart,  North  Staffordshire. 
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Subsequently  I  became  a  regular  member,  and  though  always 

Attadanet  as  conscious  that  the  interest  I  represented  was  only  that  of  a  small 

•■P«J"J"*«^  mileage,  I  was  supported  in  my  modesty  by  the  feet  that  an 

ijn^a^' UBi.  equally  regular  attendant,  Mr.    M.    Harrison   of  the  Kendal 

and  Windermere,  had  a  line  of  still  smaller  extent. 

Irrespective  of  the  importance  of  the  questions  on  the  agenda  the 

advantage  of  such  gatherings  was  considerable :    they  afforded  opportunities 

for  friendly  conference  with  officers  having  like  difficulties  with  one's  own; 

they   enabled  uniformity   of  action  to  be  adopted  after  discussion,    while 

avoiding    much    needless    correspondence,    outstanding   matters   could   be 

advanced   or   disposed    of,   besides    which,  owing    to   the   meetings  being 

summoned  at  widely  varying  towns  throughout  the  kingdom,  such  as  Chester, 

Carlisle,    Worcester,    Scarborough,    Manchester,    much   information    as    to 

rival  railway  routes  and  as  to  the  position  of  the  terminal  and  exchange  stations 

in   the   towns  was   obtainable   in  journeying  to  and  fro;    individually  I 

owe  a  large  extent  of  the  knowledge   of  thejcountry   that   I   possess   to 

these  opportunities. 

The  arbitration  between  companies  in  the  matter  of  claims  for  lost  or 

damaged  articles,  parcels,  luggage,  etc.,  formed  one  of  the  staple  commodities 

ffi^i^^        on  the  agenda,  growing  to  such  an  extent  that  a  Special 

Oonunittat.     ciain^s  Arbitration  Committee  was  appointed  to  deal  with  them. 

The  first  members  selected  were  (20th  October,  1854): — 


Addison. 

Fitzsimons. 

Locking. 

Blackmore. 

Hargreaves. 

Mills. 

Bruyeres. 

Leith. 

Shaw. 

It  was  in   a  claim   of  this  character  that  I  had  my  first  experience  of  the 
Committee. 

A  dog  had  been  booked  from  some  point  in  Lancashire  to  Birming- 
ham by  the  L.  &  N.   W.   Co.;  it  was  their  traffic  throughout,   but  their 

guard  omitted  to  put  the  dog  out  at  Stafford  and  brought 

^^"        it  to  Lichfield,  handing  it  over  there  to  the  South  Stafford 

Dof  for    transmission;  it  arrived  too  late  for  the  last  train   to 

»J^**        Birmingham,   and   was  locked  up    in    the    S.  S.  R.  Goods 

Shed    at     Lichfield    for    the    night;    in    the    morning    it 

escaped  and  never  reached   its  destination.    The  North  Western  paid  the 

claim,  and  then,  as  we  declined  to  entertain  it,  they  brought  the  question 

before    the    Superintendents'    Claims    Arbitration   Committee,  for  decision. 

The  case  was  taken  up  by  no  less  a  person  than  Captain   Huish  himself 

on  behalf  of  the  North  Western,  and  in   spite  of  my  contention  that  we 

were  "  bailees  without  reward,"  and  were  totally  uninterested  in  the  receipts ; 

the  Claims  Arbitration  Committee  when  the  contending  parties  were  called 

back  into  the  room,  announced  the  decision  **  South  Staffordshire  Company 

to  pay. "     I  fancy  I  smarted  a  bit  at  the  announcement   which  the  cool 
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smile  of  the  victorious  Captain  would  not  make  more  pleasant;  "tmpar 
cengreaus  Ackilli."  I  very  much  questioned  the  equity  of  the  decision,  but 
it  formed  a  precedent  which  ruled  for  many  years ;  for  my  own  part,  since 
I  have  been  a  member  of  the  Claims  Committee,  I  have  endeavoured  in  2II 
such  cases  to  adopt  a  plan  of  apportionment  between  Companies  interested 
in  fair  relation  to  the  "laches"  on  each  side. 

At  the  EngUsh  Clearing  House,  after  the  evidence  in  writing  and 
viva  voct  has  been  dealt  with,  it  is  the  custom  to  ask  the  parties  interested 
to  withdraw  while  the  Committee  among  themselves  discuss 
and  agree  their  decision,  and  this  is  at  once  announced  when 
the  combatants  have  resumed  their  places  at  the  table.  In 
Ireland,  however,  when  I  first  had  a  case  of  the  kind  in 
hand,  I  naturally  expected  a  similar  course  to  be  followed,  but  I  was 
surprised  to  find  that  the  "next  case"  was  called  on,  instead  of  the 
decision  being  given;  and  I  learnt  to  my  amusement  that  the  decision  was 
never  given  till  the  next  meeting ;  the  faot  being  that  there  had  been 
such  an  outbreak  of  feeling  and  wrathful  excitement  between  the  litigants 
on  the  occasion  of  the  announcement  that  business  came  to  a  stand-still, 
and  conference  work  impossible.  The  repetitions  of  such  scenes  had  forced 
on  the  Irish  Clearing  House  Authorities  the  desirability  of  withholding  the 
announcements  of  the  judgment  till  comparative  coolness  set   in. 

1867-         The  Art  Treasures   Exhibition    in  Manchester 

Art  in  April,  to  which  the  Railway  Superintendents  were  accorded 

^MbiUo'      "  P"^^*^  view,  brought  me  into  contact  with  some  railway  men 

(It  of  whom   I    had    often  heard  but  had  not    previously    much 

Huctiaatgr     opportunity  of  knowing,  and  first  among  these  I  must  place 

L  Mr.  Cawkwell,  then  the  Goods   Manager   of  the    Lancashire 

Ur.  OawiiwBlL  and  Yorkshire  Company :  he  was  always  a  man  of  few  words, 

and  at  the  time  I  was  ignorant  of  the  extensive  knowledge 

he  possessed  of  painting  and  art  culture.     The  gathering  of  pictures  was  a 

notable  one,  and  the  motto  taken  from  Keats,  '"  A  thing  of  beauty  is  a  joy 

for  ever,"    which   spanned   the   arch    of  the   great   gallery,  was  a   befitting 

entablature  for  the  whole  Exhibition, 

Another  of  the  railway  men  who  seemed  to  know  everyone  and  to  be 
known  by  all  was  "Jimmy  Kirkman,"  the  Manager  of  the  Manchester, 
South  Junction,  and  Altrincham  Line,  adjacent  to  whose  station  at  Old 
Trafford  the  Exhibition  was  held.  Mr.  J,  T.  Fisher  of  the  Lancashire 
and  Yorkshire  Goods  Department  was  also  present,  but  the  closing  history 
of  both  these  men  is  far  from  being  a  pleasant  recollection. 

The  L.  i&  Y,  were  on  all   these    occasions    fully   represented    by  their 

officers,      They    had    as   a    Local    Superintendent    a    Mr.    George    Hall   at 

Mr  H  fliitHnffTf,  Manchester  ■.  in  addition    they   announced    Captain    Binstead 

L  k  T.  00.      at  Wakefield  as  one   of  their   District    Superintendents,   and 
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tMr.  Henry  Blackmore  (who  had  commenced  railway  life  as.  a  police  fore- 
man at  Normanton)  as  another;  he  became  the  Chief  Superintendent  of 
their  S3rstem,  and  a  regular  attendant  at  the  Clearing  House  and 
Excursion  Meetings,  the  very  apostle  of  cheap  trips  for  workpeople 
and  Sunday  School  children,  an  excellent  organiser,  and  a  thoroughly 
blunt,  straightforward  fellow.  His  was  the  speech  to  the  railway  men 
at  which  the  principle  was  first  enunciated  that  railway  men  needed 
to  know  thoroughly  only  two  books:  the  first  was  the  Bible,  the 
second  the  Compan3r's  Rule  Book ;  and  to  him  was  attributed  the  practice 
on  the  L.  &  Y.  Co.  of  supplying  red-coloured  neckties  to  all  the 
porters,  so  that  in  case  of  any  emergency  a  red  signal  was  instantly 
obtainable. 

Late  in  the  year  1857,  among   the  names  of  new   representatives  as 

Superintendents  at  the  R.  C.  H.  Conference,  appear  two  of  those  who, 

Mr  Setdliain  ^^^^^^^^  ^^®»   became  very  closely  connected  with   me  in 

and  business   relations — Mr.   E.   M.   Needham  of    the   Midland 

■r.  H.  Waxd.    (superseding  Mr.  C.  Mills,)  and  Mr.  Henry  Ward  acting  for 

the  Caledonian  Line. 

Mr.  Needham  and  I  were  together  elected  as  Members  of  the  Claims 
Committee  in  December,  1857,  and  I  took  the  chair  for  the  first  time  at 
a  meeting  in  London  in  February,  1858,  Mr.  S.  W.  Brooks  being  the 
L.  &  N.  W.  representative;  Mr.  Winder  that  of  the  Lancaster  and 
Carlisle,  and  among  the  others,  Mr.  John  Mason  represented  the 
Birkenhead,  Lancashire,  and  Cheshire. 

Among  the  matters  then  debated  was  the  practice  which 

Tifiktis       &   few  Companies   had  introduced    of   issuing  paper  tickets 

oi^Mted       instead    of    card    tickets,    and    the  Conference    adopted    a 

strong    minute   calling   on    the    Companies   in   question   to 

"discontinue  at  once  so  irregular  and  dangerous  a  practice  as  the  issue 
"  of  paper  tickets  having  the  same  series  of  Consecutive  Nos.  for  a  variety 
"  of  fitfes." 

We  live  and  learn,  as  subsequent  minutes  on  this  subject  show! 

The  same  year  brought  about  the  recommendation  by  the  Passenger 
Superintendents  of  a  general  scale   of  Parcel   Rates   to   be  applicable   for 

through  traffic  between  Companies.     Heretofore  the  arrange- 

.  ment  of  such  rates  for  through  booking  had  been  a  matter 

of  special  agreement,  and  small  variations  had  grown  up  on 

^'•"«'»*       all  sides,  many  of  the   Companies,  having   their   own   local 

udopud       peculiarities  to  study,  declined  at  first  to  agree  to  it;   and 

aA«rTwo     after  being  adopted  by  the   General    Managers  on  7th  May, 

j^i^Boa^LoiL      57'  ^^^   dissentients   were   sufficiently  numerous   to  induce- 

them    to    rescind    the    adoption — nth  February,  '58.     The 

advantage  of  having  such  a  scale  was  strongly  urged  by  Mr.  Fitzsimons 


<>o 
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of  Lancaster,  and  after  further  debate  the  following  was  finaUf 
adopted,  17th  November,  1859,  as  the  Standard  Qearing  House  Parcel 
Scale. 

Ratss   for   Parcels   for   Through   Traffic. 


Not  «xceedii« 
jlbt.  eadi 

s.    d. 

AboiTtt  3lbt.  and 

not  •Tceeding  i4lbt. 

each 

«.    d. 

Above  i4Uit. 

fxtaA 
•ddidonal  lb. 

All  distances  above  300  miles,     - 

„       250  to  300    „ 

,,           „       200  to  250    „ 

„           „       150  to  200    „ 

II          M       xoo  to  150    „ 

>i           II         50  to  100    „ 

II         30  to    50    „ 

II           I  to    30    „ 

I     6 
I     6 
I    6 

I     3 

I    0 

0    8 
0    6 
0    6 

2     6 

a    3 

2     0 

I    9 
I    6 

I    0 

0    9 

0    6 

ad. 
ij^d. 

IjSd. 

Id. 

NoTi. — Parcels  of  lib.  or  leas  to  be  charged  half  the  rate  for  3lbs.  but  not  leas  thaa  6d.  eadL 

During  the  time  the  above  scale  was  under  discussion^  it  had  been  agreed 
(December  1857),  that  the  terminal  allowance  in  division  on  such  traffic 
should  be  one  penny  each  parcel  to  the  Forwarding  Company,  and  twopence 
to  the  Delivery  Company,  instead  of  twopence  to  the  Delivery  Company  only. 

1858.  In  February,  the  Branch  Line  of  Railway  from  Walsall 
to    Bloxwich    and   Cannock    was   opened,   and   the   London    and    North 

Western   with  their   Birmingham   Canal  Directors  were  evi- 

ftp^i^y       dently  closely  watching  the  extension ;  Mr,  Philip  Williams  and 

of  Mr.    Richard    Moon    had  a  special   engine    to    take    them 

^gf^j^^^       along  the  line;  Mr.  Reay,  then  Head  of  Audit  Department 

at     Euston,     and      Mr.     Brooks,     Chief    of    the    Parcels 

Department,   came   down   to   Walsall    and  went    through    the    system    of 

working;    the    suspicion   gained   credence   that  the   S.    S.    R.    would   not 

much   longer  continue  as  an   independent   line,  but   would   be   absorbed 

by  the  L.  &  N.  W. 

A  line  of  railway,  the  "Cannock  Mineral,"  was  in  course  of  construc- 
tion  from  Cannock  to  a    junction    with   the   Trent   Valley   at   Rugeley; 
^nt.^1^       in    the    meantime    an    omnibus    service    from    Cannock   to 
ViMnd       Rugeley  was  organised,  but  was  not  of  long  continuance  as 
**         the   works  on  the  extension   line   were   in  a  very  forward 
state,  and  its  opening  was  expected  in  about  eighteen  months'  time. 

The  arrangements  for  this  line  brought  me  once  more  into  close  contact 
with  the  L.  &  N.  W.  officials  at  Euston,  Mr.  Bruyeres,  Mr.  Stewart, 
Mr.  McConnell,  and  the  New  Manager,  Mr.  Cawkwell,  all  having  their 
say  in  the  matter,  the  secretary  to  the  line  being  Mr.  Francis  Harley, 
Mr.  Stewart's  assistant.  Not  only  were  the  L.  &  N.  W.  interested  in  this 
opening,  but  it  affected  the  North  Stafford  Company  also,  their  train  service 
terminating  at  Colwich. 

The  proposed  Cannock  and  Rugeley  Time  Bill  was  submitted  to  the 
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L.  &  N.  W.  Traffic  Committee,  at  Liverpool  and  the  line,  which  we  had 
to  work,  was  arranged  to  open  on  7th  November,  '59.  It  was  a  very  quiet 
opening,  the  only  officer  of  the  L.  &  N.  W.  in  attendance  being  Dudley 
Parsons  accompanied  by  Mr.  Thomas  of  the  Birmingham  Canal.  By  these 
coimections  the  L.  &  N.  W.  and  South  Stafford  Time-Tables  became  even 
more  closely  allied  ^lan  before,  and  month  .by  month,  the  L.  A  N.  W. 
train  changes  affecting  Rugeley  had  to  be  duly  incorporated  in  the 
S.  S.   R.  Tables. 

During  all  these  years  Mr.  McClean's  arbitration  against  L.  &  N.  W. 
had  been  moving  on  by  occasional  sittings,  interrupted  by  long  intervals, 
at  one  time  by  his  serious  illness,  at  another  by  his  being  selected  as  one  of  the 
engineers  to  report  upon  the  practicability  of  the  Suez  Canal,  respecting 
which  he  took  an  unfavourable  and  as  it  proved  an  erroneous  view;  at  all 
these  sittings  before  the  arbitrator,  our  papers  had  to  be  in  readiness  and 
our  memories  refreshed  by  re-perusal  of  our  evidence.  On  one  occasion, 
returning  to  Bacon's  Hotel  late  at  night,  Mr.  Brown  and  I  were  startled  and 
saddened  by  receiving  a  telegram — "Return  immediately,  accident  at  Perry 
Barr,  nine  passengers  killed."  There  was  no  midnight  train  in  those  days, 
and  there  was  nothing  to  be  done  but  to  travel  by  the  6.15  a.m.  news- 
paper train;  the  night  was  a  sad  one  for  us,  and  we  could  get  no  further 
intelligence  till  arriving  at  Rugby,  when  we  learned  that  there  had  been  an 
accident  at  Perry  Barr,  but  that  only  one  fatal  case  was  included,  a  man 
who  had  leapt  from  the  train  in  alarm.  Subsequent  enquiry  shewed  that 
a  telegraphic  error  easily  arose  in  the  signals:  NI  as  compared  with  the 
letter  O  and  that  -^  N£  was  the  mistaken  signal  that  had  caused  us 
much  uimecessary  distress.  We  were  accustomed  invariably  to  use 
Bacon's  Hotel,  the  charges  at  the  Euston  Hotels  of  that  day  were  con- 
sidered to  be  excessive:  railway  men  generally  adopted  either  Bacon's  or 
the  "  Old  Hummums  '*  in  Covent  Garden  as  their  rendezvous ;  Mr  Sheriff  was 
told  that  his  porters  remarked,  on  the  governor's  "  going  it "  in  London, 
He's  off  again  to  the  old  'ooman's,  I  heard  him  say  so ! 

Experimental  trips  by  various  railway  companies  testing  the  ments  of 
special  brakes  were  made  in  the  fall  of  this  year  (1858).    One  which  I 

attended  was  made  near  Evesham  by  the  O.  W.  W.  Co. ;  the 
brake  then  tested  was  Newall's  Brake,  very  effective  for  short 
trains,    it    was   worked  by  the   Guards   exclusively  but  was  harsh  in  its 
ion. 


The  old  Rule  Books  laid  down  the  instruction  that,  in  order  to  attract 
the  attention  of  the  driver,  the  guard  was  "  to  apply  the  brake  in  his  van 
sharply  and  release  it  suddenly,  which  operation  repeated  would  be 
sufficient  to  obtain  attention."  Unfortunately,  nothing  of  the  kind  was 
certain  with  any  long  trains,  but  undoubtedly,  the  application  of  Newall's 
Bmke  lo  three  or  four  vehicles  would  unmistakeably  affect  the  driver  and 
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his  speed.  The  furm  of  brake  did  not  become  popular,  though  the  Lanca- 
shire and  Yorkshire  adopted  it  to  a  considerable  extent  with  their  short 
branch  trains. 

1860.     I  had  my  first  interview  this    year  with   Mr,  Thomas  Cook  of 

Leicester,  then  engaged  in  the  development  of  his  annual  excursions  from 

Hr  Thamai     '^^  South  Wales  District  through    Birmingham  to  the  North 

Oooi  of  Eastern  watering  places  and  Edinburgh — a  pioneer  movement 
Mieaitw.  jjj  seaside  and  holiday  excursions — those  for  which  Marcus 
had  catered  being  mainly  excursions  having  London  as  their  objective  and 
being  confined  to  the  L.  &  N.  W.  system  and  its  close  allies. 

One  local  railway  change  which  the  year    i860  brought    with    it    was 

in    respect    of    the    superintendence    of   the    London    and    North   Western 

Line  in  the  Birmingham  District.     The  L.  &  N.  W.  Directois 

citttnl        decided  on  establishing  a  "central  district,"  and  this  district 

Diitriet       included  the  Trent  Valley,  between  Stafford  and   Rugby,   as 

^  B  V  "^"  3s  the  line  from  Rugby  via  Coventry  to  BirmiDgham 
Btubiiibxi.  ^nd  the  two  lines  from  Birmingham  to  Wolverhampton 
thence  to  Stafford. 

Mr.  Norris  had  resigned  ihe  position  of  Superintendent  al  Liverpool, 
and  had  been  succeeded  by  Mr.  R.  S.  Mansel  who  subsequently  became 
General  Manager  of  the  North  London  Railway.  Mr.  Bruyeres  had  to  give 
up  the  Trent  Valley  and  the  Birmingham  District,  and  Mr.  Samuel  Grew,  who 
had  for  upwards  of  ao  years  been  Station  Master  at  Rugby,  was  appointed 
the  first  Superintendent  of  the  New  Central  District.  Mr.  Dudley  Parsons 
gave  up  the  Stour  Valley  and  Mr.  William  Sutton,  his  Chief  Cleric,  was 
transferred  to  Mr.  Grew's  staff  as  Outdoor  Clerk.  Mr.  Grew  was  known 
to  railway  men  as  being  the  patentee  of  the  "  Samson,"  an  appliance  for 
dealing  with  vehicles  which  bad  been  "  bumped  on  "  in  marshalling  and  too 
tightly  coupled,  the  action  of  the  portable  "  Samson "  bringing  the  vehicles 
still  more  closely  together  and  thus  enabling  the  ordinary  screw  coupling 
to  be  released ;  most  of  the  large  stations  of  the  day  were  furnished  with 
this  appliance  which,  however,  either  through  belter  schemed  couplings  or 
more  careful  shunting,  has  quite  fallen  into  disuse. 

Mr.  Grew,  in  addition  to  his  station  duties  at  Rugby,  had  entered  on  the 
business  of  supplying  railway  wagons  for  private  owners,  then  a  very 
profitable  investment,  anticipating  the  formation  of  the  numerous  Wagon 
Building  Companies  which  the  Midland   Counties   subsequently   developed. 

With  Mr.  Grew  I  had  much  to  do,  especially  with  the  colliery  openings 
at  Hednesfotd,  a  portion  of  the  line  in  which  both  the  Directors  of  the 
L.  &  N,  W.  and  those  of  the  Birmingham  Canal  continued  to  take  large 
interest.  Several  of  them  were  still  on  the  South  Staffordshire  Board,  to 
which  Mr.  T.  J.  Buckton  was  appointed  Secretary,  and  revived  importance 
was    given    to    their    meetings,    as    it     was    constantly    rumoured    that    the 
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L.  &  N.  W.  Railway  Company  were  negotiating  for  a  transfer  of  the  lease 
and  an  absorption  of  the  line. 

Mr.  Crew's  reign  over  the  Central  District  was,  perhaps  fortunately 
for  me,  not  of  long  continuance.  The  plan  of  elevating  station  masters  to 
become  district  superintendents  is  one  that  but  rarely  answers.  A 
superintendent  has  to  take  wider  views  and  a  more  extended  range  than 
those  which  the  surroundings  of  a  station  master  have  made  his  daily 
education.  Anyhow,  the  tidings  soon  leaked  out  that  a  change  was  im- 
pending, and  I  found  the  advantage  of  having  friends :  Mr.  Charles  Mason 
and  Mr.  Reay  interested  themselves  for  me  at  headquarters  at  Euston ; 
Mr.  Marcus  did  the  same  with  the  Liverpool  authorities;  Mr  Jesson  took 
the  opportunity  of  introducing  my  name  to  Mr.  Moon  on  his  attending 
the  Board  of  the  S.  S.  R.  Company  on  which  he  was  one  of  the 
L.  &  N.  W.  R.  representatives.  "I'U  endorse  him,"  was  the  laconic  but 
friendly  form   of  recommendation  which  he  adopted. 

I  had  one  or  two  interviews  with  Mr  Cawkwell  and  Mr.  Moon,  and 
it  was  finally  arranged  that  I  should  succeed  Mr.  Grew  as  Superintendent 
of  the  Central   District.     One  element  of  doubt  remained  affecting  the 

B.B.K,  existence  as  a  separate  undertaking  of  the  S.  S.  R.,  but  in 
***^^  February,  by  a  considerable  majority  the  offer  of  the 
L  *  K.  w.  R.  ,L.  <fe  N.  W.  was  accepted,  and  at  the  end  of  the  month  by  a 
general  meeting  of  the  proprietors  the  transfer  was  confirmed ,  and  so  an 
end  was  put  to  Mr.  McClean's  lease,  to  the  4  Towns  Agreement,  and  to 
the  award  for  damages  by  Mr.  Locke.  I  believe  the  settlement  was  a 
satisfactory  one  for  Mr.  McClean — certainly  I  never  heard  him  complain ! 

He  had  acquired  and  most  ably  developed  a  large  coalfield  on 
Cannock  Chase  to  which,  among  his  other  undertakings,  he  was  now  able 
to  give  increased  attention,  and  he  appointed  Mr.  J.  N.  Brown,  who  had 
been  the  General  Manager  of  the  Railway,  the  chief  of  the  entire  colliery 
and  its  affairs,  a  position  which  he  held  until  his  death  in  1895. 


CHAPTER  V.     1861. 


Attendance  at  first  Officers'  Gmference — List  of  North  Western  Officers — Opening  Coalport  Branch 
—Leek  Wootton  Bridge — Warwick  Review — ^Joomejs  to  London— Concentration  of  Points  in  Signal  Boxes 
— Traffic  Committee — Entry  of  L.  ft  N.  W.  into  Burton — Removal  firom  Birmingham  to  London — Inspector 
McCann— Opening  Nuneaton  to  Hinckley — Tourist  Programme — Euston  Station — ^Tbc  Southern  District — 
Wohrerton— Old  Rule  Books  and  RegiUations— Bedford's  Old  Records  at  Wolverton — Local  time  as  com- 
pared with  Greenwich  time — Cowper's  Fog  Signals— Train  Protection — Specials  for  the  Press — Com  Law 
Debates — Time  System  Regulations  for  Special  Trains — Telegraphic  Advice  gradually  introduced— Auxiliary 
Signals— Varying  Order»— Police  Signalling— Two  mile  Telegraph  System— Edwin  Clarke's  Report  to 
Captain  Huish — No  Distant  Signals  at  intermediate  Signal  Boxes— Breakdown  to  be  Signalled  by 
Disconnecting  Loop  Wires — Tail  ijunps  on  all  last  Vehicles — Regulations  for  refuge  Sidings— Third  Lines 
— Form  of  Distant  Signals. 

ON  1 8th  March,  1861,  I  attended  my  first  "Officers  Conference''  as  an 
officer  of  the  L.  &  N.  W.  Railway  Co.  On  this  occasion  it  was  held 
in  Birmingham;  they  were  monthly  gatherings,  but  as  far  as  locality 
was  concerned  they  were  "movable  feasts."  The  following 
are  the  names  of  those  who  attended  this  meeting :  out  of  the 
twenty  men  at  the  Conference  table  only  two  or  three  remain 
until  this  present,  but  none  of  them  are  in  office  on  the 
line. 

The  chair  was  generally  taken  by  the  General  Manager, 

but  on  this  occasion  he  appears  to  have    been  absent   and 

his  place    was  filled   by  the   Assistant  General    Manager  who  also  acted 

as  Chief   Goods    Manager  in   the  change    that   was   gradually  arising  at 

Euston. 

Officers  Meeting,  Birmingham,  Mofiday^  i8th  Marchy  1861, 

Mr.  C.  Mason  in  the  chair. 
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Mr.  H.  Bradshaw. 
F.  P.  Broughton. 
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Mr.  Fitzsimons. 
S.  Grew. 
E.  Huntley. 
T.  Kay. 
McConnell. 
R.  S.  Mansel. 
T.  Swinyard,  Secretary, 
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Mr.  T.  C.  Mills. 
Neele. 
D.  Parsons. 

J.  Rigg. 

W.  Robinson. 

D.  Stevenson. 
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These  were  the  Company's  officers  to  whom  I  was  this  day  formally  but 
quietly  introduced ;  Mr.  Grew,  being  present,  made  the  initiation  perhaps  a 
little  constrained. 

Mr.  Bradshaw  was  the  Liverpool  District  Goods  Manager. 

Mr.  F.  P.  Broughton  held  the  like  office   for  Birmingham  and  Coventry. 

Mr.  Bruyeres  was  District  Superintendent  of  the  Southern  Division. 

Mr.  Chauncey  held  the  like  office  for  Lancaster  and  Carlisle  Division. 
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Mr   Comber  was  the  Goods  Manager  of  the  Chester  and  Holyhead  Line 

(Mr.  Binger  was  absent). 
Mr.  C.  Cooper  was  Passenger  Superintendent  of  the  Manchester  and   the 

Yorkshire  district;  Mr.  Kay  was  the  Goods  Manager  of  it. 
Mr.  Fitzsimons  the  Goods  Manager  of  the  Lancaster  and  Carlisle  Division. 
Mr.   Huntley  had  charge  of  the   Goods   Department  for  Wolverhampton, 

Stafford,  and  Crewe. 
Mr.    Dudley    Parsons    held    the    same    position    for    the   Black   Country, 

Birmingham  to  Wolverhampton. 
The  Locomotive  Department  was  represented   by   Mr.   McConnell  for  the 

Wolverton  Division,  and  Mr.  John  Rigg  for  the  Crewe  and  Northern 

Division  on  behalf  of  Mr.  Trevithick. 
Mr.  Mansel  I  have  before  referred  to  as  the  Superintendent  of  the  Liver- 
pool Division. 
Mr.  T.  C.  Mills  was  the  Goods    Manager   of  the   London   District,*  and 

Mr.  David  Stevenson,   who   had   been  his  assistant,   was  now  Acting 

Goods  Manager  for  the  Rugby,  Nuneaton,   and  Northampton  District 

of  the  line. 
Mr.  William    Robinson    was    Station  Master    of    Birmingham,   the    advent 

of    Mr.    Grew    to    superior    office    had    considerably    restricted    Mr. 

Robinson's  former  powers. 
Mr.  Swinyard,  the  Secretary  to  the  Conference  was  one  of  Captain  Huish's 

smartest    lieutenants   in   the   Euston   Offices,    and  at  this  time  took 

considerable  interest  in  the  train  working  of  the  line  generally. 

By  these  gentlemen  I  was  welcomed  as  a  brother  officer,  and  had 
the  privilege  for  years  of  working  in  friendly  relationship. 

At  the  close  of  the  meeting  I  was  summoned  to  meet  Mr.  Moon, 
and  together,  with  Mr.  Charles  Mason,  received  instructions  to  proceed  by 
special  engine  to  Walsall,  and  holding  Mr.  McClean's  autograph  authority 
for  the  transfer,  to  take  official  possession  on  behalf  of  the  London  and 
North  Western  Railway. 

The  office  staff,  which  had  been  appointed  for  Mr.  Grew's 

staff  district,  I  found  a  very   efficient   one ;   the   Chief  Clerk  was 

**  Mr.  W.    Raison,    a    capital    organiser;    Mr.  W.    Sutton    had 

charge  of  the  train  reports;    Mr.   G.   J.   Stoker  was  one  of 

the  relief  clerks;  and  Mr.  McCann  was  Chief  Inspector. 

This  year  was  a  very  busy  and  active  one  for  me :  all  the  stations 
had  to  be  visited,  the  staff  duties  explained  and  understood,  the  signals  at 
each  place  and  mode  of  signalling  discussed  and  noted  in  my  ^^vade 
nucumJ'     Mr  Huntley  had  to  be  taken  over  the   South  Staffordshire  Line 

•  Mr.  T.  C.  Milk  had  commenced  his  railway  career  at  the  "Hen  and  Chicken-" 
Hotel  in  Birmingham  as  a  parcel  clerk,  in  the  same  way  that  Mr.  S.  W.  Brooks  h.id 
at  the  **Swan  with  Two  Necks"  in  London. 
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and  branches  as  the  Goods  Superintendence  of  that  district  was  added  to 
his  other  duties;  in  the  same  way  Mr.  F.  P.  Broughton  had  to  accompany 
me  at  my  station  inspection  so  that  we  might  be  able  to  work  thoroughly 
together  in  the  interest  of  the  Company,  and  from  time  to  time  we  had  to 
deal  with  applications  for  increased  siding  accommodation  for  private  coaU 
wliarves,  etc.,  and  to  make  joint  reports  thereon.  Numerous  meetings  had 
to  be  attended  in  response  to  a  pressure  from  headquarters  requiring  a 
reduction  in  goods  mileage;  these  were  held  sometimes  locally  with 
Messrs.  Parsons  and  F.  P.  Broughton,  sometimes  at  Warrington  which,  since 
Mr.  Norris's  time,  appeared  to  have  been  found  a  convenient  centre.  At  these 
goods  train  classification  meetings  I  derived  very  valuable  assistance 
from  one  whom  the  year  1903  has  removed  from  the  list  of  L.  &  N.  VV. 
officers — Mr.  W.  J.  Guest  Tongue — ^then  located  at  Bushbury,  but  recently 
Goods  Manager  of  the  St.  Helen's  and  Garston  District. 

Bushbury  was  the  point  at  which  the  Grand  Junction  and  Stour 
Valley  working  joined,  and  the  through  classification  of  the  trains  was 
controlled  at  that  place:  Mr.  Tongue  was  just  the  man  to  grasp  the  full 
facts  of  the  requirements,  and  to  indicate  the  needed  alterations. 

The  Central  District,  as  finally  decided  by  Mr.  Cawkwell  to  be 
placed  in  my  hands,  consisted  of  the  following  portions  of  line : — 

Brtent  of  Rugby  to  Birmingham,        -         -     29       miles. 

Central 


DiBtrlot 


Rugby  to  Birmingham, 

-     29 

Rugby  to  Leamington, 

-     15 

Leamington  to  Coventry,     - 

-       8 

Coventry  to  Nuneaton, 

-     10 

Birmingham  to  Bushbury,  S.V. 

-     i4>^ 

Birmingham  to  Stafford,  G.J. 

-     28 

Dudley  to  Wichnor, 

-      23>^ 

Bescot  to  Walsall, 

-       i>4 

Dudley  to  Dudley  Port, 

-    iy2 

Walsall  to  Rugeley, 

-  17 

n 
}> 
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A  somewhat  unexpected  task  was   early  imposed  on  me  by  a  telegram 
requiring  me  to  meet  Captain  Tyler  and  go  over  the  Coalport  Branch  with 

him.     To  me  it  was  entirely   new  ground :   a  single   line   of 

OD01uOS 

Of  way    starting    from    Hadley    on   the    Shropshire    Union  and 

Coalport  traversing  the  mining  district  of  Priors  Lee  and  Oakengates — 
strongly  competitive  with  the  Great  Western — terminating  close 
to  the  River  Severn  at  "  Coalport,"  a  little  place  noted  for  its  manufacture  of 
china :  with  the  assistance  of  the  Contractor,  Mr.  Tate  of  Wamngton,  and 
Mr.  Henshall,  Goods  Agent  at  Oakengates,  the  somewhat  difficult  task  was 
completed ;  and  after  interviews  with  Mr.  Errington,  the  Engineer ;  Stevens, 
who  had  the  signals  in  hand ;  and  Beech,  of  the  Shropshire  Union  who  was 
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of  necessity  consulted  as  to  the  trains  running  into  Wellington ;  we  had  the 
satisfaction  of  announcing  the  opening  of  the  Coalport  Branch,  adding 
eight  miles  to  the  Central  District. 

The  Coalport  Line  was  opened  on  loth  June;  early   next   morning  I 

received  a  telegram,  announcing  that  the  bridge  carrying  the  line  over  the 

cross  roads  at  Leek  Wootton  on  the  Coventry,  Kenilworth,  and  Leamington 

Line  had  fallen  in,  that  the  driver  and  fireman  of  the  eoods 
Cdllaose  . 

0f  engine  under  which  the  bridge  had  collapsed  were  both  killed. 


The  line  between  Kenilworth  and  Milverton — a.  single  line — 
gyj^lg^  was  broken  through,  and  the  high  road  underneath  quite 
blockaded.  Arrangements  had  to  be  made  to  carry  on  the 
traffic  from  Leamington  on  the  one  side,  and  from  Kenilworth  on  the 
other;  it  was  five  days  before  the  road  was  reinstated  for  traffic.  The 
inquest  was  twice  adjourned,  and  was  attended  by  Captain  Tyler,  Mr. 
Cawkwell,  and  the  legal  talent  from  Euston :  the  heavy  engine  had  found 
out  a  weak  place  in  the  bridge,  where  a  crack  in  the  iron  plating  had 
been  attempted  to  be  strengthened  with  fish-phtes,  and  the  engineers  in 
charge  had  a  very  uncomfortable  time  in  prospect  of  the  verdict. 

It  was  fortunate  that  the  line  was  in  thorough  condition  shortly  after, 
for  the  Warwick  Review  which  took  place  in  July :  it  was  a  large  gather- 
ing  and   the    traffic   had   to   be   carried   over    single    lines, 
Warwiek      ^  adopted  a  special  mode  of  working  by  making  the  whole 
B«vlew        of  the   trains  all  forenoon   work  in  one  direction  only,  from 
^ZZ^        Coventry  to  Leamington   and  so  towards  Rugby,  and  in  the 
Uii*         afternoon  and  evening   the   route   was   reversed  and  all   the 
Worklnir       traffic  flowed  in  the  opposite  direction,    a   special   trip  being 
made   by  my    Inspector    McCann   to   collect   and    rearrange 
the  staffs  to  put  the   working   into   ordinary   course  again.     Among   those 
who    visited  Warwick    for    the  review   was   the  Duke   of   Sutherland,    who 
had  succeeded  to  this  title  earlier  in  the  year,  with  whom  I  made  acquain- 
tance for  the  first  time;  he  was  at  that  time  held  in  much  esteem  among 
the  men  along   the   line,    and  I    found  my  Inspector  McCann    looked  on 
him  almost  with  reverence. 

The  frequent  journeys  up  to  London,  alike  in  the  days  of  the  "  Four 
Towns  Agreement "  and  in  my  position  as  Superintendent  in  Birmingham, 

made    one    thoroughly   acquainted    with   the   railway   route, 

^^         its    stories  and  its    scenery ;  the    small    Junction    Station  at 

of  Hampton    led    to    conversation    as    to    the    humble   sphere 

*<"*^         Mr.  All  port  occupied  when  he  commenced  railway  life  there. 

UmdmL       Next    came     the    spring-clothed     cuttings    near     BerkswcU, 

brilliant    with     primroses    and    cowslips;    the     three    noted 

spires  of   Coventry,  and  close  to    the  junction  the  long  viaduct   of  arches 

leading  towards    Nuneaton,  collapsed    and    temporarily  disused;   the  grave 
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old  Station  Master  of  Coventry,  Mclver  by  name,  perambulating  the 
platform  with  his  hands  clasped  behind  him,  and  never  by  any  chance 
speaking  a  word.  And  now,  as  we  near  Rugby  we  pass  a  long  series  of 
poles  capped  by  blue  glass  bell-shaped  insulators  said  to  be  some  new 
design  for  train  telegraphing ;  we  call  at  Rugby  with  its  very  low  platforms ; 
the  main  lines  on  both  sides  being  constructed  with  large  turn-tables,  across 
which  the  trains  "jarr"  on  entering  the  station;  the  up  side  being  the 
Midland  Company's  property  and  terminus :  the  long  tunnel  at  Kilsby  is 
generally  timed  by  us  as  the  gauge  of  speed,  we  pass  under  the  old 
Roman  Watling  Street  while  running  through  the  shorter  tunnel  at 
Stowe  towards  Blisworth,  where  naturally  the  short-sighted  policy  of  the 
the  people  of  Northampton  came  under  review;  then  we  enter  the  deep 
cutting  near  Roade,  in  those  days  always  patrolled  to  guard  against 
mischief  from  falling  portions  of  its  rocky  sides,  which  looked  like 
masonry  but  in  reality  were  very  treacherous ;  in  winter  the  streams 
of  water  from  the  formation  froze  and  fringed  the  cutting  with  splendid 
icicles;  half-way  through  the  cutting  the  engineers  had  carried  across  the 
top  of  the  chasm  a  small  water-course  along  a  narrow  iron  trough  high  above 
the  lines,  along  this  trough  Mr.  Bruyeres  declared,  as  a  positive  fact,  a 
chased  fox  had  passed  and  a  daring  huntsman,  following  on  horseback 
in  hot  pursuit,  had  succeeded  in  safely  crossing  the  line  along  the 
unprotected  water-course  at  that  giddy  height.  The  Blue  Bridge  at 
Wolverton  had  its  tale  of  accident,  one  of  the  earliest  railway  disasters 
having  taken  place  through  a  passenger  train  running  violently  into  the  end 
of  a  loop  line  there;  the  press  at  the  time  admitted  a  most  stupid  sug- 
gestion which  must  have  originated  in  the  brain  of  some  Thames 
Steamer  helmsman,  that  along  all  such  sidings  mooring  posts  should  be 
placed,  and  the  guards  should  be  supplied  with  coils  of  rope  which  they 
might  throw  round  these  posts  and  pay  out  as  the  train  slowed  into  the 
siding.  The  newspaper  cutting  containing  this  brilliant  idea  was  for  years 
carefully  preserved  as  a  curiosity. 

After  Wolverton  came  another  crossing  of  the  old  Roman  Watling 
Street,  close  to  the  site  of  the  public-house  called  Denbigh  Hall  which  was 
the  point  to  which  the  line  of  railway  was  first  opened ;  then  Bletchley  was 
reached,  here  came  into  notice  the  branch  lines  into  Bucks  connecting 
with  both  Oxford  and  Banbury,  and  the  curve  to  the  south  from  those 
lines  by  which  Mr.  Edward  Watkin  hoped  at  one  time  to  retain  the 
Worcester  and  West  Midland  traffic  to  the  North  Western  system  ;  soon 
the  Vale  of  Aylesbury  opens  out  to  be  suddenly  cut  out  of  view  by  the 
long  chalk  cutting,  through  which  we  reach  the  open  again  at  Tring 
Station,  with  the  lofty  column  of  the  Duke  of  Bridgewater  dominating 
Ashridge  Park ;  then  follows  the  rapid  run  on  the  falling  gradient  to  the 
Fouth,  the  light  ballast  flying  all  round  the  train  and  covering  the  helpless 
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passengers  with  grime  and  dust ;  at  length  the  tall  spire  of  Harrow-on-the- 
Hill  IS  seen  on  the  right,  and  the  little  village  station  of  Sudbury  is  passed 
through.  An  early  edition  of  the  Railway  Guide  Book  tells  us  this  is  a 
town  with  considerable  population,  returning  two  members  to  Parliament 
and  having  sundry  market  days — a  record  really  belonging  to  Sudbury  in 
Suffolk — inaccurately  announced  by  the  Editor  of  the  Guide  Book  as 
belonging  to  Sudbury  in  Middlesex. 

Now  we  are  nearing  our  journey's  end,  there  is  no  passenger  station 
at  Willesden  Junction,  at  night  we  look  out  for  the  lights  of  London  which 
dot  the  outlying  villages  as  far  out  as  Kensal  Green.  Primrose  Hill 
tunnel  warns  us  to  get  our  things  together,  and  we  draw  up  at  the  Camden 
ticket  platform  where  the  grave  old  Chief  Collector,  Caldwell,  most 
methodically  and  punctiliously  requires  the  production  of  all  tickets; 
the  distressing  dustiness  of  the  journey  in  dry  weather,  the  wretched 
roof-lamp  surging  with  dirty  oil,  its  lighted  wick  gradually  shaking  down 
into  glimmering  obscurity,  were  the  not  infrequent  concomitants  of  travelling 
in  the  days  anterior  to  granite  chip  ballast.  Pope's  patent  gas,  or  the 
electric  glow  lights,  and  easily  accessible  lavatory  accommodation. 

In  September  of  this  year  (1861),  accompanying  Mr.  Chas.  Mason,  I 
went  to  Stratford  on  '  the  Eastern    Counties    to  see    the  working  of  some 

newly  -  constructed    Junction    Signal    Boxes,    at    which    not 
^  only  were  all  the    point  and  signal   levers  concentrated,  but 

Fointt,  by  means  of  long  rods,  the  junction  points  were  worked 
^^^^^  at  distances  which  heretofore  had  been  considered  out  of 
range.  The  working  was  shown  to  be  satisfactory,  and 
economic;  all  necessity  for  pointsmen  running  about  to  hold  point  levers 
disappeared  at  the  place ;  the  ultimate  result  was  that  Saxby,  whose  idea 
it  was,  received  instructions  to  erect  two  concentrated  Signal  Boxes,  one 
at  the  north  and  one  at  the  south  end  of  New  Street  Station,  Birming- 
ham ;  these,  it  must  be  understood,  were  only  cabins  into  which  the  point 
and  signal  levers  were  brought  close  together  in  a  frame.  There  was  no 
interlocking  at  that  time,  the  working  of  the  fixed  signals  and  the  tele- 
graphing in  the  cabin  had  heretofore  been  done  by  one  set  of  men  at 
New  Street,  with  a  separate  set  of  pointsmen  on  the  ground  acting 
under  their  verbal  instructions. 

At  a  later  date,  in  furtherance  of  the  system  of  concentration,  we  had 
occasion  to  view  the  very  clever  arrangement  which  Mr.  Sinclair,  the  Manager 
of  the  St.  Helen's  Railway,  had  perfected,  whereby  at  Widnes  on  that  line 
the  points  and  signals  of  no  less  than  three  separate  junctions  were  all 
worked  from  one  Junction  Box  and  by  one  man  in  the  cabin,  an 
economic  arrangement  highly  appreciated  by  Mr.  Moon  who  was  the 
active  spirit  on  the  L.  &  N.  W.  Board  and  whose  constant  motto  was 
*' reduce  the  expenses." 
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The  system  which  was  in  force  for  holding  frequent  meetings  of  the 
Directors  in  various  portions  of  the  line  entailed  no  little  travelling. 
Every  month  there  were  sub-committees  for  passing  bills,  sometimes  at 
Birmingham  sometimes  in  London ;  every  month  there  was  a  moveable 
Traffic  Committee  to  be  attended,  sometimes  Manchester,  sometimes 
Liverpool,  or  Birmingham,  or  London ;  it  had  the  advantage  of  making 
the  officers  well  acquainted  with  individual  Directors,  though  occasionally 
some  little  feeling  of  rivalry  between  Northern  and  Southern  was 
traceable. 

On  one  occasion  a  full  gathering  of  the  Directors  took  place  in 
reference    to    the    general    working    of    the    line,    and    Mr.    Moon,    the 

animating  spirit,   who,  on  the   death  of   Admiral   Moorsom, 

Moon         June,  1861,  had  been  elected  chairman  of  the  railway,  gave 

Bieeted       a  strong  address  to  the  assembled  officers,  closing  it,  some- 

what  to  my  discomfort,  by  a  companson  of  what  economies 

I  had    carried  out  as    compared  with    the  work  in    the  other  districts;  of 

course,  I  had   to  put  up   with  some   brotherly  chaff  after  the    sitting  had 

terminated. 

In  the  autumn  of  this  year  the  L.  &  N.  W.  Co.  determined  to 
avail  themselves  of  the  South  Stafford  powers  and  to  run  their  own  goods 

trains    into    Burton-on-Trent    over   the    Midland    rails    from 

First &ito7     Wichnor   Junction;  I   had  been    over  the  sidings  in  Burton 

into  with  Mr.  Charles  Mason,  and  had  received   special  instruc- 

*?2S!*"  ^^°"s  ^^^^  ^^^  ^^'  Stewart  the  Secretary  and  Mr.  Cawk- 
well  on  the  subject.  Times  for  the  proposed  running  of 
the  trains  had  been  submitted  to  the  Midland  Co.,  and  early  on  ist 
•November  I  came  down  from  Birmingham  in  charge  of  the  first  train. 
Arrived  at  Wichnor  Junction  I  was  suprised  to  see  a  large  number  of 
platelayers  about,  two  or  three  engines  in  steam,  and  a  saloon  carriage 
in  the  siding.  One  of  the  engines  with  steam  up  had  attached  to  its 
tender  the  V  crossing  of  the  junction  over  which  we  had  to  pass  to  get 
to  Burton :  Mr.  Needham,  who,  it  appeared,  had  bivouacked  all  night  in 
the  saloon,  came  to  meet  me,  and  on  my  requiring  to  be  allowed  to 
pass  to  Burton  with  our  train  politely  declined  to  give  permission.  I  drew 
forward  on  our  engine  as  far  as  safety  allowed,  claiming  to  proceed.  This 
was  again  refused  ;  there  was  nothing  to  be  done  but  to  retire  from  the  scene 
and  telegraph  result,  awaiting  further  instructions ;  on  asking  Mr.  Needham 
for  what  purpose  the  force  of  Midland  men  was  requisitioned,  he  told  me 
that  it  was  currently  reported  that  the  L.  &  N.  W.  were  coming  down 
with  a  body  of  300  men  and  three  engines  intending  to  force  their  way 
into  Burton,  and  that  it  had  been  determined  to  resist. 

Instructions  came  to  me  by  telegraph;  once  more  at  the  appointed 
time  in  the  afternoon  a  passage  must  be   claimed.     Some   wiser    counsels 
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had  prevailed  at  Derby,  for  when  the  time  came  the  opposing  force  had 
disappeared  and  we  made  a  triumphal  journey  towards  Burton,  the  engine 
driver  taking  the  opportunity  of  sounding  noisy  and  repeated  cock  crows 
on  his  steam  whistle. 

Thus  the  North  Western  made  their  first  entry  into  Burton,  a  town 
even  then  claiming  premier  rank  for  its  vast  beer  traffic,  the  piles  of 
empty  barrels  stacked  in  masses  like  colossal  pyramids  presenting  them- 
selves on  all  sides  to  the  traveller  by  rail;  but  small  in  comparison  with 
its  present  display  of  palatial  establishments  for  offices,  ranges  of  warehouse 
breweries,  rivalling  one  another  in  size  and  altitude,  with  mountains 
of  beer  barrels  piled  in  endless  repetition,  a  ramification  of  railways 
throughout  the  place;  and  noble  churches  owing  their  existence  and 
endowment  to  the  liberality  of  some  of  the  Ale  Kings  whose  fortunes 
have  been  made  in  the  town.  At  the  time  I  speak  of,  when  the  L.  &  N. 
W.  first  entered  Burton,  the  station  was  a  small  one  with  a  level  crossing 
of  the  highroad  at  the  end  of  the  platform  used  both  by  foot  passengers 
and  vehicles,  while  on  the  line  approaching  the  station  a  swingbridge 
had  existed  over  the  canal  which  had  had  its  tale  of  disaster. 

The   close   of  the   year   added   a   small  extra  mileage   to  the   Central 

District,  viz.,  the  first  portion  of  the  South  Leicestershire  Line 

jif  from  Nuneaton  to  Hinckley  four  miles :  a  scheme  had  been 

^onth         submitted  by  Mr.  Bruyeres  for  working  the  line  with  a  sep)arate 

un^  engine.     In    conference  at  Euston,  I   had  considered  that    I 

to  could  work  it   by   extending   the  trips   of  the  Coventry  and 

ut  JftB.  uo.    Nuneaton     service    and    avoid    any    extra    engine ;    the  idea 

exactly  fitted  the  chairman's  notions,  and  the  new  line,  which 

opened  on  ist  January,  1862,  was  added  to  the  Central  District. 

1862.  Works  were  in  progress  at  this  time  for  two  other  small  exten- 
sions :  the  one,  the  line  from  Aston  to  Sutton  Coldfield ;  the  other,  a  couple  oi 
short  links  on  the  South  Stafford  system,  from  Darlaston  to  Wednesbury,  and 
from  Wednesbury  to  Ocker  Hill  and  Princes  End  to  Deepfields.     The  sites  o* 

the  stations  were  fixed  early  in  the  spiing,  and  I  had  fully  ex- 
Xo  pected    that    the   duty   of   opening   those   lines   would   have 

Bnrtoa        fallen  to  my  lot,  but  an  unexpected  summons  to  London   in 
Q^^l^        March,  1862,  brought  an  intimation  that  it  had  been  decided 
Outdoor       to  remove   me   to    Euston    to  occupy   a   new    position   and 
Snperlntondent.  Q^ganj^j^j    a    new    office,    that   of   General    Outdoor    Superin- 
tendent. 

I  left  Birmingham  with  some  degree  of  regret  as  I  had  established 
very  friendly  relations  with  several  residents;  among  them  Dr.  Oliver 
Pemberton,  Mr.  Marigold,  Mr.  Andrews,  (G.  W.  R.,)  Mr.  Wright  (Universe 
Works),  and  the  Messrs.  Thomas  of  the  Birmingham  Cana<.  Mr.  ¥,  P. 
Broughton,  the  Goods  Manager  of  the  District,  had  been  a   very  pleasant 
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comrade.  He  had  acted  as  Secretary  to  the  Goods  Conference  for  some 
years,  but  severed  his  connexion  with  the  Company  at  the  end  of  the 
year  1862. 

My  successor  in  Birmingham  was  Mr.  Walter  Knox  whom  I 
had  of  course  to  show  all  over  the  District,  he  had  been  Mr.  MansePs 
Chief  Assistant  in  Liverpool.  Knox  had  been  conversant  with  railway 
work  from  his  boyhood,  his  father  having  been  the  Chief  Foreman  at  Edge 
Hill  for  many  years.  Walter  Knox  ¥ras  a  very  "smart"  railway  officer, 
but  somewhat  of  a  martinet ;  he  did  not  remain  long  with  the  Company  as  the 
appointment  to  the  post  of  Manager  on  one  of  the  railways  in  India  presented 
itself;  he  accepted  it  and  died  there  after  a  short  period  of  activity. 

My  old  Inspector,  McCann,  did  not  accommodate  himself  to  the 
new  state  of  things,  and  after  a  short  time  sent  in  his  resignation ;  he 
addressed  a  long  letter  full  of  his  grievances  to  the  Duke  of  Sutherland, 
and  getting  no  redress  determined  to  commit  suicide:  he  threw  himself 
in  front  of  a  coming  train  at  Berkswell,  leaving  a  note  on  the  waiting 
room  table,  "  If  you  wish  to  see  courage,  here  it  is."     Poor  McCann ! 

The  new  position  at  Euston  developed  into  my  having  to  take  charge 

of  various  subjects  which  were   not  distinctly  allied  to  any   one  of   the 

j^  districts  and  the  first  pressing  duty  that  came   to   my   hand 

Tourift        was  the  preparation   of  the   Tourist   Programme;  in   this    I 

^^'*^«™°™-    had  the  efficient  aid  of  Mr.  J.  W.  Widdowson  whose  general 

knowledge  of  the  English  and  Scotch  Railway  Systems  stood  me  in  good 

stead  in   this   new   task.     The  Tourist    Progamme   of   1862   was   a   tiny 

pamphlet  as  compared  with  the  broadened  dimensions  it  assumed  as  years 

progressed,  and  the   issue  of  Tourist   Tickets  was   at   the  time   limited  to 

ist  and  2nd  class  with  a  currency  of  only  one  month. 

The  London  Exhibition  of  1862  gave  rise  to  numerous  meetings  as 
to  the  Excursion  concessions,  and  especially  those  for  the  conveyance  of 
large  parties  of  workpeople,  "bodies  of  workmen"  as  they  were  called, 
from  the  Yorkshire  and  Lancashire  manufacturing  and  mining  districts, 
the  terms  for  school  parties  in  the  Manchester  districts  and  for  Whitsun- 
tide trips  had  also  to  be  taken  in  hand;  the  requirements  of  the  Irish 
traders  for  improved  services  for  their  growing  "perishable"  traffic  largely 
affected  the  North  Western  Company,  and  a  determination  on  the  part 
of  some  of  the  companies  to  give  an  ir.creased  3rd  class  service  to  and 
from  London  called  for  watchfulness  all  round. 

The  Euston  station  of  that  day  consisted  only  of  one  arrival  platform, 
with  two  sets  of  turn-tables  upon   both  the  arrival    and  departure   lines. 

The  clatter  incident  on  a  train  coming  in  or  going  out  over 

sution       these  tables   was  annoying,  but   for   years  turn-tables    were 

in  considered  indispensable,  and  both  sets  were  freely  used  for 

the    purpose    of  forming    outgoing  trains,    the    small    four- 
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wheeled  carriages  being  turned  across  the  diagonal  line  of  tables  one  by 
one,  and  the  vans  invariably  being  reversed  so  as  to  have  the  covered 
portion  of  the  vehicle  in  the  right  position  for  travelling.  The  departure 
platforms  were  two  in  number;  the  one  the  main  line  occupying  its 
present  position,  the  other  the  York  platform  before  alluded  to;  the 
glass  roof  was  of  very  low  elevation,  and  the  advent  of  lofty  terminal 
structures  such  as  the  Great  Northern  and  Midland  stations  caused  very 
unfavorable  comments  upon  the  squat  and  shed-like  appearance  of  the 
Euston  roof.  It  was  a  compliment  alike  to  the  excellence  of  the  original 
work  and  to  the  clever  engineering  talent  of  Mr.  William  Baker  to  have 
cured  this  defect  by  raising  this  roof  in  its  entirety  about  six  feet  by  the  in- 
troduction of  pedestals  at  the  base  of  the  old  pillars,  so  that  the  roof  now 
exists  at  a  suitable  and  serviceable  height,  the  work  having  been  done  by 
hydraulic  power  without  entailing  the  slightest  hindrance  to  the  regular 
flow  of  traffic;  it  was  not  till  1872  that  this  elevation  was  carried  out,  and  at 
the  same  time  the  terminus  was  widened  and  two  additional  lines  introduced 
to  accommodate  the  arrival  trains. 

The  line  from  Euston    to  Camden  Canal   Bridge  is  on   a    stiff  rising 
gradient    (i  in  60),  and    the    heavy   outgoing   trains    invariably    took    two 

engines,  the  leading   one  being  a  pilot;   this   pilot   was  for 
gx  years    always  "slipped''    from   the    train   as    it  neared    the 


Canal  Bridge,  and  one  of  the  most  trusted  pointsmen  was 
2i^^M        stationed  at    a   pair    of   facing-points    leading  into   a    short 

siding,  just  beyond  the  bridge,  whose  duty  it  was  to  hold 
the  facing  points  over  so  that  the  "pilot"  engine  should  run  into  the 
siding,  and,  so  soon  as  it  had  passed  clear  of  the  main  line,  to  turn  over 
the  point  handle  and  bring  the  rail  into  readiness  for  the  train  itself,  by 
this  time  close  upon  him;  it  required  careful  handling  so  as  never  to 
move  the  points  till  a  clearance  existed,  and  then  to  rapidly  ensure  a 
firm  road  for  the  passage  of  the  train.  The  task  must  have  been 
rendered  doubly  difficult  from  the  uncertainty  in  the  pointsman's  mind 
as  to  whether  the  engine  in  front  was  going  through  with  the  train  or 
intending  to  pass  to  the  siding,  a  motion  of  the  driver's  hand  to  the  left 
by  day,  and  of  his  hand  kmp  at  night,  indicating  the  latter;  in  the 
absence  of  this  signal  the  pointsman  was  to  allow  the  engine  and  train 
to  proceed  on  the  main  line.  During  the  long  continuance  of  this  practice 
though  the  pilot  engine  once  or  twice  came  to  grief  by  running  too  fast 
into  the  siding  and  against  the  stop  block  at  its  end,  yet  so  far  as  I 
remember  no  accident  to  the  running  train  ever  occurred,  a  singular  fact 
in  connexion  with  so  risky  a  performance. 

All  the  up  trains  called  at  Camden  ticket  platform  for  the  collection 
of  tickets,  and  very  long  delays  occurred  waiting  for  previous  trains  to 
dear  out  of  Euston  arrival  platform.     The  Chief  Collector,  a  staid  trusty  old 
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chap  named  Caldwell  whom  I  have  already  mentioned,  had  been  butler 
to  Mr.  Glyn,  the  Chairman  of  the  Company,  and  was,  I  believe,  the  father 
of  Mr.  Thomas  Caldwell  who  became  Head  of  Audit  Department  in 
succession  to  Mr.  Reay  when  he  was  appointed  Secretary  to  the  Company 
vice  Mr.  Stewart. 

The  name  Camden  really  applied  to  the  adjoining  goods  depot ;  in 
the  time-tables  the  passenger  station  was  described  as  "Camden  for  the 
Dock  lines,"  the  North  London  Line  having  its  terminus  then  called 
"Hampstead  Road"  dose  by,  with  a  train  service  to  both  Poplar  and 
Fenchurch  Street  as  its  East  End  termini;  the  City  Extension  into  Broad 
Street  did  not  come  into  operation  till  ist  December,  1865. 

There  was  no  attempt  to  encourage  short  local  traffic  into  Euston: 
Kilbum  was  the  only  suburban  station  recognized,  as  only  two  down  trains  in 

the  day  stopped  at  Camden ;  Willesden  was  a  small  village 

of  level   crossing   at   which    only   two    or    three    trains    called 

i^ooal         at  times   suitable,  so   it   was    said,  to   the    "Great   Captain 

Passenger      Huish"    whose  house   was   well-known  to    railway  travellers 

Aoosmmodation  of  that  day,  situated  on  the  left  hand    side   of  the  up  line 

very  near  to  the  present  Willesden  Junction  Station. 
Sudbury  and  Hiutow  had  a  very  sparse  service :  as  an  illustration,  on 
one  occasion,  travelling  from  Euston  by  a  train  I  fondly  expected  would 
call  at  Kilbum,  I  found  myself  landed  at  Harrow  about  5  p.m.;  there  was 
no  train  due  back  till  7  p.m.,  an  interval  of  upwards  of  two  hours,  without 
a  train  to  London. 

The  Southern  division  had  been  for  many  years  in  charge  of 
Lieut.  H.  P.  Bruyeres,  noted  as  a  disciplinarian,  with  a  well  drilled 
staff,  thoroughly  trained  to  obey,  but  not  allowed  any  liberty  as  to 
suggestion  for  improvements :  he  was  too  methodical  to  be  progressive, 
and  change  was  distasteful  to  him.  He  was  a  very  pleasant  travelling 
companion,  and  for  every  point  on  the  journey  he  had  some  remembered 
incident,  and  as  to  the  men  some  chatty  anecdote.  Old  Spinks  of  Willesden 
Level  Crossing  he  considered  an  unfortunate  fellow,  as  he  was  always 
meeting  with  one  mishap  after  another;  at  last  the  tidings  came  that  the 
poor  man  had  been  knocked  down  by  an  engine  and  taken  to  the 
hospital ;  after  long  treatment  there  he  was  discharged,  having  as  he  averred 
a  twist  in  his  inside  from  which  he  was  unable  to  walk  erect  as  for- 
merly and  had  to  lean  over  on  one  side :  the  doctors  said  it  was 
incurable  and  he  must  be  thankful  to  have  saved  his  life.  After  some 
months,  for  he  was  allowed  to  resume  work  in  this  state,  the  sad  news 
came  that  poor  Spinks  had  again  been  knocked  down  by  a  shunting 
engine.  Mr.  Bruyeres  fully  expected  this  was  a  fatal  blow,  but  strange  to 
relate  the  blow  had  the  effect  of  removing  the  internal  twist,  and  he 
resumed  work,  as  upright  as  ever,  till  the  end  of  his  days ! 
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The  old  Rule  Books  of  the  Company  bear  the  impress 

Ifcolg         of  Mr.  Bruyeres  hands' ; — thus  the  Station  Master  is  required 

Books.        '4o  take  care  that  all  the  servants  at   his   station  come   on 

j-jjTL-y      duty,  clean  in  their  persons  and  clothes,   shaved,   and   with 

Timcei.        their  shoes  brushed." 

Under  the  head  of  Police  Signals  it  is  laid  down 

I.  When  the  line  is  clear  and  nothing  to  impede  the  progress 
of  the  train,  the  policeman  on  duty  will  stand  erect  with 
his  flag  in  hand  but  shewing  no  signal,  thus — 

4.  If  required  to  stop,  the  red  flag  will  be  shown  and  waved 
to  and  fro;  the  policeman  facing  the  engine. 

6.  As  soon  as  the  engine  passes,  the  policeman  will  bring  his 
flag  to  the  shoulder. 

___  _  Wolverton  Station  at  which  there   happened  to  be  two 

Btatton  ^^  three  signal  posts  in  close  proximity  was  the  place 
The  Tkaisiiig  selected  for  training  Mr.  Bruyeres'  police  in  their  signalling 
duties :  here  was  a  station  at  which  almost  all  trains  then 
stopped  and  the  carrying  out  of  the  signalling  arrangements  was  in 
the  hands  of  a  Mr.  Bedford,*  not  only  at  these  posts  but  through- 
out the  division ;  indeed,  if  any  instructions  to  the  line  had  to  be 
issued,  they  invariably  appear  to  have  been  sent  to  him  from  head- 
quarters, and  by  him  promulgated  to  the  line.  He  was  called  super- 
intendent of  police  (Southern  Division).  Many  of  those  who  have 
become  Chief  Inspectors  or  Station  Masters  of  important  towns  had 
their  introduction  to  Railway  life  at  Wolverton.  Mr.  Preston,  late  Station 
Master  at  Carlisle,  so  commenced  in  1844;  Mr.  Squires,  now  in  charge 
of  Birmingham;  Inspector  Manning  late  in  charge  of  Midland  and 
North  Western  Joint  Line  at  Shakerstone ;  Inspector  Marshall,  recently 
appointed  to  Oxford ;  Mr.  Jupp,  late  Station  Master  at  Euston,  all  these 
had  their  first  start  in  signalling  at  Wolverton,  and  have  learnt  much 
since  those  days. 

Mr.    Bedford    at  Wolverton    kept    a    very    careful    copy    of   all    the 

instructions  and  notices  he  received  from  headquarters,  and  from  its  pages 

p^^j^         I    have    drawn    many    of     the    following    intimations     and 

Bnperlntonent  incidents.     It    is    not  a  little    curious,  now    that    Greenwich 

JJ*^^'*       time  is    universally  adopted   in   England,  to  observe  that  as 

Ordtfiat      l^te  as  1844,  in    the   working   notices    Mr.  Bedford   was   in- 

Wolvarton      structed  to  issue   to  the   line,   the   "  local  time  "  as  well  as 


•  Mr.  Bedford    was  the    father  of  Mr.  Benjamin  Bedford   who  was   for  some  years 
the  District  Manager  of  the  Company  at  Whitehaven. 
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London  time  is 

given;  thus: — 

Time-table  for  the  S}i  p.m.  down  Mail  on  and  after  I2th  April, 

1844— 

Leave  Euston, 

I^ondon  Time 
8.30 

Local  Time. 
8.30 

Arrive  at  Tring, 

•        9.38 

9.34 

Wolverton, 

ia25 

10.20 

Leave  Wolverton,  -        • 

•      ia3o 

10.25 

Arrive  at  Weedon, 

.      11.9 

"3 

Rugby,    - 

11.40 

"33 

Coventry, 

12.8 

12.0 

Qnenwidi 

Birmingham,    - 

.      12.57 

12.50 

Time  M 

Compared  with 

Local  Time 

The  up  running, 
1844,  is  thus  notified- 

commencing 
London  Time. 

Saturday  13th  April, 
Local  Time. 

ItH. 

Leave  Birmingham, 

-          1.5 

12.55 

Arrive  at  Coventry, 

1.45 

1.37 

Rugby, 

2.12 

2-5 

Weedon, 

.           2.45 

2.39 

Wolverton, 

•          3.25 

3.20 

Leave  Wolverton, 

3.32 

3-27 

Arrive  at  Tring,     - 

4. 21 

4.X7 

Camden, 

5.22 

5.22 

Euston,    - 

•           5.32 

5.32 

This    mode   of    announcing    changes    in     running   time    did   not   alone 
touch  mail  trains;  it  referred  equally  to  ordinary  passenger  trains. 

While  the  London  and  Birmingham  Line  was  thus  careful  in  respect 
of  the  difference  between  Greenwich  time  and  local  time  which  was  as 
much  as  seven  minutes  at  Birmingham,  the  Grand  Junction  Line,  in  the 
earliest  Bill  in  my  possession,  dated  August,  1842,  is  quite  silent  as  to 
Greenwich  time  being  kept,  but  as  their  Bill  contained  the  notice  that 
passengers  should  be  at  the  First  Class  Stations  five  minutes  and  at  the 
Second  Class  Stations  ten  minutes  before  the  time  specified  in  the  table, 
this  may  have  met  much  of  the  difficulty. 

The  Grand  Junction  Time  Bill  of  August,    1842,  shews  the  trains  on 

a    singular    system.      The    stations    commencing    with    Birmingham    and 

reading  downwards    appear    in    due   order   in    a    column    in  the   centre : 

-^.        the  times  of  the  trains  are  given  in  columns  right  and  left 

Junctloii       o^    i^    those    for    the    down    trains     from    Birmingham    to 

tlBMUbla     Liverpool  and  Manchester  read  downward  in   the  ordinary 

way,  those  for  the  up  trains  to  Birmingham  read  upwards, 

the  starting  times  of  the  latter  being  at  the  bottom  of  the  columns. 

This  system  has  never  become  acclimatised  in  England ;  if  it  continues 
in  force  on  any  time-tables  it  is  only  to  a  limited  extent,  while  in 
American  and  continental  time-tables  its  use  is  very  general. 

Pint  NoiiM  The  first  notice  in  Mr.  Bedford's  records  as  to  "  Cowper's 

P^l*]^^"       fog  signals  " — then  a  perfect  novelty — is  contained  in  an  order 
signed  by   Mr.  Creed,  the  Secretary  (January,  1845),  ^o   ^^^ 
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effect  that,  in  the  event  of  any  signalman  at  night 

in  rear  of  any  train  which  is  stopped  on  the  main  line  being  "obliged  to  quit 
the  spot,"  he  shall  plant  his  signal  on  the  outside  of  the  line  that  has  been 
obstructed,  and  in  all  occurrences  of  this  character  place  Cowper's  detonating 
fog-signal  on  the  rail  to  be  passed  over  by  the  expected  engine  at  about 
60  yards  distance  in  rear  of  the  red  signal. 

This  general  order,  sqpplicable  to  signalmen  at  night,  Mr.  Bniyeres 
appears  to  have  elaborated,  and  included  guards  in  the  arrangement  by 
day  as  well  as  by  night,  as  they  are  instructed 

to  fix  their  flag  staff  sufficiently  firm  in  the  ground  to  prevent  its  being 
blown  away,  etc.,  and  at  the  next  stopping  station  the  guard  is  to  get 
another  flag  or  lamp,  and  special  steps  are  to  be  taken  to  get  these  articles 
back  to  the  Superintendent's  Office  at  Euston  with  full  reports  of  occurrence. 

The  following  instruction,   as  to   the  regulation  of   trains  in 
Working  on     ^^^  ^f  accident,  was  issued  October,  1846: — 

^5^r     ^  "  In  the   event  of  accident  blocking  one  line  of  rail  and  requiring 

Aooldont,  UH  ^  ^^  trains  to  pass  over  the  other,  the  utmost  caution  must  be 

exercised,  and  no  train  is  to  be  permitted  on  the  wrong  line 
without  a  memorandum  in  writing  from  a  person  in  authority  at  the  spot 
where  the  accident  has  occurred.  So  liable  are  verbal  messages  to  mis- 
interpretation that  should  a  verbal  message  be  received  to  send  a  train 
forward  on  the  opposite  line,  the  messenger  will  be  sent  back  for  a  written 
memorandum  before  the  train  is  allowed  to  move." 

This  precautionary  rule  subsequently  became  incorporated  in  the 
Rule  Books,  but  it  gave  no  instructions  whatever  as  to  the  course  to  be 
adopted  in  conducting  the  traffic  over  the  free  line;  indeed  no  detailed 
regulation  on  the  subject  existed  in  any  Rule  Book  till  it  fell  to  my  lot 
in  the  first  year  of  my  being  at  Euston  to  elaborate  and  include  in  the 
Coy.*s  Rule  Book  a  set  of "  regulations  for  working  the  traffic  of  a  double 
line  over  a  single  line  of  rails,  during  repairs  or  obstruction"  together 
with  the  requisite  forms  for  the  proper  appointment  of  a  pilotman.  These 
special  regulations,  brought  up  to  date  so  far  as  telegraphing  and  piloting 
are  concerned,  I  had  the  satisfaction  subsequently  of  seeing  incorporated 
in  the  standard  Railway  Clearing  House  Regulations. 

Some  of  the  notices  as  to  special  trains,  recorded  in  these  circular:> 
by  Mr.  Bedford,  have  an  interest. 

January  26,  1846. — "A  special  train  for  the  accommodation  of  the  Press 
will  leave  Euston  for  Birmingham  to-morrow  night  the  27th  instant  at  11 
p.m.  or  as  soon  after  as  the  papers  can  be  got  ready."  This  was  on  the 
occasion  of  Sir  Robert  Peel  explaining  the  circumstances  under  which  his 
cabinet  had  retired  from  office,  and  their  subsequent  return  to  it.  Lord 
John  Russell  having  failed  to  form  a  ministry,  and  Sir  Robert  having  to 
announce  his  scheme  of  proposed  measures  in  connection  with  the  abrogation 
of  the  Com  Law. 
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Bpedmli  February  6,    1 846. — Application  has  been  made  by  the  Press   to 

nm  for  the     have  a  special  engine  each  morning  during   the   debate   on  the   Corn 

^'•■*  Laws  to  leave  Euston  at  half-post  three  and  precede  the  early  goods 

Debates^        train — the  train  to  stop  at  Rugby  and  then  proceed  to  Birmingham — 

IMS.  the  express  being  for  Newcastle  as  well  as  for  Liverpool  and  Manchester 

On  Tuesday  morning  next,  the  lOth  instant,  the  first  engine  will  be  required. 

March  2,  1 846. — The  debate  on  the  G)m  question  being  closed,  no  special 
engine  for  the  Press  will  be  required  till  further  orders. 

March  26,  1 864. — A  special  train  for  the  conveyance  of  H.M.  the  Queen 
Dowager  will  leave  Birmingham  for  London  en  route  from  Droitwich  on 
Saturday  next ;  the  train,  consisting  of  sixteen  carriages,  will  leave  Birming- 
ham about  ZI.50,  preceding  the  12  noon  passenger  train  through  to  London, 
and  may  be  expected  to  arrive  at  Euston  about  quarter  past  4  o'clock 

July   28,    1846. — Notice   has    been    received    that    His 

^^J^         Royal    Highness    Prince    Albert    will    travel    by    rail    from 

for  London  to  Liverpool  on  Thursday  next,  30th  inst.     Engine 

f^^        power  will  be  required  to  convey  the  special  train   to  leave 

Euston   station   at   6    a.m. — H.R.H.    must    have    been    an 

early  riser — and  reach  Birmingham  at  8.50   "local  time." 

H.R.H.  proposes  to  return  by  special  train  from  Liverpool  on  the  following 
day,  Friday,  at  4  p^m. — the  train  may  be  expected  at  Birmingham  by  6.45, 
when  an  engine  will  have  to  be  in  readiness  to  bring  it  forward  at  once 
to  London  reaching  the  Euston  Station  at  quarter  before  la 

The  Prince's  next  recorded  journey  was  from  London  to  York  via  Rugby 
on  1 2th  July,  1848 ;  on  tliis  occasion  his  train  leaves  Euston  at  8.55  a.m.  and  is 

"to  run  at  express  speed  and  be  due  at  Rugby  at  ix  o'clock, — and  the 
9.0  a.m.  express  train  to  Edinburgh  is  to  travel  with  caution  being  so 
immediately  in  the  rear  of  the  Prince's  special  train,  and  is  not  to  arrive 
at  Rugby  until  11. 10  a.m ;  the  third  class  and  carriage  trains  are  also  to 
have  sufHcient  engine  power  to  keep  their  time,  in  order  that  the  line  may 
be  clear  to  allow  the  Royal  train  to  pass  without  check." 

In  the  following  year,  17th  April,  1849,  the  Prince   appears  to  have 

started   from   Watford,    and   the   train  by    which    he    travelled    preceded 

the   9  a.m.  Express  to   Rugby,   the   latter  train   running  as  before  under 

caution :    the   return  journey  is  made  via  Peterborough  and 

^^  Northampton  to  London  and  the  instructions  contain  the  first 

to  notice  of  any  use  of  the  telegraph  for  regulating  train  move- 

Tttlegraikhio     ments.     It  is  laid  down — "In  the  event  of  the   Royal   train 
Tidings, 
2819.  being  rather  later  and    the    5.45  (Birmingham  train)  to  time 

the    Guard    and    Driver   of   that    train    will   be   directed   at 

VVolverton   to   shunt  either  at   Leighton   or  Tring  according  to  telegraphic 

noticey 

I'his  is  the  dawn  of  a  marked  advance  in  regulating  the  train 
running  which  is  at  the  present  time  carried  out  to  perfection ;  but  at  the 
date  in  question  the  standard  order  had  been  "shunting  when  overtaken," 
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or  "  all  goods  trains  must  shunt  when  overtaken,"  the  second  train  in  these 
cases  always  doing  its  best  to  come  up  to  the  one  in  advance  before  it 
could  get  away  from  the  station  ahead.  Occasionally  some  special  steps 
to  secure  conformity  are  laid  down;  here  is  an  example,  20th  May,  1848. — 

"A  Special  Exoirsion  is  expected  to  arrive  at  Rugby  before  the  8.45  a.m. 
passenger  train  from  Liverpool  has  left;  if  so,  it  is  to  follow  the  latter 
train  through  to  Euston,  and  Mr.  Grew  is  to  send  written  instructions  to 
Loighton  by  tJu  GWon/of  the  8.45  train,  that  the  10.  a.m.  goods  is  to  remain 
at  Lei^ton  until  the  special  has  passed. 

Should,  however,  the  special  not  have  arrived  at  Rugby  on  the  departure  of  the 
8.45  train,  Mr.  Grew  must  send  instructions  that  the  goods  is  to  leave 
Leighton  as  on  ordinary  occasions,  shunting  when  overtaken  by  the  special 
to  allow  that  train  to  pass. 

"The  8.45  Liverpool  train  is  to  be  ordered  to  slacken  speed  on  passing 
Leighton  that  the  guard  may  drop  a  note  to  Mr.  Miller  advising  him 
whether  the  goods  are   to  proceed  or  follow   the  excursion  train." 

Two  or  three  words  of  the  Telegraphic  Code  from  Rugby  to  Leighton 
to-day  will  do  all  that  is  needed  and  ensure  uninterrupted  running. 

In  the  notice  of  the  running  of  an  ironstone   train  from  Bugbrook  to 

Birmingham,  in  August,  1853,  it  is  laid  down  that  when  the  empty  engine 

ttupiiM^r       to  take  away  the   ironstone   train   passes    Weedon    the   red 

^xn^g^oLKB^A  signals  for  the  up  line  are  to  be  put  on    until  such  time  as 

gigw^initg      it  is  likelv  to    have  shunted   across  to  the  ironstone  siding; 

IS'^  a  singular  system  of  time  signalling. 

Again  here  is  the  way  the  principal  morning  express  is  dealt  with, 
October,  1853 — 

"  Give  instructions  to  the  policeman  in  charge  of  the  main  down  line  signal  at 
Wolverton  to  stop  the  9  a.m.  down  express  every  day,  and  tell  the  driver 
and  guard  how  long  the  3rd  class  train  has  left.'' 

_,      -  I  have  before  alluded  to    the  question    of   Auxiliary  or 

AnzillaiT      distant  signals    and  the    importance  their   indications    really 

"•i2«i?^*     had  and  still  have   on   safe  working;  a  perusal  of  some   of 

these    Bruyeres  -  Bedford  instructions  sheds   a   singular  light 

on  the  development  of  these  signals  thus — 

Jcmuary^  1846. — The  trains  including  luggage  and  ballast  are  now  so  close  upon 
each  other  to  avoid  risk  of  collision  the  police  regulation  to  turn  on  the 
green  signal  for  10  minutes  on  the  passing  of  a  train  will  be  cancelled  and 
the  following  order  substituted.  On  the  passing  of  a  train,  the  red  signal 
is  to  be  turned  on  for  5  minutes  then  turned  oiT,  and  the  green  turned  on 
for  5  minutes  longer,  at  the  expiration  of  those  10  minutes  the  line  is 
considered  clear  and  no  precautionary  signal  shown.  The  green  signal  only 
will  be  sufficient  to  turn  on  on  the  passing  of  an  engine  without  a  train. 

February  20,  1 846. — It  appears  the  police  at  signal  posts  are  laboring  under 
error :  when  they   have    to   stop    a  train  and  turn   on   their   red   board    or 
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light  for  that  purpose  they  must  not  turn  it  off  again  and  put  on  the  green 
as  is  now  done  at  some  stations,  but  keep  it  on  until  the  train  has  stopped, 
the  place  of  stopping  being  some  distance  behind  the  signal ;  the  drivers  in 
several  instances  lately  have  been  deceived  and  gone   on  without  stopping. 

The  following  notice  (24th  February,  1846),  as  to  the  colours  of  the 
auxiliary  signal,  is  not  quite  clear,  it  is  to  be  hoped  that  the  drivers 
understood  it — 

"  The  fan  or  arm  of  the  auxiliary  signal  at  Cheddington,  Leighton,  Roade, 
Blisworth,  and  Weedon  are  repainting  to  a  yellow  colour  which  will  be 
more  discernible  than  green,  the  ground  colour  is  obliged  to  be  nearly  red, 
the  signal  will,  however,  continue  to  be  shewn  for  the  assistance  of  the 
drivers,  although  it  is  not  intended  they  should  stop  thereat  but  come  on 
as  heretofore  as  &r  as  the  stationery  post,  when  the  policeman  will  tell 
them  why  the  train  has  been  stopped." 

The  following,  copied  from  an  American  Paper  of  1899,  will  shew 
.hat  there  are  still  those  who  are  willing  to  adopt  yellow  for  signal  arms 
ind  signal  lights: — 

The  New  York,  New  Haven,  and  Hartford  Railroad  G)mpany  have  adopted  yellow 
for  "caution"  in  their  signals.  The  home  signals  show  a  red  light  for  "stop"  and 
a  green  light  for  "  clear,"  and  the  distant  signals  show  a  yellow  light  for  "  caution," 
and  a  green  light  for  "clear."  The  arms  of  the  distant  signals  are  painted  yellow, 
with  a  black  stripe.  Formerly  white  was  the  colour  for  "clear"  and  green  the  colour 
for  "caution."  The  reasons  for  the  change  are  traceable  to  an  accident  at  Whittenton 
Junction,  Mass.,  last  autumn,  in  which  an  engineer  mistook  a  white  light  displayed  on 
a  crossing  gate  for  the  safety  indication  of  a  signal,  subsequent  investigation  havii^^ 
shown  that  the  signal  was  displayed  in  the  danger  position  but  the  light  of  the  lantern 
had  gone  out  In  the  annual  report  of  the  Massachusetts  railroad  commissioners, 
recently  published,  it  b  recommended  that  the  use  of  white  for  a  safety  signal  be 
discontinued. 

In  February,  1848,  the  Secretary,  Mr.  Creed,  raises  the  question  as  to 
the  necessity  of  some  of  the  auxiliary  signals,  and  Mr.  Bruyeres  and  the 
manager  decide  on  withdrawing  several  and  arranging  that  others  are  only 
to  be  used  in  hazy  weather.  Weedon  is  however  retained  as  one  of  the 
places  where  the  auxiliary  for  the  up  line  must  continue  to  be  worked 
"as  at  present."  This  station  appears  to  have  been  the  source  of  much 
Weedon  trouble  in  the  signalling  as  the  No.  i  auxiliary  is  supplemented 
SignaUinff.  \yy  another  further  North,  this  latter  is  always  to  be  kept 
at  danger  and  only  turned  off  on  the  approach  of  a  train. 

This  place  might  well  deserve  extra  caution,  for  the  withdrawal  of  the 
bridge  over  the  small  military  branch  of  the  canal  entailed  the  entire 
removal  of  the  line  of  railway  and  left  a  complete  chasm  on  the  railway 
while  the  canal  was  in  use,  the  most  stringent  regulations  being  necessary 
to  ensure  safety.  The  draw-bridge  still  exists,  but  only  goods  shunting 
engines  now  cross  it  as  the  diversion  of  the  lines  in  connexion  with  the 
Daventry  Branch  was  wisely  utilised  by  the  Engineer  of  the  railway,  Mr. 
F.  Stevenson,  to  get  rid  of  the  impediment  entirely,  and  thus  enabled  the 
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whole  series  of  protecting  signalling  codes  to  be  abrogated  in  favor  of  the 
ordinary  arrangements. 

The  variations  in  the  use  of  the  distant  signals  appear  to  have 
continued  throughout  1854  and  1855,  for  in  November,  1854,  a  general 
order  is  issued  that  "auxiliary  signals  are  now  made  to  shew  red  as  well 
as  green.  In  all  ordinary  cases  of  the  main  signal  shewing  red  in  order 
that  an  engine  is  to  stop  at  the  main  signal,  the  auxiliary  as  heretofore 
is  only  to  shew  green,  it  being  understood  that  when  the  auxiliary  is 
green,  the  main  signal  is  red  (Rule  13,  page  16  of  the  printed  Regulations), 
but  when  a  train  is  stopping  at  the  station  and  extending  beyond  the 
main  signal,  or  any  other  obstruction  on  the  main  line  between  the  main 
signal  and  auxiliary,  the  auxiliary  is  to  be  made  a  positive  signal  and 
turned  on  to  red,  and  when  necessary  the  policeman  is  to  go  back  witii 
his  hand  signal  to  give  the  drivers  of  following  engines  verbal  instructions." 

Two  years  later  these  instructions  were  followed  by  a  General  Order 
throughout  the  line  (on  22nd  November    1856,)  to  the  effect  that 

"The  auxiliary  or    distant  signals  are  always    to  shew  the  same  as  the  main 

signals,  that  is,  when  the  main  signal  is  at  'danger*  the  distant  signal  is  to  be  at 

"danger,"  and  when  the  main  signal  is  'all  right'    the    distant   signal   is  to   be 
•aU  right.'" 

Within  a  fortnight  of  the  issue  of  this  last  order  Mr.  Bruyeres  appears  to 
have  made  a  night  journey  over  a  portion  of  his  district,  and  he  finds 
the  Inspectors  have  issued  the  circulars  as  to  the  new  use  of  the  distant 
signals,  but  have  given  no  orders  to  light  the  lamps  at  night ;  at  several 
of  the  stations  this  state  of  things  existed,  and  in  a  very  caustic  letter  to 
his  heutenant,  Bedford,  he  very  pertinently  says — 

"  Now  let  me  ask  you  how  the  auxiliary  signal  can  shew  a  red  light  same  as  the 

main  signal  if  the  lamp  be  not  lighted?    If  Inspector  be   in  fault  he  ought  to 

be  dismissed  as  totally  unfit  for  his  duty,  etc.,  etc. 

"  At  Marston  Green  the  policeman  on  duty  was  improperly  dressed,  had  on  a  cap 
not  his  uniform  hat." 

This  latter  was  one  of  the  subjects  which  would  sadly  go  against  the 
military  grain  of  Mr.  Bruyeres — a  previous  lecture  that  he  had  given  to 
the  long  suffering  Bedford  brought  from  the  latter  a  very  strong  caution 
to  the  staff,  regretting 

"how  much  the  police  are  falling  off  in  their  general  appearance,  and  standing 
to  salute  trains  when  passing  them  they  are  not  near  so  clean  and  neat  in  their 
appearance,  hair  too  long,  collar  Nos.  and  buttons  not  clean  as  they  ought  to  be. 
"  I  expect  at  all  times  to  see  both  flags  on  the  left  shoulder  and  heels  together ; 
I  hope  the  men  will  feel  more  pride  in  themselves  than  to  give  me  an  opportunity 
to  report  them." 

7 
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Among  the  other  orders  for  the  police  (November,  '50)  it  is  laid  down 

that 

**The  police  on  duty  at  stations  are  to  sound  their  whistles  on  the  approach  of 
all  engines  and  trains  whether  timed  to  stop  or  not" 

The  police  signalling  the  Une  were  furnished  with  huts  as  nearly  as 

possible  resembling  the  soldier's  sentry  box,  and  it  was  their  duty  to  come 

p^^j^^        out  of  the  hut  and  after  putting  on  or  off  the  signals  to 

Sentry        stand  close  to  the  line  shewing  a  flag  or  light  corresponding 

'^'^•■'        with  that  shewn  on  the  signal  post.     Indeed  Mr.  Eruyeres 

would  seem  to   have  preferred  signalmen  to  signal  posts,  for  he  writes,  on 

December,  1855,  to  Mr.  Bedford — 


"  I  see  no  necessity  for  an  auxiUary  signal  from  the  Midland  Junction, 
Peterborough  ;  order  the  policeman  at  Woodstone  Wharf  always  to  show  his  green 
or  caution  signal  (except  when  there  is  occasion  for  him  to  shew  his  danger),  and  he 
becomes  an  auxiliary." 

The  only  reference  I  can  trace   to  any  raised  signal    box  is   a  notice 

to  the  men  at  Wolverton  Blue  Bridge  (20th  October,  '55)  instructing  them 

that 

"On  the  engine  of  a  down  goods  train  passing  the  auxiliary  signal,  the 
policeman  on  duty  at  the  Blue  Bridge  b  to  turn  the  auxiliary  signal  on  red  before 
descending  to  the  points  to  turn  the  train  into  the  siding." 

With  reference  to    the  length    or  weight  of  trains  run  on    the  line,  a 
communication  is  made  under  date  of  27th  March,  1854 — 

'*A  special  train  is  ordered  to  be  run  to  convey  'Hughes'  Establishment'  from 
Birmingham  to  Euston  at  8  a.m.  arriving  in  London  about  2  o'clock,  the  train  will 
consist  of  about  43  vehicles." 

Further,  on    26th    July,  1854,  in   advising    Mr.  Bedford    of   an    intended 
division  of  a  train  for  summer  traffic,  it  is  stated  that 

**the  6.30  a.m.  train  this   morning  had  50  carriages  on,   considerably   more  than  is 
convenient  or  proper  to  attach  to  any  one  train." 

About  the  end  of  1855,  there  came  into   operation    on   the  Southern 
Division  a   system  of  telegraph  signalling,  generally  known  as  the  "Two 

mile  telegraph  system  " ;  this  was  then  peculiar  to  the  L.  & 

i|v^i^         N.  W.,  and  was  the  precursor  of  the  block  system.     Had 

Ttttograph      the  directors  been  bold  enough  to  have  stipulated  that,  upon 

•ivUm        j^    adoption,  no  two    trains  should  ever    be  allowed    to  be 

Xntroduood     within  one  section;  it  would  have  made  a  great  success,  but 

**  the  connecting    together  of   the    time  system   with    the  two 


mile  sections  and  allowing  one  train  to  follow  at  a  fixed 
time  interval  resulted  in  many  mishaps  from  collisions  in  the  rear,  so  that 
it  foiled  to  afford  the  security  that  was  sanguinely  hoped  for  by  its  author, 
Mr.  Edwin  Clarke,  and  from  time  to  time  suffered  keen  criticism  at  the 
hands  of  Captain  Tyler. 
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Mr.  Edwin  Clarke's  rq)ort  to  Captain  Huish  is  dated 
January,  1854.  As  the  pamphlet  itself  is  "very  scarce," 
and  as  the  proposals  it  contained  proved  the  germinal  point  of 
abnost  all  train  telegraph  systems  in  the  kingdom,  I  venture 
to  reproduce  it  somewhat  in  detail.  He  commenced  by 
explaining  the  difficulty  of  having  a  chain  of  stations  all 
connected  on  one  speaking-wire,  shewing  that  if  stations, 
say  A  to  K,  are  so  treated,  any  two  intermediate  stations  on  same  wire 
conversing  would  deprive  those  at  the  terminus  from  sending  messages. 

Diagram  i — 


JaniuuT,  UBl 


ABCDEFGHIK 
By  Diagram  3,   if  trains  are  to  be  simultaneously  signalled  then  instruments 
must  be  duplicated  thus — 

o — o  0—0  0—0  0—0  o— -o  0—0  o — o  o — o  0—0 
ABCDE       FGH        IK 
and  the  telegraph  would  be  useless  for  all   practical  purposes  between  A 
and  K. 

Ultimately  he  recommends — 

Diagram  4,  as  meeting  the  difficulty  both  of  sending  throu^^h-messages  and 
train  signalling: — 

Wire  I,  o — o        o o o o  o o       o 0—0 

Wire  3,  o o o 

Wire  3,   o — o  0—0  o — o  0—0  0—0  0—0  0—0  o — o  0—0 
ABC        DEFG       HIK 

Having  dealt  with  the  advisability  of  introducing  a  service  of  through  wires 
for  message,  he  comes  to  the  question  of  train  signalling.  After  referring  to  some 
Continental  modes,  he  mentions,  as  "one  of  the  most  perfect  Railway  Telegraphs 
in  this  country"  that  (already  alluded  to  by  me)  between  Norwich  and  Yarmouth 
(Mr.  Cooke's)  for  working  a  single  line.  The  cost  of  this  system,  if  applied  to  a 
double  line,  he  rightly  calls  "enormous,"  as  it  required  as  many  wires  as  there 
were  stations.  He  then  comes  to  his  own  recommendation;  to  divide  the  line  into 
convenient  sections,  length  varying  from  one  to  five  miles  according  to  trafBc;  in 
most  cases  the  signal  stations  to  be  at  the  existing  railway  stations  and  under  the 
control  of  the  Station  Master;  each  station  to  be  provided  with  a  semaphore  and 
two  telegraphic  instruments,  one  referring  to  the  up  side  of  the  station  and  one  to 
the  down  side  section;  the  dial  and  needles  were  to  be  thus  marked^ 
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These  telegraph  needles  were  to  be  kept  "blocked"  over,  either  to  one  side  or 
the  other  by  the  signalmen,  a  wedge  or  block  of  wood  under  the  handle  gave  rise 
to  the  expression  block  at  first,  though  it  is  self-evident  how  easily  afterwards  the 
expression  "block  signal  post"  would  adapt  itself  to  the  whole  work  and  system. 
Mr.  Clarke  proceeds  to  explain  his  modus  operandi  by  shewing  if  signalman  at  A 
saw  that  the  signalman  at  B  indicated  to  him  "line  clear,"  he  would  not  hesitate 
to  let  a  train  pass  on  to  the  next  section  towards  B,  immediately  he  had  done  so  he 
is  to  gain  the  attention  of  B  by  vibrating  the  needle  and  indicating  that  a  train 
has  passed  on  to  his  section,  then  B  is  to  change  his  needle  over  to  the  left  or 
"line  blocked,"  thus  indicating  to  A  that  his  signals  have  been  correctly  under- 
stood. When  the  train  approaches  B  he  again  reverses  his  needle  to  the  right, 
informing  A  that  the  line  is  clear ;  he,  at  the  same  time,  perceives  by  the  indication 
of  the  needle  belonging  to  C  that  the  next  succeeding  portion  of  the  line  is  clear 
and  allows  the  train  to  proceed  onwards  without  interruption,  but  at  the  same  time 
calls  C  and,  having  signalled  the  progress  of  the  train  towards  him,  does  not  rest 
till  he  perceives  that  C  has  changed  his  needle  over  to  the  left  or  "line  blocked." 

Mr.  Clarke  goes  on  to  say  that,  in  the  event  of  any  stoppage  or  accident  to  a 
train  in  one  of  the  sections,  not  only  would  the  fact  become  speedily  known  at  both 
the  neighbouring  stations  by  its  non-appearance,  but  the  line  would  be  guarded 
behind  it  notwithstanding  even  the  neglect  of  the  guards.  If  the  train  ran  off  the 
line  in  such  a  manner  as  to  obstruct  the  other  line  of  rails  the  officers  in  charge 
would  be  instructed,  in  addition  to  the  usual  precautions,  to  destroy  at  once  one  or 
both  of  the  telegraph  wires  in  order  to  prevent  the  passage  of  any  other  train 
along  the  line;  for  this  purpose  these  wires  would  always  be  placed  lowermost  on 
the  telegraph  poles,  the  wires  also  corresponding  in  position  with  the  respective 
rails  to  which  they  belong ;  this  severance  of  the  telegraph  wire  would  cause  the 
needle  of  the  telegraph  instrument  to  become  vertical,  and  at  once  intimate  a 
blockage  of  the  line  to  the  signalman  in  charge. 

Mr.  Edwin  Clarke,  in  his  report,  then  sketches  the  possibility  of  extending  at 
stations  the  signalling  wire  in  connection  with  the  needle  instrument  along  the 
line  in  the  direction  of  the  approaching  train  to  the  distance  of  about  a  mile, 
there  to  terminate  in  a  light  rod  of  iron  stretched  horizontally  on  insulated 
supports  between  the  line  of  rails  extending  for  a  length  of  203  yards  or  more; 
in  the  guard's  van  of  every  train  might  be  placed  an  indicating  dial  with  a 
needle  capable  of  deflection  to  j^^^^^^.  ^^  "€^^  ®'  ^o  ^^  ^^^^  connected 
with  a  light  suspended  metallic  J^  >^**n.  ^^  frame  hanging  loosely  beneath  the 
carriage,  so  as  to  touch  the/7  ■to#Kto/iw^  ^longitudinal  rod  of  iron  before 
described.  On  approaching  all  l  v  /  j/^^^^^'^  ^^^  indication  given  by  this 
needle  would  be  observed,  andV^  ^^}^  Jf  if  "line  clear"  were  shewn  the 
train  might  unhesitatingly,  in  ^^^  ^^^^  any  state  of  weather,  pass  through 
the  station  at  full  speed  with-  out  any  stoppage. 

This  latter  portion  of  Mr.  Edwin  Clarke's  scheme  appears  to  have 
fallen  still-bom.  Had  the  idea  been  extended,  so  that  the  indication  would 
have  been  given  to  the  driver  on  the  engine-plate,  there  would  have  been 
more  prospect  of  success;  but  for  some  unknown  reason  the  guard's  van 
has  been  assumed  by  many  inventors  to  be  the  spot  most  ready  or  suit- 
able for  communications  of  this  description:  the  retarding  power  in  the 
hands  of  the  guard,,  in  1854,  was  small  indeed. 
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In  closing  his  report  upon  the  whole  proposal,  he  admits  that    it  will 
be  "extremely  costly,"  but — 

"Without  advising  or  recommending  so  formidable  a  system  throughout  the 
line,  it  may  be  matter  for  consideration  whether  some  portion  may  not  be 
worked  on  such  a  principle." 

In  order  to  make  clear  his  plan,  he  includes  the  following  Diagrams : — 
Let  a  needle  to  the  right  signify  as  usual,  **  Line  clear."        f  jf   \ 

A  needle  to  the  left,  "Blocked 


■® 


A  needle   vertical  that  some  accident  has  occurred   either  to 
the  Train  or  Telegraph. 


Let  a  semaphore  closed,  signify   to   an  approaching  train  that 
the  next  length  is  "All  Clear" 


0 


II 


Let  a  semaphore  half-closed  indicate  to  an  approaching  train 
that  there  is  another  train  on  the  next  length. 


Let  a  semaphore  wide  open  stop  a  train  as  usual. 


The  semaphores  to  be  replaced  by  colored  lamps  at  night  as  usual. 
Let  A  B  C  D  represent  the  successive  stations  on  a  down  line,  the  up  line  signals 

being  omitted  in  the  following  diagrams. 
The    position  '  of   the    instruments  and   semaphores,    supposing    the    line  to    be  all 

clear,  will  be  as  follows  :^ 


Diagram  i. 


/ 


I 


/ 


B 


C 


D 


It  must  be  observed  that  the  signal  clerk  at  A  has  fixed  the  two  needles  (a) 
•(a)  to  line  clear,  having  received  information  from  B  of  tne  passage  of  any  previous 
train  :  similarly  B  is  holding  (b)  (b)  over,  and  generally  the  small  letters  indicate 
the  operator. 

Lai  a  train  start  from  A  and  the  following  will  be  the  position  of  the  signals:^ 


86 


RAILWAY   REMINISCENCES. 


Diagram  2. 


A 


h 


ABODE 

A  raises  his  semaphore,  calls  B  by  removix^  needle  to  the  left,  and  agitating 
it  to  the  left  till  B  holds  it  over  to  the  left,  or  **  Line  Blocked,"  as  in  the 
Diagram  (2) ;  B  raises  semaphore,  and  when  the  train  passes,  B  calls  C  till  C  holds 
the  needle  over  to  "  Line  Blocked."  On  the  other  needle  B  tells  A  the  train  has 
passed,  or  calls  him  till  he  holds  the  needle  to  "  Line  Olear,"  and  A  drops  his 
semaphore. 

Diagram  3. 


/. 


m 


A  B  C  D 

Diagram  4. — Train  has  passed  0  and  another  entered  at  A;  B  has  been  called 
by  0  to  hold  over  '*  Line  Olear,"  and  has  lowered  his  semaphore  ;  B  has  also 
been  called  by  A  to  hold  over  Line  Blocked ;  A  and  0  have  raised  semaphores : 


/ 


f^ 


K 


_ra 


\ 


/ 


B 


D 


This  would  be  the  regular  routine  of  work,  and  however  complicated  it  may 
read,  if  we  attend  to  B's  duties  exclusively  we  shall  find  them  extremely  simple  : 
either  he  b  calUd  by  A  (diagram  2)  and  holds  his  needle  over  accordingly  ;  or 
secondly  he  sees  the  train,  raises  the  semaphore,  and,  calling  both  stations,  tells  A 
the  train  has  passed  and  0  the  train  is  coming  (diagram  3). 

It  will  be  at  once  perceived  that  if,  in  Diagram  4,  a  second  train  should  pass 
A  before  the  first  has  passed  B  that  no  inconvenience  will  arise :  the  first  train 
learning  that  all  b  clear  will  run  on  as  fast  as  possible  over  the  district,  while  the 
second  train,  learning  that  there  is  another  ahead,  will  proceed  cautiously  and  give 
the  first  more  chance  of  getting  clear  away.     The  signals   would  be  managed  as  follows 


Diagram  5. 


A 


/ 


A 


A 


c 


A  having  admitted  the  first  train,  and  raised  the  semaphore  and  called  to 
B  to  hold  over  **  Line  Blocked,"  sees  the  second  train  approaching ;  if  it  is  too 
near  the  next,  he  may  stop  it  by  raising  the  semaphore  at  right  angles,  if  not 
he  lets  it  enter  with  the  signal  that  there  is  a  train  ahead,  the  train  consequently 
moves   with    caution.     In  the  meantime  the  first  train  passes   B,  but    when    on  it 
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doing  so  B  calls  on  A  to  put  on  the  "  Line  Clear "  A  immediately  replies  that 
there  is  a  second  train  and  that  B  must  still  keep  on  *'  Line  Biocked."  This 
would  be  the  case  with  a  third  train,  etc.,  and  the  number  of  the  trains  may  be 
indicated  by  the  motions  of  the  needle. 

He  closes  his  report  with  a  strong  appeal  for  uniformity  in  all  details, 
whether  mechanical  or  executive,  so  as  to  ensure  a  complete  understanding 
through  the  whole  railway  communication  of  the  country;  all  instruments 
upon  every  line  should  correspond  in  their  minutest  details,  etc.,  a  similar 
combination  should  be  extended  to  the  rules  and  regulations  laid  down 
for  the  working  of  the  Telegraph;  and  he  goes  on  to  submit  a  code  of 
rules  for  Captain  Huish's  consideration. 

The  Directors  of  the  L.  &  N.  W.  agreed  to  adopt  the  system,  and 
it  came  into  force  with  very  slight  modifications,  on  the  Southern  Division 
only ;  the  lettering  on  the  dial  was  altered,  "  Train  on  Line,"  becoming  the 
left  hand  signal;  "Line  Clear"  the  right  hand;  and  at  the  top  needle 
vertical  indicated  "  Line  Blocked." 

The  closing  paragraph  in  Mr.  Clarke's  preface  to  the  system  of 
train  signals  will  shew  how  near  to  an  absolute  block  system  the  author 
ventured  to  come. 

"  It  will  be  observed  that  in  the  following  system  it  has  not  been  thought  desirable 
to  forbid  two  trains  entering  on  the  same  length  of  line  between  the  signal 
stations ;  it  is  however  evident,  that  if  the  stations  are  placed  sufficiently  near 
together  to  avoid  delays  from  stoppages,  that  by  such  an  arrangement  all  accidents 
from  collisions  will  be  quite  impossible,  and  in  this  case  the  caution  signal  will 
be  entirely  cancelled." 

In  the    instructions  to    the    engine    drivers    we    find    the    following, 
order  as  to  indicating  obstruction  on  the  line : — 

**  Should  your  train  break  down  and  obstruct  either  the  up  or  down  line,  yocr 
will  immediately  proceed  to  the  nearest  telegraph  post,  having  white  porcelain 
insulators,  and  by  disconnecting  both  the  railway  wires  in  the  manner  that  will 
be  explained,  you  will  give  notice  of  the  obstruction  so  that  all  other  trains  will 
be  cautioned :  but  you  will  not  neglect,  in  addition,  the  usual  precautions  taken 
in  such  cases  to  stop  approaching  trains. 

"You  will  observe  that  every  alternate  post  has  a  special  description  ol 
insulators,  easily  recognised  for  the  purpose  of  disconnecting  the  wires." 

It  will  be  seen  that  these  telegraph  regulations  formed  a  remarkable 
fonvard  movement  in  the  control  of  railway  train  running,  and  were 
thoroughly  thought  out  and  elaborated  by  practical  minds.  I  believe  Mr. 
Preece,  now  Sir  William,  late  of  the  General  Post  Office,  was  the  "coDa- 
borateur "  of  Mr.  Clarke  in  their  initiation ;  :n  theory  they  approached  per- 
fection, but  many  instances  of  accidents,  occurring  imder  their  regime, 
showed  their  weak  points  and  should  have  led  to  their  improvement  earlier 
than  was  actually  the  case  ;  the  first  weak  point  was  the  practice  of  admitting 
or  rather  interjecting  the  train  without  the  prior  concurrence  of  the  man  at 
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the  other  end,  the  previous  signal  of  "  Line  Clear "  being  taken  as  authority. 
Again,  one,  two,  or  three  trains  could  thus  be  interjected;  count  was  lost, 
"Line  Clear"  forwarded  when  all  the  interjected  trains  were  erroneously 
supposed  to  have  been  signalled  as  passed,  and  trains  uncautioned  entered 
at  full  speed  an  occupied  section.  Various  plans  in  which  both  Mr.  Newman 
and  Mr.  S.  M.  Martin,  District  Officers  of  the  Electric  Telegraph  Company 
took  much  interest,  were  adopted  from  time  to  lime,  such  as  slates  on 
which  the  order  of  the  entering  trains  was  noted  and  one  by  one  crossed  off, 
or  subsequently  small  frames  with  pegs  "one"  "two"  "three"  for  the 
signalled  trains ;  but  it  took  many  years  of  close  watching  and  gradual 
modification  to  bring  about  the  much  needed  improvements.  In  the  meantime 
the  uniformity  for  which  Mr.  Clarke  argued  failed  entirely  to  be  appreciated  by 
railway  authorities,  and  each  of  the  leading  lines,  as  telegraph  sectional  working 
was  gradually  adopted,  brought  into  use  its  own  separate  system,  and  in  long 
years  afterwards  these  variations  gave  rise  to  many  difficulties  for  the  Railway 
Superintendents  to  tackle  when  attempt  at  uniformity  was  made. 

Although  the  two  mile  telegraph  system  came  into  force  on  tiie 
London  and  North  Western  Line,  it  was  by  no  means  enthusiastically 
supported  by  tlie  Company's  Manager  in  the  first  instance. 

In  1856  Captain  Huish,  hesitating  as  to  the  utility  of  the  system,  writes 
to  the  Board  of  Trade  that  the  telegraph  instruments  have  been  ver>-  much 
iiffected,  making  short  circuits  work  independently  ;  especially  as  regards  the 
bells,  much  derangement  having  taken  pbce  through  thunder-storms, 

been    mote  (requenilf    alTected    than  he    thinks  should    b: 
ith  the  unerring  ccilamly  such  a  system  should  possess." 

The  adoption  of  the  improved  electrical  appliances  of  the  lightning 
bridge  and  of  placing  the  batteries  in  a  covered  place ;  of  insuring  the 
handles  being  in  such  a  position  when  out  of  use  as  to  give  no  interpolated 
signals,  etc.,  gradually  gave  the  needed  sense  of  security  in  the  system ; 
but  the  want  of  skill  and  want  of  knowledge  on  the  part  of  Wolvertor. 
trained  signalmen  at  first  resulted  in  unexpected  developments.  One  of 
Mr.  Bruyeres'  stories  narrated  how,  between  two  of  the  signal  boxes  near 
London,  failures  were  frequent,  the  one  signalman  being  charged  with 
inattention,  the  other  with  giving  confusing  signals.  Determined  to  dis- 
cover the  cause,  one  man  decided  to  walk  from  his  own  signal  box  10  the 
other  to  catch  his  comrade  ^'flagrante  delicto."  In  vain!  the  signals  were 
in  perfect  working  order.  Again  and  again  the  same  result ;  at  last,  how- 
over,  it  was  discovered  that  the  one  man  was  in  the  habit  of  having  a 
4  o'clock  tea  brought  to  his  signal  box;  the  friendly  kettle  was  placed 
ever  the  battery,  and  a  short  circuit  was  set  op  which  intercepted  all 
signals  and  was  the  active  cause  of  the  irregularities. 

The  telegraph  instructions,  as  drafted  by  Mr.  Edwin  Clarke,  appear  to 
have  been  issued  to  the  line  througli  Mr.  Bedford,  but  as  might  naturally  be 
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expected  as  weak  points  developed  themselves,  circulars  were  issued  to  the 
signalmen  and  staff  with  a  view  to  correct  the  deficiencies. 

For  some  reason,  when  this  two  mile  telegraph  system  was  commenced, 
it  was  not  considered  necessary  to  have  any  distant  signals  whatever  at 
those  intermediate  telegraph  posts  which  were  introduced  between  stations, 
and  much  of  the  irregularity  that  occurred  in  connection  with  the  new 
system  arose  from  this  fact. 

The  regulations  for  these  men  laid  down  that: — 

The  Telegraph  Station  Policemsn  will  keep  their  needles  held  over  to  "Train  on  line " 
until  a  train  has  completely  passed  by  ;  and  diould  they  observe  from  the  appearance 
of  the  passing  train  that  it  is  going  slowly,  or  likely  to  fail,  they  will  still  keep  their 
needle  in  that  position,  and  not  give  the  signal  back  **  Line  Clear"  until  time  has  been 
allowed  for  the  slow  train  to  make  some  progress  over  the  succeeding  link. 

The  police  in  charge  of  the  train  telegraph  instruments  and  signals,  when  they 
have  to  caution  enginemen  on  passing,  are  to  use  the  same  words  as  are  indicated  on  the 
instruments,  that  is  "Train  on  Line"  or  "Line  Blocked"  as  the  case  maybe.  But 
the  police  at  the  telegraph  post  between  stations  are  not  to  have  any  hand  lamp  in  their 
hand.  As  the  train  passes  they  are  to  be  outside  their  hut,  and  show  nothing  but  the 
main  signal,  except  during  a  fog,  when  they  are  to  use  the  hand  lamp  in  addition  to 
their  signal,  taking  care  that  the  hand  lamp  shows  the  same  as  the  main  signals. 

gnn4l  Sand  glasses  constructed  to  run  for  three  or  five  minutes 

^■■■•i.       were  provided  for  the  men  to  be  turned  on  to  work  on  the 
^ —  passage   of  an  engine  or    train  so  that    the   men  might    be 

iBdieatod^    sure  of  the   proper  time   interval  in   signalling,   both  clocks 
▼  wiTM  with   and  watches  being  thus  economically  dispensed  with. 
j^^^^  The    provisions    for  indicating    obstruction  on    the  line 

by  breaking  the  wires,  referred  to  in  Mr.  Edwin  Clarke's 
system,  was  an  arrangement  well  calculated  for  increasing  safety  in  con- 
nection with  the  introduction  of  the  "  two  mile  telegraph  system ";  it 
was  improved  upon  by  furnishing  throughout  the  division  V  shaped  loops 
of  wire  brought  down  in  connection  with  the  train  telegraph  wire  so  as 
to  be  within  easy  reach  of  guards  or  breaksmen;  then  in  case  of  failure 
or  disaster,  the  men  could  at  once  proceed  to  the  loops,  and  by  breaking 
the  wire,  made  purposely  thin  at  those  places,  cause  the  telegraph  circuit 
to  be  instantly  interrupted,  the  needles  at  the  two  ends  of  any  section 
would  at  once  cease  working  and  automatically  show  the  signal  "  line 
blocked " ;  there  were  two  loops  on  each  post — the  one  on  the  down  side 
of  the  post  referred  to  the  down  line,  the  one  on  the  up  side  of  the 
post  referred  to  the  up  line;  prompt  action  on  the  part  of  the  guard 
thus  enabled  him  to  signify  "  line  blocked  "  for  one  or  both  lines  of  raihvay, 
and  by  this  means  instant  intelligence  could  be  given  of  a  blockade  of 
the  line  opposite  to  that  on  which  his  train  might  be  running,  a  very 
manifest  advantage  in  protecting  the  line,  although  of  course  the  information 
as  to  "line  blocked"  could  only  be  serviceable  in  case  any  approaching 
train  had  not  already  entered  the  section  unwarned. 
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In  the  Rule  Book  of  1867  diagrams  were  introduced  shewing  the  urange- 
ment  of  loops  for  the  up  line,  the  down  line,  and  the  third  01  up  goods  line. 


Pole  «■  fijnd  00  down 


Sketch  No.  1,-65.  The  Iwo  lowest  Telegmph  witra  ue  Ihe  Train  Telegraph 
wires,  and  are  fixed  one  on  each  tide  of  the  Telegraph  Pole,  the  wire  on 
the  Dowa  Line  side  of  the  pole  being  the  wire  for  the  Down  Tnins.  and 
the  wire  on  the  Up  Line  side  that  for  the  Up  Tralia.  CeiUin  Telegraph 
Poles  have  a  special  description  of  Insulator,  belonging  to  these  two  lower 
wires,  with  a  loop  of  wire  joining  them,  as  shewn  in  the  sketch  No.   1. 

Sketch  No.  t. — 66.  For  the  Third  Line,  between  Bletchley  and  London,  a 
separate  Wire  is  provided ;  and,  likewise  in  other  places,  where  Ibere  may 
be  more  than  two  runniitg  Lines,  a  separate  Wire  is  provided  for  each 
additional  Line  or  Lines,  the  Wires  referrii^  to  the  Up  Lines  bcin^ 
always  on  the  Up  side  of  the  Poles,  and  those  referring  to  the  Down 
Lines  on  the  Down  side  of  ttie  Poles.  The  loops  referrir^  to  the  outcr- 
RiiKt  Lines  are  the  outermost  loops;  those  referring  to  the  two  Main  Lines 
being  always  the  inner  loops— that  is  to  say,  the  Insulators  to  which  the 
loops  for  the  Main  Lines  are  alt^hcd  are  (hose  nearest  the  Pole,  as  shewn 
in  sketch  No.  x. 

However  beneficial  the  idea  might  have  been,  the  arrangement,  as  extra 
lines  opened,  became  cumbersome,  and  numerous  complaints  as  to 
"contacts"  interfering  with  proper  telegraph  working  arose  so  that  at 
length  the  whole  loop  system  was  abandoned;  it  had  never  been  adopted 
outside  the  Southern  Division,  except  experimentally  on  the  Birkenhead 
Line  between  Chester  and  MoUington  where  it  had  a  short-lived  existence. 
The  whole  of  the  trains  on  the  division  were  accustomed  on  account 
of  the  tunnels  to  carry  a  lighted  tail  lamp  on  the  la.st  carriage,  and  very 
serviceable  use  was  made  of  this  arrangement  by  adopting  it  as  the 
criterion  of  completeness  of  ihe  train  and  the  proof  that  no  vehicle  had 
become  detached  on  the  road.  A  rule  on  the  point  was  protnu'gated  in 
November,  1856. 

On  a  train  passing  a  telegraph  post  without  the  tail  tamp  on  (he  last  carriage,  the 
policeman  on  duty  will  telegraph  onwards  "  Train  on  Line,"  but  he  will  not  telegraph 
back  to  the  last  post  "Une  Clear"  but  continue  his  rtccdle  blocked  "Train  on  Lioe"  until 
the  ncit  (rain  paisiis  him  complete  that  he  may  feel  satisfied  that  the  line  is  dcu. 
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This  provision  of  a  tail  lamp  on  the  last  vehicle  was  subsequently  extended 
throughout  the  line,  so  that  by  day  as  well  as  by  night  the  signalmen  might  be 

assured  that  the  train  was  complete  that  no  vehicles  had  become 
"^^  ^SuA^      detached  on  the  road,  so  that  the  order  to  carry  a  tail  lamp 
Y^txtkB.       lighted  by  night  and  unlighted  by  day  became  the  standard 
rule;  it  was  accepted  by  the  Railway  Superintendents  and  found 
its  way  into  the  Clearing  House  Regulations,  although  some  of  the  lines  pre- 
ferred to  carry  a  red  target  with  L.  V.  (last  vehicle)  painted  thereon.     In  order 
to  obviate  the  complaint  that  in  some  positions  the  signalmen  were  unable 
to  see  the  tail  lamp  at  night,  a  simple  but  effective  plan  was  adopted  of  intro- 
ducing in  the  lamp  frame  a  couple  of  side  lenses  so  that  the  gleam  of  the  light 
might  be  plainly  observable  at  the  side  of  the  line  for  each  passing  train. 

By  a  circular  of  Captain  Iluish's,  dated  29th  February, 

atSldlxig.       ^^5^>  ^^  ^^  ^^®  fi^'  reference  to  safety  points  in  connection 

with  sidings :  it  intimates  that  a  short  length  of  siding  with  points 

open  for  this  short  siding  has  been  laid  down    at  the  end  of  the  through 

sidings  at  Watford,  Tring,  Leighton,  Bletchley,    and   Blisworth   to   prevent 

engines  from  entering  upon  the  main  line  without  the  points  being  shifted. 

A  single  engine  being  in  the  siding,  and  having  to  enter  on  the  main  line,  the 
points  will  have  to  be  worked  by  the  fireman,  after  permission  has  been  received 
from  the  policeman  on  duty,  according  to  order. 

A  train  having  to  leave  the  siding  to  enter  upon  the  main  line,  the  points  will 
have  to  be  worked  by  the  guard  or  brakesman,  after  he  has  received  permission 
from  the  station-master  to  start. 

The  enginemen  are  to  be  careful,  in  starting  their  trains,  that  they  do  not  get 
into  speed  until  receiving  the  signal  from  the  guard  that  he  is  in  his  brake-van. 

Prior  to  these  safety  points  being  introduced,  the  Bruyeres-Bedford  Order 
ran,  14th  November,   1855 : — 

"Remind  your  foremen  and  shunting  porters  they  are  not  to  give  directions, 
either  by  signal  or  otherwise,  for  an  engine  to  enter  upon  the  main  line  at  the  far 
end  of  the  through  sidings  without  the  verbal  consent  of  the  policeman  in  charge 
of  the  station  main  signal,  so  that  the  telegraph  notice  may  be  sent  forward  to  the 
next  telegraph  station,  and   the  main  line  signals  turned  on  to  danger. 

Q^jjjjj^  It  was  not  till  1858  (ist  July),  that  any  portion  of  the  up 

of  np  3rd  or  goods  line  was  completed  and  opened  for  traffic ;   it 

w*«tod  commenced  at  Watford,  with  facing  points  nearly  opposite  the 

to  station-master's  house,  and  extended  to  the  north  of  Primrose 


Hill,  nm  tunnel.     There  was  also  a  4th  line  on  downside  from  the 
1st  July,  1868. 

latter  point  to  West  London  Junction  (now  Willesden):   the 

3rd  line  was  subsequently  extended  as  far  north  as  Bletchley,  and  was  carried 

through  the  long  tunnels  at  Watford  and  Primrose   Hill  without  an  actual 

junction   of  rails  to  the  up  passenger  line,  but   in    the   way  the   American 

engineers  call  a  "gauntlet,"  the  lines  lying  close  together,  ** hugging  each  other" 

through  the  tunnels  and  then  widening  out  to  the  ordinary  distance. 
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The  3rd  line  was  furnished  with  facing  points  for  the  purpose  of  connecting 
with  the  main  up  passenger  line  when  needed;  these  facing  points  were 
ordered  to  be  kept  "cottered  open  "  for  the  third  line,  and  only  to  be 
unfastened  when  a  train  had  to  pass  to  or  from  the  passenger  line. 

The  trains  running  on  this  third  line  were  appointed  to 

Lights        maintain  an  uniform  speed  of  15  miles  an  hour,  and  had  to 

^^^  carry  in  front  a  distinctive  board  by  day  and  a  green  light  by 

night,  those  on  the  passenger  lines  having  only  a  white  light. 

The  brake-vans  on  the  3rd  line  carried  2  red  side-lights  and  a  green  tail  lamp. 

The  signals  for  the  goods  lines  were  to  be  semaphores,  in  most  places  erected 
abreast  of  the  passenger  line  signals,  but  without  any  distant  signal  except  at  the 
terminal  north  of  Primrose  Hill  tunnel.  The  passenger  line  signals  were 
to  remain  with  the  auxiliary  or  distant  signals  therefrom,  as  lofty  "disc" 
shaped  signals. : 

At  night,  of  course,  the  distinction  between  disc  and  semaphore  would  not 
be  perceptible,  so  the  following  complication  was  introduced  : — "  At  night 
the  goods  line  signal  post  is  distinguished  by  a  fixed  green  light,  placed 
immediately  below  the  lamp,  that  will  shew  either  a  red  or  a  white  light, 
according  as  the  trains  are  to  stop  or  proceed."     (July  i,  1858.) 

It  is  curious  to  observe  that,  while  throughout  the  whole  of  the  northern 
portion  of  the  line,  the  semaphore  was  adopted  both  at  main  and  at  distant 
signals,  yet  in  the  southern  division  the  standard  signal  adopted  was  the 
disc  on  masts  as  lofty  as  the  semaphores ;  these  discs,  no  matter  whether 
painted  red  or  white,  shewed  alike  for  the  up  and  down  line,  and  against  a  sky 
line  or  in  the  dusk,  no  difference  would  be  perceptible  to  drivers  in  the  matter 
of  colour.  To  get  over  this  difficulty,  the  pkn  was  adopted  of  adding  a  cross- 
bar below  the  disc,  the  cross-bar  having  at  its  ends  a  couple  of  short  arms,  thus : — 


2 


For  the  up  line  the  c.rms  arc  turned  up  P — " — H 

cFfn 


For  the  down  line  they  were  turned  down 


It  was  at  best  a  poor  make-shift,  and  the  "  survival  of  the  fittest "  ere 
long  established  the  simple  semaphore  as  the  standard  type  along  the  whole 
line  both  for  main  and  distant  signals  ;  those  foi  the  relief  or  extra  lines  being 
distinguished  by  a  ring  on  the  semaphore  arm — 


CHAPTER  VI.        1862—1863. 

Exhibition  of  z86a:  Exconion  Arrangements  with  Competitive  Companies  ~ Accident  at  Market 
Harboro',  August,  186a— 8oath>Westem  route,  only  Line  connecting  North  and  South  of  Thames- 
Mr.  Archibald  Scott's  Reminiscences— Punch's  Line  to  Shepherd's  Bush  ~  West  London  Extension  Railway- 
Octuple  Agreement— English  and  Scotch  Agreement,  and  Train  Service— Conductors— Preston  Sution 
North  Union  Line -Maudbuids  Crossings— Carlisle  Station— Lancaster  and  Carlisle  Line— Fumess 
Railway—  Morccambe  —  Blackpool—  Holyhead  —  Dublin  Steamers  —  Chester  and  Holyhead  Line- 
Manchester  District,  Joint  Lines  and  running  powers— Sundedge  Tunnel  -  Pilot  Staff  working— Dbtrict 
OfRoers* 


THE  sketch  of  affairs  in  the  Southern    Division  will   give  a  fair  idea 
of  the   circumstances   in   which  I  found  myself,  on  coming  up  to 
Euston,  in  the  new  capacity  of  Outdoor  Superintendent  of  the  Line. 

The  negotiations  with  other  lines  of  railway,  except  locally  in  this 
division,  had  not  been  dealt  with  by  any  specially  appointed  officer,  and  I 
now  received  instructions  to  attend  many  Conferences  and  Committees,  at 
which  I  was  a  novice  and  had  cautiously  to  feel  my  way.  Questions 
such  as  the  charges  for  perishable  market  produce  from  Dublin,  Belfast, 
etc.,  by  "  Van  Parcel  "  rates ;  Irish  fares,  Scotch  fares,  and  Welsh  fares ; 
those  competitive  with  the  Great  Western,  the  Lancashire  and  Yorkshire, 
and  the  Midland,  alike  for  ordinary  traffic,  Tourist,  Harvestmen,  &c.,  all  had 
to  be  dealt  with  at  various  Conferences,  some  held  monthly,  some 
quarterly,  some  spasmodically.  At  all  it  was  expected  that  the  North 
Western  representative  should  be  to  the  fore  ;  and  amid  them  all  the 
Lancashire  lad's  notion,  that  "his  duty  towards  his  neighbour,"  was  to 
"  keep  his  oie  on  him,"  became  very  generally  applicable.  The  journeys  to 
attend  these  Conferences,  and  the  discussions  as  to  competitive  routes  and 
places,  afforded  valuable  lessons  in  railway  geography  not  generally  attainable. 

In  addition  to  attendance  at  such  meetings,  it  was  frequently  my  lot 
to  be  told  off  to  accompany  any  visitors  of  distinction  who  might  be 
travelling  over  the  line.  Prince  Oscar,  of  Sweden,  having  Colonel  Kingscote 
in  attendance,  in  May,  1862,  travelled  from  Birmingham  to  Crewe,  and 
visited  the  Works  there,  thence  he  proceeded  to  Bangor,  and  after 
inspecting  the  Menai  and  Britannia  Bridges,  and  going  over  the  Govern- 
ment Harbour  Works  at  Holyhead,  returned  by  special  train  to  Birkenhead. 
In  the  same  month,  the  Japanese  Ambassador  travelled  on  the  line,  and 
on  the  1 6th  May,  I  had  my  first  experience  of  a  journey  in  actual  charge 
of  Royalty,  as  Prince  Leopold  travelled  by  the  Limited  Mail  from  Euston 
to  Carlisle,  going  towards  the  North ;  and  in  the  following  week  I 
was  instructed  to  attend  at  Bristol,  and  thence  take  charge  of  the  through 
carriage,  run  for  Prince  Arthur  and  his  equerry.  Major  Elphinstone,  to 
Carlisle.  The  Viceroy  of  Egypt  visited  England  in  July,  and  required  a 
special  train  to  Liverpool ;  and  I  had  to  accompany  him  throughout  his 
visits  to  Liverpool  and  Manchester. 
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In  August,  1862,  the  Queen,  returning  from  Scotland,  travelled  by 
the  North-Western  from  Carlisle ;  and  on  the  next  day  I  had  to  take 
charge  of  the  journey  of  the  Princess  Hohenlohe,  who,  for  some  reason, 
left  the  Royal  train  at  Carlisle.  Mr.  Cawkwell,  the  General  Manager,  was 
at  this  time  accustomed  to  accompany  the  Royal  train  on  the  occasion 
of  Her  Majesty  travelling,  and  the  whole  arrangements  were  placed  in  his 
hands,  by  correspondence  with  General  Grey,  even  to  very  small  details. 
Indeed,  my  first  mission  in  connection  with  these  Royal  trains  was, 
under  his  instructions,  to  arrange  with  the  Great  Western  Company's 
Station  Master  at  Leamington,  as  to  tea  for  Her  Majesty  and  suite,  on 
the  down  journey  in  the  spring  of  this  year. 

1862.        To  the  Exhibition  of  1862,  the  London  and  North-Western 

Company  sent   two  of  their  locomotive  engines,  one,  "Caithness,"  from 

Bzbibitlon     Wolverton ;  the  other  the  noted  "  Lady  of  the  Lake,"  from  Crewe 

of  (Ramsbottom) ;  the  latter  held  the  distinction  of  the  prize  medal. 

**^  At  the  meetings  called  to  settle  the  terms  for  the  conveyance  of 

"  Bodies  of  Work  people,"  in  connection  with  this  Exhibition  and  for  Excursion 
arrangements  generally,  I  made  the  acquaintance  of  Mr.  Seymour  Clarke, 
General  Manager  of  the  Great  Northern,  and  again  came  into  touch 
with  Mr.  Allport.  The  London  and  North-Westem,  Great  Western 
Great  Northern,  and  Manchester,  Sheffield,  and  Lincolnshire,  were  all 
bound  by  a  mutual  agreement  as  to  the  Excursion  fares  to  London ;  and 
any  attempt  to  depart  from  agreed  figures  was  most  zealously  watched. 
Pressure  for  some  reduction  came  from  large  works  in  Lancashire, 
desirous  of  taking  their  employes  to  the  Exhibition  in  train  loads  ; 
the  Northern  Companies  were  willing  to  make  some  concession,  but  it  was 
necessary  to  obtain  the  concurrence  of  the  Great  Western  Company ;  at 
one  of  the  Conferences  I  was  instructed  with  Mr.  Allen  (then  chief  clerk 
to  Mr.  Kelley,  who  had  become  Great  Western  Railway  Superintendent 
at  Paddington)  to  find  Mr.  Saunders  at  Westminster,  and  endeavour  to 
obtain  his  consent,  as  Manager  of  the  Great  Western  Line,  to  the  proposed 
terms.  He  was  obdurate.  "  I  could  have  told  you  so,"  said  Mr. 
Cawkwell,  when  I  returned  from  my  mission.  Unprogressiveness  seemed 
the  distinguishing  mark  of  Paddington  at  that  time  ! 

The  annexed  table  will  shew  the  extent  to  which  Excursion  facilities 
had  at  that  time  been  granted,  and  the  regulations  in  force  between  the 
Companies.  These  regulations  were  the  basis  on  which  subsequent  competitive 
Excursion  arrangements  were  founded,  but  year  by  year  further  extensions  of 
time  and  greater  liberality  in  fares  were  conceded.  Much  diversity  of  view 
existed  among  the  Managers,  as  to  the  advantages  of  encouraging 
Excursions,  some  considering  they  impaired  the  receipts  from  ordinary 
traffic,  while  others  viewed  them  as  furnishing  entirely  new  revenue. 
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The  diversity  that  existed  in  the  Rules  and  Rule  Books  of  the  vanous 

Companies,  came  very  frequently  under  review  through  accidents  occurring, 

BnleBookB.    ^^  which    the    drivers    were    shewn    to    have  been  dealing 

Diymitv      ^^^^    systems  of  working  which  differed,    to  some  practical 

of  extent,     with    that    laid    down    in    their    own    Company's 

^'^^^       Rule     Book,    and     the     Inspectors     of     the     Board     ok 

Trade  naturally  commented  on  the  diversity. 

On  2nd  September,  1861,  a  very  serious  accident  took  place  near 
Kentish  Town  Station,  16  passengers  being  killed,  and  317  injured.  This 
took  place  at  a  Ballast  siding  unprotected  by  signals ;  an  Excursion 
train,  allowed  to  travel  in  advance  of  its  appointed  time,  running  into  a 
Ballast  train  crossing  the  line.  The  Excursion  train  was  one  of  the  North 
London  Company,  the  Ballast  train  and  the  Station  Master  were  those 
of  the  London  and  North-Western  Railway.  The  North  London  man 
had  no  London  and  North-Western  Rule  Book. 

On  28th  August,  1862,  at  Market  Harboro',  the  second  portion  of  a 
Midland  Excursion  ran  into  the  front  portion,  while  the  latter  was  taking 
water  at  the  station.  The  station  was  worked  under  London  and  North- 
Western  Rules,  the  drivers  had  only  Midland  Rule  Books,  but  the  main 
debate  between  the  Companies  turned  on  the  question  of  the  light  shewn 
by  the  distant  signal,  which  was  the  only  protection  the  first  portion 
had.  Mr.  Bruyeres  completely  cleared  his  people  from  neglect,  in  spite 
of  the  energetic  action  taken  by  the  Midland  Railway  Company  through  their 
chief  officers,  Mr.  Needham  and  Mr.  Markham.  I  may  mention  that 
Mr.  Rich  (recently  of  Euston)  was  Station  Master  at  Market  Harboro'  at 
the  time,  and  Mr.  Humphreys  (late  of  Crewe)  was  one  of  the  Station 
employes  also. 

In  the  autumn  of  1862,  Mr.  Swinyard,  decided  upon  leaving  the  North 

Western  Line,  having  been  offered  the  influential  position  of 

rttlrement.     ^^^^^^  Manager  for  the  Great  Western  Railway  of  Canada. 

Mr  Viner      ^^  ^^^  ^  ^^^^  successful  career  in  that  country  as  a  railway 

Secretary  to    officer,  but   finally  attached   himself  to   one   of  the  thriving 

OflloerB'  Con-   telegraph    companies    of   the    Dominion.       His    position    as 

Secretary  to  the  Officers*  Conference  was,  after  a  short  mter- 

regnum  during  which  I  acted,  taken   by  Mr.   Lewis   H.  Viner,   who  had 

also  been  one  of  Captain  Huish's  staff. 

There  were  some  new  lines  near  London  about  to  open  this  year 
(1862).      One    was   the    Watford    and   Rickmansworth   Railway,  a  private 

enterprise    of    Lord    Ebury's.      I   had   the  honour    of   one 

Watford  and  or    two    interviews    with    him    prior    to    the    opening,    on 

worth  Une,    November  ist,  it  having  been  arranged  that  we  should  work 

op«n*d       the  line.     The  other,  which  I  walked  over  in  company  with 

'''*         Mr.  Swinyard,  was  called  the  West  London  Extension   Line. 

It  was  laid  with  the  mixed  gauge,  both  broad  and  narrow.     Its  owner- 
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ship  was  of  a  veiy  composite  character :     one-third  of    the  capital  was 

found  by  the   London  and  North-Western,  one-third  by  the 

^iS^Sm*   ^^^^^  Western,  one-sixth  by  the  London  and  Brighton  Line, 

Baiiway.      ^^^  ^^^  remaining  sixth  by  the  London  and  South-Western 

Company.      On  this  occasion  we  could  only  proceed  as  far 

as  Battersea  Bridge,  which  was  not  quite  completed. 

This  line  was  a  continuation  of  the  "  West  London "  from 
Kensington    Southward  —  absorbing     the    old    Kensington    Canal,    which 

entered  the  Thames  at  Chelsea  Creek  —  and  by  its  opening 

Oommnnloa-    *^^    ^^^    direct    railway    communication    between    the   lines 

turn  North     North  of  the  Thames  and  those  South  of  it  was  obtained; 

^Thiimo!^   the  only  connection  previously  existing  by  railway  had  been 

via  VVillesden,  or,    "Old  Oak"  sidings,  as  they  were  called, 

from  the  London  and  North-Western  Line  to  the  South-Westem  at  Kew. 

Mr.  Archibald  Scott,  in  his  letter  to  me  (dated  15th  August,  1895),  m 

answer  to  one  or  two  points  I  had  put  to  him,  gave  me  the  following  resume 

of  his  personal  recollections  : — 

There  was  no  connection   between  North    and    South,  through    or  near    London, 

until    the    North    and   South-Westem    Line   from  Willesden  to  Old  Kew  Junction  was 

Mr.  Arohiteld   ^P^*^^  about  1854.     >\hen  it  was  ready  for  opening,  I  went  to  Mr.  T. 

Icott'i  Latter    C.  Mills,  at  Camden.     He  said,  as  there  was  no  traffic  to  go  over  the 

ai  to  the       Junction  Line,  there  wns  no  necessity  for  making  any  arrangements,  and 

abOTe.  yrhaX  little  traffic  there  was  from  North  to  South,  he  preferred  to  cart  through 

London.  I  replied,  then  I  suppose  I  may  work  the  Junction  Line  for  Goods  Traffic  as  I 
pleased,  and  he  said,  certainly,  if  you  so  wish.  And  so  I  began  the  working  of  Goods 
Trains  over  it  as  between  Old  Kew  (near  Brentford)  and  Willesden  Junction,  which 
then  had  only  a  few  sidings  ;  and  the  working  of  Goods  and  Mineral  traffic  has  continued  in 
our  hands  ever  since,  that  is  for  North  and  South  traffic; 

Many  years  after  that,  the  Midland  and  South-Westem  Junction,  was  made  up  on 
Brent  Junction,  and  Sir  James  Allport  asked  me  to  work  it  in  the  like  manner.  I  need  not 
say  that  the  traffic  upon  both  Willesden  and  Brent  Junctions  has  been  very  large. 

The  West  London  was  Punch's  Line,  and  came  down  to  Kensington  from  Wormwood 
Scrubs.  It  had  no  conn ec  ion  wi  h  the  Great  Western,  or  with  Willesden  for  a  long  period  ; 
then  the  North- Western  and  Great  Western  bought  it,  and  made  connections,  and  greatly 
improved  Punch's  Line.  Along  with  this  came  the  West  London  Extension  from  Kensing- 
ton to  Clapham  Junction ;  the  two  great  Companies  own  the  Extension  Line,  but  the 
Brighton,  and  South-Westem  have  nmning  powers,  and  hold  shares  in  it. 

The  South-Westem  have  never  used  the  Extension  Line  for  Goods  or  Mineral  traffic 
between  North  and  South.  Mr.  Cawkwell  wished  us  to  adhere  to  the  "  North  and  South 
Westem  Junction  "  route,  and,  no  doubt,  he  was  right.  In  fact,  there  is  no  accommodation  at, 
or  near  Clapham  Junction  for  such  traffic. 

The  origin  of  "New  Kew"  Station  and  Junction  was  an  attempt  to  extend  the 
North  and  South- West  Junction  Line  from  Old  Kew  to  Kingston,  which  we  opposed,  and 
suggested  the  New  Kew  Junction,  and  that  we  should  take  on  the  North  London  passenger 
trains  from  New  Kew  to  Kingston  via  a  loop-line  near  Barnes,  thence  via  Richmond  and 
Twickenham,  and  this  we  did  for  several  years,  in  fact,  till  the  line  from  Acton  to  '*  Kew 
Gardens "  and  Richmond  was  opened. 

I  fear  Mr.  T.  C.  Mills  was  not  the  only  one  who  thought  the  opening  of  the  North 
and  South-Westem  Junction  Line,  about  1854,  of  little  importance.     Strange  now  to  say 
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that  neither  North-Westem  nor  South- Western  Companies  took,  at  its  origin,  any  interest 
in  the  project.  It  originated  outside  both.  Several  Southampton  people  were  promoters, 
especially  Mr.  Thomas  Hill,  who  was  a  Director  of  it,  and  then  Shipping  Agent  at 
Southampton  for  the  Peninsular  and  Oriental,  and  Royal  Mail  Companies.  What  little 
encouragement  the  promoters  got,  came  afterwards.  I  may,  however,  claim  to  have  assisted 
to  a  considerable  extent,  as  I  knew  the  importance  of  the  connecting  link. 

His  letter  to  me  proceeds  to  give  some  interesting  facts  in  his  auto- 
biography which  I  hope  I  may  be  pardoned  for  reproducing  : — 

My  first  railway  was  the  Dundee  and  Arbroath,  in  1838,  then  E^iinburgh  and  Glasgow, 
then  North  British.     I  was  only  on  the  Edinburgh,  Perth  and  Dundee  for  about  two  years, 

between  1850  and  1852,  just  before  I  joined  the  South- Western.  It  was  not 
mi.  A.  BcoU  a    jjjy  ^jg|j  ^^  leave  the  North  British,  but  Mr.  John  Learmouth,  of  £xiinburgh, 

History  ^^^  ^^  chairman  of  several  Scottish  Lines,  and  who  befriended  me 
often,  pressed  me  to  take  the  Fife  Line  in  hand,  as  it  was  then  practically 
bankrupt ;  we  had  both  engines  and  carriages  seized  for  debt. 

The  Fife  Line  always  had  a  good  traffic,  its  earnings  per  mile  being  very  large,  but  the 
working  expenditure  was  heavy.  You  started  from  Edinburgh  with  a  stationary  engine,  then 
locomotive  to  Granton,  then  a  broad  ferry  to  Burntisland,  then  locomotive  to  Perth,  another 
in  Dundee  direction,  but  another  ferry  at  Taj-port,  and  another  railway  from  Broughty  Ferry 
to  Dundee.  No  better  conducted  ferries  ever  existed,  but  it  was  tiresome  work.  Fortunately 
I  saw  them  out  of  their  chief  difficulties ;  the  kingdom  of  Fife  possesses  great  traffic  resources. 

The  original  idea  was  to  start  out  of  the  Dundee  and  Perth,  cross  the  Tay  near 
Newburgh  by  a  bridge,  then  run  to  the  Forth,  cross  it  by  a  bridge  higher  up  than  the  now 
Forth  Bridge,  then  form  a  connection  with  the  Edinburgh  and  Glasgow  ;  but  such  a  route 
would  not  have  accommodated  the  Fife  districts  sufficiently. 

Cockshott  was  on  the  Fife  Line  with  me,  but  left  it  for  the  South  Devon.  I  alwa)  s 
liked  him  exceedingly.  McPherson  was  one  of  my  bringing  up,  and  a  clever  fellow ;  so  was 
McLaren,  of  £xiinburgh,  and  Cockbum,  afterwards  on  the  South- Eastern,  and  Chatham  and 
Dover,  all  three  were  apprentices  with  me.  Robert  Small  and  I  had  been  friends  from  our 
school  days  in  Dundee.  He  was  on  the  Dundee  and  Arbroath,  Dundee  and  Perth,  and 
Scottish  Central,  but  never  on  the  Fife  Line.  Croll  was  a  Scottish  Central  man.  The 
Scottish  Central  ran  from  Caledonian  main  line  to  Stirling  and  Perth,  and  the  Scottish 
Midland  from  Perth  to  about  Forfar.  But  these  are  olden  times  to  write  about.  Robertson, 
of  the  Great  Elastem,  succeeded  me  on  the  Fife  Line. 

I  have  been  connected  more  or  less  with  the  North-Westem  Railway  since  1846-47. 
Having  the  duty  of  opening  the  first  Scottish  route — Edinburgh  to  Berwick,  Berwick  to 
Gateshead  and  York,  York  to  Normanion,  Normanton  to  Derby,  Derby  to  Rugby  and 
Euston.  At  first  there  were  one  or  two  gaps  between  Newcastle  and  Berwick  ;  no 
Caledonian  route  then.  I  had  to  deal  with  Captain  Huish,  who  was  a  tyrant  sometimes, 
but  Bruyeres  stood  my  friend  all  his  life.  I  first  knew  Captain  Huish  at  Greenock,  he 
then  managed  the  Glasgow,  Paisley,  and  Greenock.  In  1838,  I  was  for  ten  days  at  Newton 
Junction,  that  sation  then  being  a  small  wooden  box.  I  then  wanted  forms  of  all  sorts  for 
the  opening  of  the  Dundee  and  Arbroath  Railway.  From  1842  to  1846  I  was  on  the 
Edinburgh  and  Glasgow.  In  1846  I  Joined  the  North  British,  about  a  year  before  it 
opened  at  Berwick. 

And  now  a  strange  tale  !  After  I  had  left  Scotland  several  years  both  the  Caledonian 
and  North  British  got  into  grave  difficulties.  Christopher  Johnstone  had  to  resign,  also 
Mr.  Hodgson,  and  Rowbotham  of  the  North  British.  In  the  same  week  I  ^aas 
asked  by  both  companies  to  become  their  manager,  and  some  friends  in 
Scotland,  to  whom  I  had  been  indebted,  urged  me  to  return  to  Scotland.  Accord- 
ingly I  met  the  directors  of  both  lines,  separately,  and  said  I  was  willing  to  become  the 
manager  of  either  railway,  I  cared  not  which,  du/  on  one  condition^  that,  if  possible,  I  was 
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empowered  to  bring  about  an  amalgamation  or  imion  of  interests  of  both.  They  would  not 
assent  to  this,  and  so  the  matter  ended.  However,  it  could  then  have  been  carried  out, 
and  many  millions  of  capital  expenditure  avoided  by  both.  It  was  I  who  recommended 
Smiihells  as  the  Caledonian  manager. 

It  was  Mr.  Scott,  as  the  General  Manager  of  the  London  and  South- 
western, who  boldly  advocated  early  rising  to  his  grumbling  passengers, 
and  excited  the  wrath  of  some  of  them  by  returning  their  letter  oi 
complaint,  as  to  a  certain  train  being  overcrowded,  with  his  reply  written 
upon   it   turned   up   at   one   comer,    as   was   his   wont,  to   the    following 

effect : — 

June,  1883.  Take  my  advice  and  start  on  your  journey  earlier,  and  if  you  miss  one  irain 
you  will  get  the  next.  I  cannot  afford  to  wait  till  9  o'clock  in  the  morning,  I  start  long 
before  that  hour  on  my  work. 

Reverting  to  the  West  London  Extension  Railway,  the  Company  (South 

of  Thames)  which  was  most  interested  in  the  opening  was  the  Brighton  Line ; 

tmuifl      *^^y  ^^^^  without  any  such   communication  as  the  Old  Oak 

Ertexulim.      and  Kew  route  afforded  to  the  South-Western,  and  we   had 

Opeahig      numerous  meetings,  with  Mr.  George  Turner  acting  for  Mr. 

^TXKDgmuiDU.  Hawkins,  the  General  Manager  of  the   Brighton  Company,  as 

to  the  running  arrangements. 

When  the  line  was  opened  for  traffic  the  station  at  Kensington, 
subsequently  distinguished  as  "Addison   Road,"  was  only  a  single  sided 

station,   and  while  the  trains  from  the  North  had   a   direct 

KenBlngton     ^in  through    it    towards  the   South,   those    in    the    opposite 

BtatioiL       direction  had,  on  arrival,  to  set  back  through  points  (there  for 

the  first  time  called  a   "Scissors  Crossing")    to   reach   the 

station  platform.     This  arrangement  remained  in  force  for  very  many  years, 

the  two  Companies,   South  of  the  Thames,   not  feeling  much  interest  in 

the   station,  and  being,  in  fact,  restricted  in    their   use    of  it.     Up  to  the 

present  time  (though  the  station,  in  1869,  was  made  a  double-sided  one 

with  a  second    "Scissors  Crossing"  and  bays  at  each  end)   the  London 

and    South-Westem  are  not  at  liberty  to  use    the  whole  length    of  the 

passenger  platform,  their  right  being  limited  to  the  portion  South  of  the 

**  Scissors  Crossings." 

The  line  southward  from  Kensington  runs  to  several  destinations. 
At  Latchmere  Junction  it  divides  into  four  routes:  ist  to  Waterloo;  2nd  to 
Victoria  via  Longhedge ;  3rd  to  Clapham  Junction  Station,  Brighton 
side  ;  4th  to  Clapham  Junction,  South-Westem  side.  At  Longhedge  the 
line  again  divides,  one  route  leading  to  the  Brighton  Compan/s  Victoria 
Station,  the  other  to  the  Chatham  Company's  Victoria;  in  addition  to 
which,  a  further  connection  close  by,  near  Longhedge,  established  a  route 
for  Heme  Hill  and  the  South  by  the  London  Chatham  and  Dover 
Railway.  The  ultimate  merging  of  these  five-fold  JuiiCtions,  from  two  or 
three  signal  boxes  into  one  large  controlling  junction  box,  was  a  com- 
plicated problem  solved  after  many  years. 


lOO  RAILWAY  reminiscences;. 

Monthly  Meetings  of  the  Officers  of  the  four  interested  Companies, 
regulated    the    somewhat    complex    arrangements    of    the    West    London 

Extension  Railway,  in  which  I  took  part  from  the  commence- 
Offloan  of     ment.     Mr.  Grew,  who  after  leaving  Birmingham  had  been 

ritiA  in  charge  of  Oxford  Station,  was  appointed  the  first  Joint 

Superintendent  of  the  Line,  with  offices  at  Kensington 
Station.  The  Officers  who  attended  these  meetings  varied  from  time  to 
time.  The  Great  Western  Company  were  represented  first  by  Mr.  Tyrrell,  then 
for  a  long  continuance  by  Mr.  Alfred  Higgins,  subsequently  by  Mr.  Hart. 
The  South-Western  were  at  first  represented  by  Mr.  Archibald  Scott, 
then  by  Mr.  W.  M.  Williams,  subsequently  by  Mr.  Verrinder,  and  for  a 
while  by  Mr.  Tyler,  who  met  a  terrible  death  in  testing  a  new  lift  at 
Waterloo  Station.  The  Brighton  Company,  originally  by  Mr.  George  Turner, 
then  by  Mr.  W.  J.  Williams — called  "  tall "  Williams,  to  distinguish  him  from 
his  namesake  on  the  South-Western.  Mr.  W.  J.  Williams  had  the  distinction 
of  being  the  only  railway  man,  who  had  risen  to  be  a  Superintendent, 
who  could  boast  of  having  been  run  over  by  a  locomotive  engine  and 
escaping  scatheless.  Such  however  had  been  his  experience.  He  was 
knocked  down  by  a  train  in  shunting  into  the  "  four  foot "  and  had  the 
presence  of  mind  to  draw  himself  clear  of  the  rails.  It  was  rather  blood- 
curdling to  hear  him  describe  his  sensation  as  the  engine  came  up,  knowing 
his  life  depended  entirely  on  the  depth  of  the  fire-box ! 

He  was  succeeded  by  Mr.  J.  Richardson. 

The  parent  line  existing  between  Kensington  and  Kensal  Green, 
known  as  the  "West  London,"  had  a  somewhat  notorious  existence,  and 

Pnnoli'i  in  the  fifties,  was,  as  stated  by  Mr.  Scott,  known  as 
!"*»••  "  Punch's  Line  "^the  ridicule  poured  upon  it  in  the  columns 
of  that  periodical  being  constant.  It  certainly  started  from  no  point  of 
importance,  and  terminated  "  no  where ; "  the  only  passenger  was  described 
as  "the  Brook  Green  Militiaman,  who  managed  to  form  himself  into  a 
square."  The  original  title  of  the  line  was  the  Birmingham,  Bristol  and 
Thames  Junction,  its  object  being  to  unite  the  London  and  Birmingham 
and  the  Great-Western  with  the  South-Western  districts  of  the  Metropolis, 
and  communicate  with  the  River  Thames  by  means  of  the  Kensington 
Canal,  a  junction  being  formed  with  the  London  and  North- Western,  near 
the  Kensal  Green  Cemetery.  The  North-Western  and  Great  Western 
became  joint  owners ;  and  the  line  crossed  the  Great  Western  on 
the  level,  the  archway  through  which  it  passed  is  still  visible.  Mr. 
Hortin,  late  Station   Master  at   Queen's   Park,   tells   me    he  was   one   of 

_^jjj^      two  men  who   were  appointed   to  control  the  traffic  which 

Great  Weitern  made   use  of   the    line.      It  was  a  single  line,  starting  from 

^^^^^^^     near  to  the  present    Willesden    Junction,  and    extending  to 

Kensington  High  Road,   beyond  Shepherd's    Bush.      There 


RAILWAY   REMINISCENCES.  10 1 

were  points  leading  into  the  present  London  and  North-Westem  Creosoting 
Yard,  and,  in  addition,  there  was  a  bar  of  wood,  worked  by  the  man  in 
charge,  which  was  lowered  down  by  cords  to  act  as  a  stop  across  the  single 
line  whenever  any  train  had  to  pass  on  the  Great  Western  main  line.  The 
Great  Western  Company  also  had  a  signalman,  with  protecting  signals  towards 
Ealing,  but  in  what  way  the  communication  to  and  from  that  station  as  to 
approaching  trains  was  made,  Mr.  Hortin  does  not  recollect.  A  very 
serious  accident  took  place  at  the  crossing  in  the  year  1855,  owing,  so 
the  Board  of  Trade  Inspector  reports,  to  a  signalman  being  employed  who 
**had  only  two  months*  experience,  and  to  whom  the  system  of  signalling 
adopted  at  the  place  had  not  been  properly  explained."  The  level  crossing 
was  very  shortly  done  away  with,  and  now  the  North-Westem  end  of  the 
line  passes  over  the  Great  Western  main  line ;  and  the  Great  Western 
eVid  of  the  line,  passing  under  the  West  London,  curves  to  the  right  and 
effects  a  junction  at  a  place  known  locally  as  the  North  Pole. 

The  following  Extract  from  the  Board  Minutes  of  the  West  London 
Railway,  1844,  ^i^^  g>ve  some  idea  of  the  crude  system  of  working  in 
operation  on  this  line  at  that  time. 

Extract — Friday,  October  25,  1844. 

Mr.  Mathescn*s  weekly  report,  dated  the  24th  instant,  was  read.  It  stated  that  when 
the  5.55  down  train  from  Kensington  to  meet  the  6.0  o'clock  down  train  to  Wolverton, 
on  the  London  and  Birmingham  Railway,  arrived  that  day  at  the  Great  Western 
Ilailwar,  with  one  passenger  for  Harrow,  it  was  not  allowed  to  cross  the  Great  Western  Line, 
as  the  10.30  up  train  from  Exeter  had  not  arrived,  and  did  not  arrive  until  a  few  minutes 
before  7  o'clock,  being  more  than  an  hour  behind  its  time,  which  has  frequently  been  the 
case  lafely  ;  and  that  the  passenger  was  therefore  obliged  to  be  brought  back  to  Kensington 
very  much  disappointed  and  dissatisfied,  and  said  he  should  hire  a  post  Chaise  at  the 
Company's  expense,  as  there  was  no  other  train  calling  at  Harrow  that  evening.  That  there 
was  a  gentleman  b)oked  at  the  London  and  Birmingham  Junction  for  the  6.10  up  train  to 
Kensington,  who  had  to  walk,  from  the  above  cause,  to  the  Great  Western  Junction,  and 
got  wet  through. 

Some  disputes  appear  to  have  arisen  between  the  Lessees  of  the  line, 
and,  pending  legislation,  the  line  ceased  to  be  worked  for  some  length  of 
time.  Passenger  traffic  was  certainly  entirely  discontinued — its  short  lived 
story  appears  to  be  as  follows  : — 

"Bradshaw's  Guide"  for  May,  1844,  shews  a  new   station   open    on 

the    London    and    North-Western    Railway    called    Willesden.      Prior   to 

Pnnoli'i  Una.    ^^^^  ^^^t^^  was  nothing  between  London  and  Harrow.     This 

WastLondon    ^*^^^sden  station,  six  miles  from  London,  and  Sudbury  (8), 

Ballway,  opened  were  opened  on  the  same  day,  together  with  those  at  Pinner 

o^  Jnly.iSH  and   Bushey.      Willesden   was  a  small    roadside    station   on 
•0  vftnnftry, 
1MB»  for  Pae-    Acton  Lane,  which  the  passengers  of  that  day  believed  to  be 

■encar  Tzafflo.  constructed  for  the  sole  accommodation  of  the  Manager,  Captain 
Huish,  who  lived  at  a  short  distance  from  it. 
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In  July,  1844,  a  new  intermediate  station,  called  West  London 
Junction,  $}{  miles  from  Euston,  is  shewn,  but  no  mention  is  made  of 
the  West  London  Line  till  September  in  that  year„  when  it  has  a  separate 
heading  in   Bradshaw*s  index  and  pages.      The   notice   states   the   line   is 

"in   conjunction   with   trains   on  London    and  Birmingham 

Junction,  as    ^"^     Great     Western     Railways.        From     Kensington    to 

distingalflhed   Birmingham   at   6.35   a.m. ;    to   Tring  and    Aylesbury,    lo.o 

wme^en.     ^'^' >  *o  Wolverton,  2.55  and  5.55  p.m.;  meeting  trains  from 

Euston   Square  at   7.0  and    10.15   ^^m. ;    3.0  and  6.0  p.m. 

respectively.     From   Kensington  to   Maidenhead  at  8.50  and   10.45,   ^^^ 

6.20  p.m.;    meeting  trains  from   Paddington  at  9.0  and   ii.o  a.m.;   and 

6.30   p.m.    respectively.      From   Roade   to   Kensington    7.30   a.m. ;     from 

Aylesbury  at   11. o  a.m.;    meeting  trains  from  the  Junction  at  10.30  and 

12.15   noon.      From   Slough  at   9.0  a.m.  and   6.0  p.m.;    meeting  trains 

from  the  Junction  at  9.40  a.m.   and   6.40   p.m.       Fares :    ist  Class   is., 

2nd  6d." 

Then  in  "Bradshaw"  for  January,  1845,  appears,  on  the  previously 
allotted  space,  the  notification :  "  West  London  Railway — closed  for 
the  present."  And  West  London  Junction  disappears  from  the  London 
and  North-Western  time-table,  and  for  twenty  years  it  lay  dormant  so  far 
as  passenger  traffic  was  concerned. 

The  still  existing  building  at  the  South  of  the  down  platform  at 
Willesden  Junction,  is  reported  to  have  been  close  to  the  place  at  which 
passengers,  to  and  from  Punch's  line,  left  the  London  and  North-Western 
main  line ;  but  in  what  way  those  from  the  Great  Western  system,  which 
was  crossed  at  right  angles,  joined  the  train,  does  not  appear. 

Prior  to  the  construction  of  the  Hampstead  Junction  Railway,  a  service 
of  trains  had   been  run   by  the    North   London   Company  via   Primrose 

Hill  Tunnel  to   Kew,   passmg  off  the   North-Western    main 

MtoUiLon^n  ^^"^  close  to  West  London  Junction,  but,  judging  from  the 

Line  to  Kew,    reports  of  an  accident  which  took  place  here  on   July   26, 

mnST    '^5^'    ^^"^    junction    arrangements    must    have    been    very 

primitive.     It  appears  that  there  was  no  junction  signal  for 

the    trains    to    Kew.      The   4.0   p.m   express  from   Euston   that   evening 

took   the   road  which   led   into   the   "North  and   South- Western  *'  sidings, 

and  had  a  bad  smash   among  the  wagons.       The  facing-points    required 

padlocking  and  unpadlocking  for  each  transit,  and  while  attending  to  one 

set  of  points    requiring  unlocking,    the   man   in   charge   inadvertently  left 

the  facing-point  open  from  the    main   line  to   the  siding,  and  along  this 

open   but  erroneous  course    the    Manchester  express    ran    at  speed   into 

the  wagons   on    the   siding.      Yolland*s   report   on   the    occurrence   could 

not  have  been  pleasant  reading  at  Euston  Headquarters. 

In  1862,  the  year  of  the  second  Exhibition  in  Hyde  Park,  the  idea  of  a 
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West  End  terminus  was  revived,  and  for  the  purposes  of  the  traffic  to  the 

Exhibition,  the   somewhat   rough   terminus   near  Kensington, 

swS^^tA  ^^g^  ^^^^  ^^  utilized.     Many  of  the  North  London  Com- 

in  1882  for     pany's     trains    were     run     daily     via     Camden     "  to     the 

^^^^     Exhibition,"   so  the    Guide  Book  stated,   but  the  passengers 

must  have  found  some  considerable  distance  to  be  traversed 

on    foot,   or  by   the  *buses  which   Chaplin  and   Home  organized   to  and 

from    the     Exhibition.       These    trains    had     no     platform    at     Willesden 

Junction,   they  were    turned    through    the    facing-points,    just    mentioned, 

from   the   main   line   to   the   Kew   line   or  sidings;    there   the   engine  ran 

round  the  train  both  going  and  returning.     This  arrangement  was  in  force 

till   the  close  of   the  Exliibition.      The  terminus  at  Kensington  was  used 

for  many  of  the  excursions  to  the  Exhibition  during  its  continuance. 

In  November  of  that  year  a  service  of  four  trains  each  way  was  com- 
menced to  run  from  Harrow  to  Kensington  and  back.  These  did  not  call  at 
the  West  London  Junction,  there  being  no  station  there,  but  they 
called  at  Willesden  (Acton  Lane)  Station  for  the  first  five 
months;  afterwards  they  ran  through  from  Sudbury  without  any  inter- 
mediate stop,  until  the  opening  of  Willesden  Junction  Station. 

In  February,  1863,  a  service  of  trains  was  run  from  Kensington  by 
this  West  London  route,  via  Kilbum,  to  Camden  Ticket  Platform,  where 
passengers  joined  the  North  London,  over  a  long  footbridge.  Mr.  Mansel,  who 
had  left  Liverpool,  succeeded  Mr.  H.  Chubb,  in  the  previous  September,  as 
Manager  of  the  North  London  Railway,  and  he  decided  on  calling  their 
terminal  station,  Chalk  Farm,  instead  of  Hampstead  Road. 

In  May,  1863,  after  a  conference,  on  the  spot,  with  Mr.  Moon  and 
Mr.  Mason,  it  was  decided  to  extend  these  trains  into  Euston;  the  left- 
hand  short  platform,  beyond  the  bookstall,  at  the  terminus  being  set 
apart  for  this  purpose — ^hence  called  the  Kensington  Bay.  An  attempt 
was  made  to  cultivate  the  Crystal  Palace  traffic  by  special  trains  from 
Euston  on  Saturdays  and  Mondays. 

The  arrangements  in  connection  with  this  route  for  a  comprehensive 
system  of  through  Bookings  to  the  Southern  lines,  brought  me,  early  this 
year  into  contact  with  Mr.  Sarle  (now  Sir  Allan),  and  Mr.  Turner  for 
the  Brighton  Company  j  with  Mr.  Eborall,  Mr.  J.  P.  Knight,  and  Mr. 
Whateley,  for  the  South-Eastern  Line  ;  and,  subsequently,  with  Mr.  J.  S. 
Forbes,  and  Mr.  Mortimer  Harris,  for  the  London,  Chatham  and  Dover; 
while  for  the  South- Western  Line,  Mr.  Archibald  Scott  acted  as  factotum. 
Mr.  Scott  agreed  to  our  putting  on,  via  Kensington  and  West  London  Exten- 
sion route,  a  service  of  trains  which  established  a  connection  (unfortunately, 
somewhat  short-lived),  between  the  London  and  North- Western  and  the  South- 
Eastern,  serving  the  I^ndon  and  South-Western  also,  as  it  passed  through 
Waterloo.     This  was  commenced  in  July,  1865,  and,  starting  from  Euston, 
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servred  Camden,  Kilbum,  Kensington,  then,  after  calling  at  Chelsea,  Battersea, 
and  Vauxhall,  passed  through  the  centre  of  Waterloo  Station  by  a  temporary 
single  line  connection  to  Blackfriars,  and  so  to  London  Bridge. 

The  through  traffic  to  Scotland  was  one  of  the  subjects  that  early  fell 
to  my  lot  to  deal  with.     There  existed  at  this  time,  under  the  "  English  and 

Scotch  Agreement"  as  it  was  called,  an  arrangement  by, 
Thpougii  which,  as  between  the  East  Coast  route  and  the  West  Coast 
ftnftfeiftni^  route,  the  whole  receipts  were  "  pooled  "  (an  imported  American 
expression)  and  divided  in  certain  agreed  proportions.  This  had 
the  effect  of  preventing  any  hostile  action  between  the  parties  by  reduction  of 
fares,  or  acceleration  of  speed,  but  it  also  resulted  in  leaving  the  London  and 
Edinburgh  traffic  to  the  East  Coast  route,  and  the  Glasgow  business  to  the 
West  Coast ;  a  state  of  things  which  continued  quietly  to  exist  so  long  as  the 
Midland  terminated  at  Normanton  on  the  one  side,  and  at  Lancaster,  via 
Skipton,  on  the  other.  All  competitive  fares  were  agreed  at  the  English  and 
Scotch  Quarterly  Conference,  while  so  far  as  the  train  arrangements  were 
concerned,  those  for  the  West  Coast  route  were  regulated  at  meetings  held 
between  the  officers  of  the  North-Western  and  the  Caledonian  Railways. 
The  first  I  attended  was  on  the  27th  November,  1862.  The  controlling 
power  at  that  time  on  the  Caledonian  was  their  Chairman,  Colonel  Salkeld ; 
Mr.  Christopher  Johnstone  was  the  General  Manager,  and  Mr.  Henry  Ward, 
the  Superintendent. 

This  "English  and  Scotch  Traffic  Agreement"  dated  from  ist  January, 

T856,  and  was  the  outcome  of  a  conference  between  the  representatives  of  the 

Bncliihand    *'^^^'*^sted  Companies  at  the  close  of  the  year  1855,  at  which  it 

Scotch  TtaSo  was  reported  that  as  the   Octuple  Agreement  would  shortly 

^^^'••"•'^^     expire,  it  was  desirable  that  some  steps  should  be  taken  to 

continue  or  extend  its  provisions. 

The  Octuple  Agreement  was  an  arrangement  for  sharing  the  traffic  from 
London  to  eight  principal  towns  in  the  North-Midland  district  of  England, 
based  on  an  agreement  which  Mr.  W.  E.  Gladstone,  then  coming  to  the  front 
in  public  affairs,  had  had  a  very  leading  part  in  determining. 

The  conference  by  which  the  establishment  of  the  New  English  and 
Scotch  traffic  agreement  was  first  debated  was  attended  by 

Mr.  Dickie,  G.  &  S.  W.  Mr.  T.  C.  Mills,  L.  &  N.  W. 

Mr.  Fitzsimons,  L.  &  C.  Mr.  A.  C.  Sherriff,  Y.  &  N.M. 

Mr.  Hardie,  N.B.  Mr.  G.  Thomson,  G.N. 

Mr.  C.  Johnstone,  Cal.  Mr.  Walklate,  Mid. 

In  the  result  it  was  agreed  to  adopt  certain  percentages  for  division  of 
traffic,  to  remain  in  force  for  fourteen  years;  the  agreement  was  sealed 
by  the  seven  interested  companies,  the  London  and  North-Western,  the 
Lancaster  and   Carlisle,  the  Great  Northern,  the  Caledonian,   the   North 
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Eastern,  the  North  British,  and  the  Midland.     Mr.  W.  E.  Gladstone  was 
named  as  the  arbitrator,  failing  him,  Mr.  S.  Laing. 

The  train  service  to  and  from   Scotland,  judged  by  present  lights, 
was  of  a  very  indifferent  character,  so  far  as  speed  was  concerned.    There 

was  no  10  o'clock  day  express  till  June,  1862 ;  the  morning 

MM-  train  from  Euston  left  at  0.0  a.m.,   ist  and  2nd  class  only, 

ftiin  86ITI06         - 
toflootUuuL    ^^^  ^^  ^0^  reach   Edinburgh  till   8.45    p.m.,   nor  Glasgow 

till  9.10  p.m.  The  night  train  for  general  Scotch  traffic 
left  Euston  at  9.0  p.m.,  and  took  upwards  of  12^  hours  to  reach 
Edinburgh,  and  13  hours  to  Glasgow.  The  Limited  Mail,  ist  and  2nd 
class,  then  leaving  Euston  at  8.40  p.m.,  was  limited  to  three  carriages 
only,  so  far  as  passengers  were  concerned;  one  running  to  Perth, 
one  to  Edinburgh,  and  one  to  Glasgow.  The  train  had  no  competitive 
service  from  King's  Cross,  and  was  timed  to  reach  Edinburgh  at  7.10,  and 
Glasgow  7.22.  The  restrictions  on  the  train  at  the  hands  of  the  Post  Office 
authorities  were  very  close,  and  the  concession  of  an  extra  vehicle  to  accom- 
modate royalty  entailed  a  visit  to  the  Post  Office  to  ask  concurrence,  and  an 
undertaking  that  the  punctual  arrival  should  be  maintained.  The  manager, 
Mr.  Cawkwell,  refused  to  allow  the  Directors'  Passes  to  be  available  by  the 
train,  and  even  when  I  had  occasion  to  travel  in  attendance  on  any  special 
parties,  I  had  to  take  a  ticket  for  my  journey. 

"  Conductors  "  were  placed  in  charge  of  the  passenger  trains  to  Scotland ; 
they  were  a  class  of  men  of  a  higher  standing  than  ordinary  guards  :  at  first 

they  were  appointed  to  travel  between  London  and  Glasgow, 

but,  in  1865,  through  a  joint  recommendation  between  Mr.  CroU, 
of  the  Scottish  Central,  Mr.  Ward  of  the  Caledonian  and  myself,  it  was  agreed 
they  should  travel  between  Euston  and  Perth  instead.  The  smartest  guards 
were  generally  selected  as  conductors,  the  appointment  resting  alternately  with 
the  Caledonian  and  the  London  and  North-Western.  Mr.  Preston,  late  station 
mcister  at  Carlisle,  was  early  in  his  history  one  of  these  conductors.  While 
the  ordinary  guards  were  responsible  for  the  proper  working  of  the  vans 
in  their  own  charge,  the  conductor  was  specially  responsible  for  the  luggage 
going  through  to  Scotland,  and  in  early  days  had  a  waybill  of  every  package. 
Much  of  this  luggage  to  avoid  change  on  the  journey  (for  the  vans  did  not 
run  beyond  Carlisle)  was  roofed  on  the  carriages  and  strapped  down  under 
heavy  tarpaulins ;  the  night  passengers  at  stations  like  Preston,  with  its  then 
very  low  platforms,  experienced  very  rough  thumpings  of  heavy  packages  on 
the  carriage  roofs.     Luggage  slides  were  in  use  for  lowering  the  articles,  and 

broad  steps  to  enable  the  men  to  pass  up  trunks,  etc.,  from  the 
?^^*^     platform  to  the  men  attending  to  the  roofs.     Mishaps  were  not 

unfrequent  owing  to  striking  bridges  through  careless  loading, 
luggage  overhanging  and  falling  off  through  getting  out  of  position  by  oscilla- 
tion while  travelling,  fire  arose  from  engine  sparks,  and  frequent  annoyance 
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was  experienced  through  the  carriage  roof  lamps  going  out,  their  supply  cf 

air  being  cut  off  by  close  packing  of  luggage.     I  had  the  satisfaction  of  seeing 

this  roofing  of  luggage,  a  relic  of  old  coaching  days,  gradually  but  entirely 

dispensed  with,  the  manager  agreeing  to  my  recommendation  to  adopt  the 

plan   of  a  separate   luggage   compartment  in   the  centre  of  the  passenger 

carriages,  similar  in  style  to  those  I  had  observed  in  Birmingham  on  the 

w.ajs.       North  Eastern  Railway  stock.     Among  the  first  vehicles  to  be 

Wert  Coart     so  furnished  were  the  new  Composite  Carriages  of  what  were 

Joint  stock,    ^ug^  ^^^  ^y^gj  Qo^^  JqJj^^  S^^j^^  distinguished  by  initials, 

W.C.J.S.,  which  have  often  puzzled  passengers  of  an  enquiring  turn  of  mind. 
Travelling  on  one  occasion  with  the  General  Managers  of  the  two  Com- 
panies I  called  their  attention  to  the  curious  fact  that  the  initials  on 
the  Stock,  W.C.J.S.,  represented  their  own  personal  initials,  William  Cawkwell 
and  James  Smithells,  but  they  repudiated  any  joint  holding  in  the  stock ! 

This  rolling  stock  belonged  jointly  to  the  four  companies  which  partici- 
pated in  the  route  from  London  to  Aberdeen,  and  the  proportions  of  ownership 
were  worked  out  in  the  first  instance  by  the  superintendents  on  the  basis  of 
the  number  necessary  to  complete  the  journeys  of  one  day's  travel  by  the 
ordinary  time-table.  The  four  companies  were — Scottish  North-Eastern, 
Aberdeen  to  Perth ;  Scottish  Central,  Perth  to  Greenhill ;  Caledonian,  Green- 
hill  to  Carlisle;  London  and  North-Western,  Carlisle  to  Ix)ndon.  The 
Caledonian  Company  has  long  ago  absorbed  the  two  former  companies,  and 
become  the  owners  of  the  through  line  from  Carlisle  to  Aberdeen.  The 
introduction  of  the  luggage  compartment  necessitated  an  increased  length 
of  frame,  but  an  improvement  followed  in  steadiness  of  running.  The 
maintenance  of  this  class  of  stock  has  always  been  a  strong  point  with  the 
chief  authorities  of  the  two  companies,  and  from  time  to  time  improvements 
have  been  introduced,  the  older  vehicles  being  absorbed  by  the  owning 
companies.  Mr.  Bore's  efforts  at  Wolverton  at  introducing  sleeping  berths 
and  lavatory  accommodation  were  not  very  successful  at  first,  indeed,  his 
'prentice  attempt  at  the  latter  was  of  such  a  primitive  character  that  even  a 
Dutch  Boer  would  have  felt  astonished ;  but  improvement  has  followed 
improvement,  and  at  the  hands  of  Mr.  Park,  Mr.  Bore's  successor,  the  West 
Coast  Joint  Stock  will  bear  comparison  with  any  rolling  stock  in  the  world,  in 

its  steady  running  and  its  comfortable  appliances  for  day  and 

Lavatoxy      night  travelling.     One  fault  it  has,  owing  to  the  width  of  the 

Aocommoda-    vehicle  the  tread  of  the  footboard  is  unfortunately  narrow  and 

the  footboard  itself  inconveniently  high,  neither  of  these 
defects  are  apparent  at  any  station  with  a  high  platform,  but  they  are  both 
painfully  perceptible  at  some  of  the  low  platforms  that  still  are  the  bane  of 
the  otherwise  perfectly  equipped  London  and  North- Western  Line. 

I  had  to  take  an  early  opportunity  of  seeing  and  studying  the  stations  at 
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Preston,  Lancaster,  and  Carlisle,  in  order  to  understand  the  reports  made  by 

the  conductors.      At  Preston  was  a  platform  scarcely  above 

Lancaster      rail  level,  and  passengers  might  be  seen  crossing  the  lines  at  all 

DiBtrict       points.     The  station  master  was  a  man  of  portly  frame,  named 

Byrnes,  with  a  stentorian  voice.      He  had  been  an  old  Mail 

Coach  guard  on  the   Manchester  and  Carlisle  Service.     He  resigned  his 

position  as  station-master  at  the  age  of  70,  but  held  on  to  the  age  of  85  as 

landlord  of  the  "  Black  Bull "  at  Preston.     For  some  years  as  clerk  to  Mr. 

Chapman,  the  first  secretary  of  the  "  North  Union  "  as  it  was 
?^^  called,  had  been  Mr.  Dawlings,  but  in  1857  he  removed  to 
Euston  as  Mr.  CawkwelFs  chief  correspondence  clerk.  Dawlings 
had  been  succeeded  by  Mr.  Carr,  well  known  in  the  Fleetwood  and  Blackpool 
district  as  "  Tommy  Carr,"  who  after  having  been  secretary  to  the  Humber 
Conference  became  Harbour  Master  of  Fleetwood,  and  district  Joint  Superin- 
tendent of  all  the  lines  held  jointly  by  the  London  and  North-Westem  and 
the  Lancashire  and  Yorkshire,  a  complicated  ownership  as  some  were  to  be 
credited  half  and  half  to  each,  some  one-third  to  Lancashire  and  Yorkshire, 
and  two-thirds  to  London  and  North-Westem,  while  the  Preston  and  Wyre 
Line  was  held  one-third  by  London  and  Norlh-Western,  and  two-thirds 
by  the  Lancashire  and  Yorkshire. 

In  tracing  the  alterations  in  the  train  running  as  affecting  Preston,  the 
time-tables  shew  that  the  now  well-known  10  a.m  express  from  Euston,  which 
as  stated,  only  commenced  in  June,  1862,  took  nearly  12  hours  to  reach 
Glasgow.  It  is  not  a  little  curious  to  observe  that  the  express  at  that  time, 
as  it  does  in  1899,  ran  through  Preston  without  stopping;  it  called  at 
Warrington  and  at  Lancaster,  the  timing  being — London  lo.o  a.m.,  Rugby 
11.55,  Crewe  1.55,  Warrington  2.35,  pass  Preston,  Lancaster  4.7,  Carlisle  6.0. 
In  March,  1863,  a  change  took  place  and  the  stopping  at  Preston  for  20 
minutes  "  time  to  dine  "  commenced,  the  running  times  being — Warrington 
2.35,  Preston  3.23 — 3.43,  Carlisle  6.10. 

The  dining  arrangements  at  first  were  of  the  rough-and-ready  order,  a 
hot  and  perspiring  woman  stood  at  the  top  of  the  table  doing  the  carving, 

which  required  some  energetic  work  on  her  part  to  supply 
Pj.^jj^^J[j[^jj^  the  customers,  all  anxious  to  lose  none  of  their  allotted  time  ! 
Bcotch  Bzunss.  Subsequently  the  North-Western  Company  took  this  depart- 
ment into  their  own  hands,  and  a  manifest  improvement  by  dint 
of  constant  pressure  soon  developed  itself,  many  of  the  Directors, 
who  had  watched  the  French  restaurants  at  roadside  stations,  bringing 
their  impressions  to  bear  on  Mr.  Taylor,  the  head  of  the  refreshment 
department.  For  years  this  dinner  became  quite  a  speciality  of  the 
Scotch  railway  journey,  the  commodious  dining  room,  ultimately  constructed 
on  the  island  platform,  was  often  crowded  at  the  tables  on  both  sides,  as  the 
up  and  down  Scotch  Expresses,  in  their  subsequent  timing,  were  so  arranged 
as  to  meet  at  this  place. 
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Station  Haster  i 


"  Twenty  minutes  time  to  dine  "  was  the  repeated  notice  that  ^!i!es,  the 
station  master  (Byrnes'  successor),  gave  to  the  arriving  passengers,  interspersed 
^■ith  his  polite  enquiry,  "  Can  1  lend  you  any  assistance  ? " 
'  Miles  was  one  of  those  men  who  raust  do  all  the  work  them- 
selves and  have  not  the  knack  of  seeing  that  others  take  up  the 
details.  He  had  been  station  master  at  Walsall  (on  the  South  Stafford  line) 
for  several  years,  and  then  became  one  of  my  out-door  staff  watching  train 
working  prior  to  his  appointment  as  station  master  at  Preston.  His  health 
broke  down  at  Preston,  but  he  was  appointed  station  mxster  at  Lytham  in 
1891,  and  died  there  some  few  months  afterwards. 

Less  than  half-a-mile    to  the  North  of  Preston,  the  main  line  of  the 

Lancaster  and  Preston  Railway  was  crossed  on  the  level  by  no  less  than  three 

sets    of    rails,    one    was    that    belonging    to    the    MaudLinds 

BaJlCroBBinsa   Railway,  the  other  two  were  the  lines  of  the  Preston  and  Wyre, 

at  MaudlamiE.  which  at  first  had  its  terminus  in  Preston  separate  from  that 

of  the  Lancaster  and  Carlisle. 

I  had  occasion   to  meet  Mr.   Blackmore,    the   Superintendent   of  the 

Lancashire  and  Yorkshire  Railway,  as  to  the  working  protection  of  the  place, 

when  he  was  most  emphatic  as  to  the  "  priority  of  right  of  way  "  belonging 

to  these  lines,  and  at  all  times  pressed  this  point  with  the  utmost  pertinacity. 

All  these  level  crossings  are,  fortunately,  things  of  ihc  past,  and  the  system  of 

interlocking  set  at  rest  all  questions  of  priority  of  way. 

The  other  terminus  of  the  Preston  and  I.ancaster  Line  had  been  at  the 

end  of  the  branch  into  I^ncaster,  now  used  for  goods  traffic  only,  and  it  was 

at  this  place  that  Mr.  Fitzsimons,  for  many  years  in  his  after  life  the  Goods 

Manager   of    the    Lancaster  and   Carlisle,    commenced    his    railway   career. 

The  "  Castle  Station "  became  the  passenger  depot  on  the  opening  of  the 

line  throughout    to   Carlisle ;    here  for  many  years  the  Board  of   Directors 

of  the  Company  met,  and  on  more  than  one  occasion  the 

*^^"'      Board  Room  has  been  used  by  Her  Majesty,  when  the  journey 

has  been  broken  for  refreshments.    The  head-quarters  of  the 

district  were  situated  at  Lincaster,  Mr.  Chauncey  being  District  Passenger 

Superintendent. 

Approaching   Carlisle,    another   instance   existed   of  a   line  of  railway, 

a  single  line,  crossing  the  Lancaster  and  Carlisle  main  line  on  the  level,  this 

Carlisle.       ''''^  "'  ^'  Nicholas'  Crossing,  destined    to  be  the  scene  of  a 

..  >-~^  ■    .     serious  collision  in  1870.     The  goods  trains  of  the  Newcastle 

St.  Kielicilaa'  '  ° 

l«*elCwjiBlaK.  and    Carhsle    Company    used    this    crossing;     their     original 

HewcasUe  and  passenger    terminus    had    been    at     London    Road,    in    the 

CartlBla        city  of    Carlisle,   and    the    Lancaster    Company  also   had    a 

connecting  line  from  Upperby  Junction  into  this  London  Road 

Station,   but  the   Citadel  Station  became  the    ultimate   terminus  of  both 

lines.      I'hure    was    a    ixcuhat'itj    in    the    arrangements    for  running  od 
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this  Newcastle  and  Carlisle  that  distinguished  it  from  all  the  other  lines, 
save  one  (the  Greenwich  Railway),  in  England,  that  is  instead  of  using  the 
left  hand  set  of  rails  for  Down  traffic,  and  the  right  hand  for  Up  traffic, 
the  reverse  course  was  in  force.  It  was  not  till  22nd  June,  1863,  that  the 
general  British  system  was  adopted. 

My  first  special  visit  to  Carlisle  had  reference  to  reports  received  from 
the  conductors  as  to  the  marshalling  of  the  Scotch  Trains,  and  a  meeting 
was  accordingly  held  between  Mr.  Ward,  the  Caledonian  Railway  Super- 
intendent, myself  and  Mr.  Chauncey. 

The  station  was  then  a  "  one-sided  "  station,  and  so  continued  till  after 
the  passing  of  the  Bill  authorizing  the  Midland  Company's   entry.       The 

speed  of  all  trains  was  limited  by  the  Special  Station  Rules 

2^f**^        to  four  miles  an  hour  while  within    Station    limits,    which 

extended  nearly  a  mile — a  restriction  which    the   Caledonian 

Company's  representative  on  the  Station  Committee,  Colonel  Salkeld,  most 

determinately  refused  to  relax. 

Mr.  Preston,  previously  mentioned,  had  been  appointed  the  Outdoor 
Officer  in  charge  of  the  station  in  1862,  and  he  remained  in  the  service  till 
1 388,  when,  after  44  years  of  active  service,  he  retired.  The  Secretary  to  the 
Committee,  and  nominal  Station  Superintendent,  was  a  very  grave  and  heavy 
man,  Mr.  Thomas  Jones,  who  was  always  in  evidence,  dressed  in  parsonic 
costume,  on  occasions  of  the  Queen's  train  passing  through  Carlisle. 

This  Mr.  Thomas  Jones  had  been  the  Joint  Superintendent  of  the 
Exchange  Station,  in  Liverpool,  before  the  amalgamation  of  the  two  rival 
lines,  the  Lancashire  and  Yorkshire  and  East  Lancashire  Railways ;  after  their 
union  he  was  appointed  to  Carlisle. 

Among  the  Railway  Companies  who  had  their  terminus  at  Carlisle,  the 

Maryport  and  Carlisle  should   be   mentioned.     The  General  Manager  and 

wuTDort      Superintendent  of  the   Line  was  Mr.  John  Addison,  whose 

and  Cariiile    railway  experience  commenced  on   the  construction   of  the 

^^'^         Caledonian  Line  as  resident  Engineer.     He  is  generally  credited 

with  being  the  originator  of  the  "  red  cap  "  as  the  distinguishing  mark  of  the 

Pilotman  appointed  to  conduct  traffic  up  and  down  on    a  single  line  of 

rails.     He  was  one  of  those  men  whom  it  was  a  pleasure  to  meet  in  business, 

straightforward,  clear  and  open.     He  held  the  position  of  Manager  through  a 

long  history,  and  subsequently  became  Managing  Director  of  the  Maryport  Line. 

The  Maryport  and  Whitehaven,  and  the  Cockermouth  and  Workington 

Lines,  were  being  run  as  independent  concerns.     Mr.  Henry  Cook  had  the 

control  of  the  former,  and  a  Mr.  J.  Mason  of  the  latter.     Both 

WhU^voi,    ^^  these  lines  ultimately  became  the  property  of  the  North- 

and  Cooker-    Western  Railway,  and  formed  the  Whitehaven  district.     Mr. 

"*^"*  J.  Mason,  who  took  charge  of  the  district,  adopted  temporarily 

the  name  of  Myson,  to  prevent  confusion  with  the  numerous  other  Masons 

on  the  line ;  his  career  was  a  short  and  unsuccessful  one. 
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The  bulk  of  the  colliery  rolling  stock  on  these  West  Cumberland  Lines 
consisted  at  that  time  of  hopper  or  chauldron  wagons  which,  however  suitable 
for  serving  the  furnaces  on  the  Coast,  were  very  inconvenient  and  risky  when 
running  in  "  mixed  trains,"  in  spite  of  their  being  furnished  with  buffer  blocks 
to  suit  the  larger  description  of  wagons. 

The  North  British  had  no  through  connection  from  Carlisle  to  Edinburgh 
at  this  time,  1862.  Their  Border  Union  Line  was  only  open 
from  Carlisle  to  Newcastleton. 

The  Glasgow  and  South-Western,  with  Mr.  Gilmour  as  Superintendent, 

GlAKow  and   ^"^    ^^'    ^^^^   Dickie    as    Goods   Manager,  were    running 
Soatb-Westem  four  trains  a  day  into  and  out  of  Carlisle,  but  not  attempt- 
^^®*         ing  to  compete  in  any  way  for  the  London-Glasgow  traffic. 

South  of  Carlisle  the  first  station  of  any  importance  was  Penrith ;  one  of 
our  Directors,  Mr.  R.  D.  Hodgson,  Member  of  Parliament  for  Carlisle  (his 
constituents  called  him  Hodgen),  took  much  interest  in  this  place,  which  he 
always  spoke  of  as  Peerith.  The  Lake  District  was  served  by  tourist  coaches 
from  this  station;  it  ultimately  became  an  important  Joint  Station  on  the 
opening  of  the  connecting  lines  from  Keswick  and  Cockermouth  on  the  one 
side,  and  from  Appleby  on  the  other.  A  temporary  Junction  was  in  course 
of  construction  at  Clifton  Station,  4J4  miles  from  Penrith,  now  entirely 
superseded  by  the  opening  of  the  Eklen  Valley  Junction.  The  traffic 
from  Stockton,  Darlington  and  South  Durham  under  the  Superintendence 
of  George  Stephenson — a  namesake  of  the  noted  George — was  handed  to 
the  North-Westem  at  Tebay  (two  trains  each  way  in  the  day),  and  at  the 
same  station  the  Ingleton  Branch  Line  was  served,  diverging  at  Low  Gill 
Junction  through  the  Valley  of  the  Lune  by  Kirby  Lonsdale  to  Ingleton. 
It  was  by  this  link  in  subsequent  years  that,  during  the  Midland 
Company's  struggle  to  reach  Scotland,  a  junction  was  effected  for  their 
train  service  from  Leeds,  Skipton,  etc.,  until  the  opening  of  their  Settle 
route,  when  Tebay  fell  into  oblivion  so  far  as  the  Midland  Company  was 
x>ncerned. 

At   Tebay  there  was  alwa3rs    stationed  a   Pilot  or  Bank   Engine  in 

readiness  to  pursue,  and  to  back  up  at  speed,  the  passenger 

S^pLB^ae.    ^'^^^  travelling  up  "Shap  bank,"  the  heavy  incline  towards 

Scotland,  and  it  was  one  of  the  points  of  interest  on  the  journey, 

so  soon  as  the  train  had  cleared  Tebay,  for  Passengers  to  watch  the  Bank 

Engine  putting  on  steam  and  hurrying  up  to  catch  the  running  train.     The 

impact  upon  the  buffers  was  generally  very  perceptible.     The  plan  was  in 

force  for  many  years  without  any  untoward  event,  until  on  one  occasion, 

tfuroogh  the  failure  at  the  critical  moment  of  the  train  engine,  a  severe  crush 

was  experienced  at  the  rear  of  the  train,  and  this  led  to  the  almndonment 

of  the  practice. 
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At  Oxenholme  a  junction  for  Windermere  and  Kendal  was  effected.    The 

latter  town  is  well  seen  from  Oxenholme.     It  always  appears  strange  that  a 

Ozenhoixiie     ^^^^^  nearer  to  the  town  should  not  have  been  adopted  for  the 

Jimetioii,  for    line  to  Scotland,  but  the  mountain  backbone  of  England  lies  in 

KendaL        ^j^g  ^^y^  jy^^  although  the  North-Westem  Engineers  are  now 

ei^aged  upon  a  diverging  line  with  a  mile  of  tunnel  to  reduce  the  Shap 
incline,  no  change  as  to  Kendal  is  contemplated. 

Many  of  the  sons  of  Kendal  have  made  their  mark  in  the  Railway  world, 
Mr.  John  Noble  and  Sir  Myles  Fenton  among  the  number.  The  connection 
between  the  town  and  railway  work  arose  originally  from  the  fact  that 
the  first  Chairman  of  the  North-Westem  Railway,  Mr.  Glyn,  afterwards 
Baron  Wolverton,  was  Member  of  Parliament  for  Kendal,  and  also  a 
leading  spirit  at  the  Railway  Clearing  House,  many  of  the  clerks  in  the  latter 
establishment  hailing  from  this  town. 

At  Carnforth  the  Fumess  Line  joined  the  North-Westem  main  line.  My 
old  friend  of  the  South  Stafford  Railway,  Mr.   McClean,  with  his  partner 

Mr.  Stileman,  were  the  engineers  of  the  line,  and  with  Mr. 
CarafortlL  Brogden  as  partner  had  constmcted  the  connecting  link  from 
Fnzness  Bail-  Carnforth  along  the  shores  of  Morecambe  Bay  to  Ulverston. 
Mr.  Ramsden,  an  engineering  pupil  from  Wolverton,  already 
mentioned  (see  page  55),  was  the  Manager.  At  one  time  a  very  heavy  traffic 
in  haematite  iron  ore  (the  product  of  the  district)  existed  into  the  "Black 
Country,"  and  an  equally  heavy  traffic  of  coke  from  South  Durham  passed 
along  it  to  the  furnaces  of  Lindal  and  Barrow.  The  latter  town  advanced  by 
leaps  and  bounds  in  its  prosperity :  noble  Dukes  graced  the  Board  of  Direction, 
extensive  Docks  were  formed,  Shipbuilding  Companies  and  Jute  Factories 
sprung  up,  the  town  was  incorporated,  Mr.  Ramsden,  the  first  Mayor,  became 
Sir  James,  and  the  heyday  of  prosperity  shone  for  some  years  on  the  place. 
Its  great  Tourist  attractions  were  Furness  Abbey  and  Coniston,  with  the  Lake- 
side Station,  by  which  Bowness,  Windermere,  and  Ambleside  were  served. 

These  latter  developments  were  mainly  owing  to  the  energy  of 
Mr.  Henry  Cook,  of  the  Whitehaven  line,  when  he  became  Superintendent  of 

the  Furness  Railway,  and  to  him  the  district  is  indebted 
HenzyCook.  ^^^  ^^^  introduction  of  the  Char-a-banc — ^an  importation  from 
the  Continent.  "Charley-Bang,"  they  were  called  by  the 
inhabitants,  who  failed  to  appreciate  the  foreign  derivation  of  the 
name.  Mr.  Cook's  early  railway  career  had  been  with  the  South -Eastern 
Railway,  and  the  preliminary  arrangements  for  through  bookings  to  Paris  and 
the  Continent  were  made  by  him.  The  traffic  since  so  keenly  fought  for  by 
rival  lines,  was  at  that  time  chiefly  in  the  hands  of  the  South-Eastern  Company 
at  London  Bridge  terminus,  who  (1851)  announce  as  their  great  achievement : — 

A  Double  Special  Express  Service  to  Paris  daily  in  1 1  hours,  via  Boulogne  and  Calab 
alternately :  changing  the  hours  of  departure,  both  from  Paris  and  from  London,  to  suit  the 
tide  and  prevent  all  delay." 


HeitBank. 

Horccambe. 
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To  return  to  the  Lancaster  and  Carlisle  line,  a  few  miles  south  of 
Carnforlh  we  come  to  Hest  Bank.  This  is  the  only  point  on  the  West  Coast. 
e  to  Scotland  at  which  any  glance  of  the  sea  is  obtainable 
It  is  at  best  but  a  short  glimpse,  and  then  it  must  be  at  fairly 
high  tide,  for  otherwi.se  a  vast  expanse  of  sand  in  Morecambe  Bay 
is  the  only  sight  visible.  From  Hest  Bank  a  short  line,  opened  in  September, 
1864,  ran  to  Morecambe,  into  the  terminus  of  the  Midland  Railway  there; 
Morecambe  was  the  only  seaside  town  in  the  Nortli  in  the  possession  of  that 
Company,  and  they  dealt  with  it  in  the  most  liberal  manner  in  all  their 
Excursion  announcements  from  Yorkshire  towns.  So  little  interest  did  the 
North-Weslern  Company  then  take  in  the  place  thai,  although  the  Branch 
from  Hest  Bank  to  Morecambe  was  originally  a  double  line,  it  was  arranged  to 
lake  up  one  set  of  rails  and  work  it  as  a  single  hne.  Many  years  afterwards 
the  value  of  the  place  was  more  fully  estimated,  and  in  May,  i588,  a  direct 
double  line  was  run  from  Lancaster  to  a  separate  and  commodious  station  in 
Morecambe,  the  use  of  the  Midland  Company's  terminus  being  discarded, 

If  the  Midland  Company  made  liberal  terms  for  the  excursionists  ol 
Yorkshire  to  visit  their  town  of  Morecambe,  the  Lancashire  and  Yorkshire 
Company  must  be  equally  credited  in  respect  of  the  rival 
watering  place  of  Blackpool,  which  was  served  by  the  Preston 
and  Wyre  Railway. 

Mr.  Blackmore,  for  the  Lancashire  and  Yorkshire  Company,  took 
Blackpool  under  his  spiecial  protection,  and  the  large  manufacturing  towns 
of  Lancashire  were  encouraged  to  avail  themselves  of  its  breezy  shore,  at 
fares  remarkably  low,  and  have  never  since  ceased  to  patronize  it,  especially 
at  holiday  times,  in  crowding  thousands.  The  North-Western  at  this  lime 
seemed  content  with  their  share  of  the  revenue  received  through  their  partners. 
They  appear  to  have  interested  themselves  more  with  Fleetwood  as  the  port 
for  Belfast  and  the  North  of  Ireland  than  with  the  Tourist  traffic  of  the  Coast. 
A  large  hotel  called  the  North  Euston  Hotel  was  started  at  Fleetwood,  which 
turned  out  a  dismal  failure,  and  ultimately  was  utilized  as  a  portion  of  the 
military  barracks. 

The  arrival  place  for  the  Passenger  trains  was  inside  the  Goods  shed  at 

Fleetwood,  without  any  platform  for  travellers  to  alight  upon  ;    they  had  to 

_  pick  their  way  as  best  they  could  among  the  Goods  lines  to  the 

Fleetwood.      '  ,..    ,    .  ,  %,.„,, 

steamers,  which  belonged  to  a  separate  Board  of  Management, 

the  North  Lancashire  Steam  Navigation  Co.,  the  leading  spirit  among  the 

proprietors  being  Mr.  Robert  Henderson,  of  Belfast. 

Mr,  Axon  was  for  many  years  the  resident  engineer,  and,  somewhat 

influenced  by  my  criticism,  as  a  temporary  expedient  prior  to  the  opening  of 

the   present  commodious  terminus  with  its  broad  under  and  overways,  he 

arranged  a  very  clever  mode  of  rising  an  elevated  platform  in  the  shed, 

actuated  by  a  set  of  levers,  so  that  on  the  arrival  of  the  passenger  train,  the 

passengers  had  easy  means  of  alighting. 
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The  district  officer  in  charge  of  the  Preston  and  Wyre  line  was 
Mr.  Thomas  Carr,  already  mentioned,  a  man  of  most  elastic  spirits,  and  of 
irrepressible  light  heartedness ;  but  for  many  years  Mr.  Blackmore  was  the 
governing  spirit  of  the  system,  and  it  was  not  without  some  difficulty  in  after 
years,  when  the  North-Westem  Company  assumed  a  more  pronounced  share 
in  the  control,  by  appointing  Mr.  Shaw,  of  Liverpool,  to  take  supervision  of 
their  interests  in  this  Joint  Line,  that  he  acquiesced  in  the  new  regime. 

The  Joint  Officers  in  charge  of  the  Preston  and  Wyre  district  have  been 
Mr.  Thos.  Carr,  Mr.  Pollitt,  Mr.  Whitehall. 

The  officers  in  charge  of  the  Lancaster  and  Carlisle  district  have  been : — 

Mr.  Chauncey i860  to  May,  1869,  died. 

Mr.  R.  Purssell,  1869  to  1879,  transferred  to  Northampton. 

Mr.  Henry  Cattle  1879  to  1899,  retired. 

Mr.  Lewis  D.  Price       June  i,  1899. 

Turning  now  to  the  Chester  and  Holyhead  District.  The  Irish  Mail, 
recently  accelerated,  was  in  1863  the  fastest  train  out  of  Euston,  and  as  an 

exception  to  any  of  the  other  trains,  the  daily  working  had  to 

55?^   ^  be  reported  to  Mr.  Stewart,  the  Secretary.     Its  time-keeping 

District       ^^^^  remarkably  good,  and  the  Mail  Steamers  of  the  City  of 

Dublin  gained  and  maintained  a  world-wide  fame  for  their  high 

standard  of  service.    The  organization  for  dealing  by  the  aid  of  their  crews  with 

the  mails  and  with  the  more  cumbersome  passengers'  luggage  at  Holyhead  Pier, 

was  a  pattern  not  easily  equalled,  and  reflected  the  highest  credit  on  Mr.  William 

Watson,  the  Manager  and  "designing  mind"  of  the  Steam  Packet  Company. 

The  Railway  Company's  engines  were  too  heavy  to  be  allowed  to 

pass  on  to  the  Government  jetty  or  staging  at  Holyhead,  from  which  the 

Mail  Steamers  started,  and  consequently  a  small  engine  was 
i^^pylQ^  attached  at  the  passenger  station,  in  lieu  of  the  train  engine, 
and  by  it  the  train  was  taken  over  a  single  line  of  way  to 
the  jetty.  The  Company's  work  was  superintended  by  a  station  master  of 
the  very  old  style,  a  Mr.  Massingberd,  most  courteous  in  all  his  ways, 
his  somewhat  fussy  attentions  were  highly  appreciated  by  the  Irish 
Lords  and  Dowagers  who  regularly  made  the  journey  between  London  and 
Kingstown.  Then,  as  now,  the  Mail  Steamers  made  Kingstown  their  port, 
and  a  direct  train  service  thence  to  WestLind  Row,  Dublin,  was  in  force. 
It  seems  strange  to  observe  the  name  of  Mortimer  Harris,  so  long  since 
connected  with  the  London,  Chatham  and  Dover,  shewn  as  the  Traffic 
Manager  (1862)  of  the  Dublin  and  Wicklow  Line. 

The  Hotel  near  the  station  at  Holyhead,  generally  used  by  passengers, 
after  a  rough  passage,  was  the  Royal  Hotel ;  in  front  of  it  in  the  high  road, 

was  a  lofty  post  and  a  swinging  sign,  not  of  the  Royal  Arms, 
^toSlwaS!*    but  an  "  Eagle  and  Child,"  the  crest  of  the  Stanley  family.    The 

Manageress  of  the  Hotel  was  a  Mrs.  Head,  who  had  for  several 
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years  been  chief  at  the  Company's  Refreshment  Rooms  at  Wolverton. 
The  Holyhead  passenger  station  was  about  a  quarter  of  a  mile  from 
the  Hotel,  and  an  omnibus  was  used  to  bring  the  passengers  to  and 
from  the  Pier,  who  were  staying  the  night  or  breaking  the  journey  at 
Holyhead.  First  and  second  class  passengers  only  were  carried  by  these 
Mail  Trains  and  steamers. 

The  London  and  North-Western  Company  ran  steamers,  twice  daily, 
from  Holyhead  to  Dublin  direct,  running  up  the  Liffey  to  North  Wall,  where 

the  Company  had  offices.  Mr.  John  Roberts  was  for  many 
N^rSfw*toi  ^^^^  ^^^^^  2igcnt,  and  subsequently  (1875)  became  Manager 
Co.'8  steamera.  of    the    Waterford    and    Limerick    Railway.       The    Railway 

Company's  vessels,  in  addition  to  passengers,  conveyed  cargo, 
van  parcels,  and  live  stock,  horses,  pigs  and  cattle.  The  drovers,  dealers,  and 
harvestmen  largely  patronised  this  route,  and  Mr.  Binger  had  many  humorous 
stories  to  tell  of  the  way  in  which  his  canvassers  coaxed  and  cajoled  their 
clients.  The  notice  in  the  time-books  for  1862,  will  shew  the  class  of  traffic 
then  mainly  served  by  the  Company's  boats.  "Between  North  Wall  and 
Chester,  deck  and  open  carriages,  5/;  cabin  and  second  class,  12/6."  The 
sailings  varied  with  the  tide,  i.o  a.m.  was  the  general  time  for  leaving  Holy- 
head, but  the  public  notification  gave  lo.o  p.m.,  or  as  soon  after  as  the  tide 
permits.  In  1864  the  steamers  were:  " Alexandra,"  " Admiral  Moorsom," 
"  Telegraph,"  "  Cambria,"  and  "  Hibernia,"  the  two  latter  alone  remaining  of 
the  quartette  with  which  in  1849  the  service  had  commenced. 

The  City  of  Dublin  officers,  when  any  North-Western  Steamer  was 
descried  in  the  offing,  always  spoke  of  them  as  "pig-boats,"  and  certainly 
during  the  time  Captain  Hirste,  and  subsequently.  Captain  P.  H.  Risk, 
had  the  command  of  the  Railway  Company's  fleet,  no  great  advance 
was  made.  It  was  reserved  for  Captain  Dent,  by  making  his  strong 
representations  and  bringing  his  nautical  knowledge  in  support,  to  induce 
the  Railway  Company  to  make  an  onward  move  in  Cross  Channel  steaming, 
which  has  popularized  the  Holyhead  and  North  Wall  route,  and  brought  it 
close  to  the  standard  of  the  Mail  Steamers. 

Captain  Risk  was  fond  of  narrating  an  incident  which  followed  his  ha\*ing 
been  instrumental,  ofi*  the  coast  of  Portugal,  in  saving  the  lives  of  some 

Portuguese  sailors ;    hearing  of  the  bravery  displayed  in  saving 
^^J*^       the  lives   of    her   subjects,   the    Queen,   who    happened    to 

be  near,  desired  tliat  this  English  officer  should  be 
presented  to  her.  The  difficulty  of  his  not  having  his  uniform  at  hand 
was  solved  by  one  of  the  Naval  Court  officials  lending  him  a  uniform ; 
buttoned  up  tightly  in  this,  the  time  came  for  his  introduction — feeling  in 
his  pocket  for  his  handkerchief,  to  remove  the  nervous  moisture  from 
his  brow,  to  his  dismay  he  found  he  had  no  handkerchief!  The  perspira- 
tion, which  had  stood  in  drops  on  his  forehead,  now,  at  the  fateful  moment, 
streamed  down  his  face,  and  there  was  nothing  for  it  but  to  use  his  coat 
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sleeve — it  had  to  be  done!  The  thanks  of  the  Queen  were  given,  and 
bowing  low  to  her  Majesty  in  recognition,  as  bad  luck  would  have  it,  off 
shot  one  of  the  tight  buttons,  just  at  her  feet,  adding  alike  to  her  amuse- 
ment and  to  his  confusion.  Captain  Risk  was  in  command  of  the  steamers 
from  I  St  June,  1862,  till  5th  October,  1865,  the  date  of  his  death. 
Admiral  Dent  (then  Captain)  entered  the  Company's  service  ist  January, 
1866,  and  retired  28th  February,  1893. 

The  Holyhead  Line  was  very  indifferently  equipped  in  the  matter  ot 
refuge  sidings;  hardly  any  existed;    and  it  was  not  till  after  the  startling 

accident  at  Abergele  that  anything  like  adequate  provision  was 

StatUmion     made  in  this  respect.      Whether  the  traffic  is  light  or  heavy, 

Htdyhaad  Line,  refuge  sidings  are  a  necessity  for  satisfactory  working  on  such  a 

length  of  line.  The  stations  themselves  were  small  structures, 
and  badly  furnished  in  the  matter  of  passenger  accommodation.  The 
platforms  all  too  short  for  the  work.  The  booking  offices  small,  and 
the  booking  windows  so  insignificant  in  size,  and  so  low  that  passengers 
had  to  bend  down  to  ask  for  tickets  from  a  clerk  it  was  impossible  for 
them  to  see. 

The  stipulation  made  by  the  Mostyn  Estate  that  Mostyn  should  be  "  a 
first-class  station,  that  is  to  say,  a  booking  office  and  a  clerk,'*  was  not  a 
difficult  one  to  comply  with.  Probably  the  worst  station  on  the  line  was  one 
which  is  noted  as  having  the  longest  name  of  any  in  Great  Britain,  It  is  in 
Anglesey,  and  is  known  as  Llanfair.  The  Post  Office  designate  it  "  Llanfair, 
P.  G.,"  but  its  full  name  is — 

Llanfair  pwll  gwjm  gyll  gogery  chwym  drobwU  Han  tysilio  gogo  goch, 

which,  being  interpreted,  means:  The  Church  of  St.  Mary,  in  a  hollow 
of  white  hazel  near  to  a  rapid  whirlpool,  and  to  St.  Tysilio  Church  near 
a  red  cave. 

One  night  a  fire  broke  out,  and  the  rickety  structure  was  in  jeopardy. 
News  was  sent  to  the  engineer  of  the  district,  Mr.  Hedworth  Lee,  of  the 
station  being  on  fire.  "  Let  it  bum ! "  was  the  reply ;  and  a  new  and  improved 
building  shortly  afterwards  took  its  place. 

At  Bangor  the  space  for  trains  was  much  compressed,  owing  to  the  tunnels 
which  immediately  adjoined  each  end  of  the  platforms,  and  which  through 

considerable  excavation  have,  at  length,  been  made  sufficiently 
long  to  accomodate  the  largely  lengthened  trains  now  running. 

Trains  travelling  from  Bangor  to  Carnarvon  had  no  direct  facing-point 
junction  at  Menai  Bridge,  they  had  to  set  back  from  the  main  line  to  the 
branch.     The  Vaynol  tunnel  had  only  a  single  line  of  rails  through  it. 

The  telegraph  system  was  in  force  only  from  Bangor  through  the  West 
Tunnel,  as  far  as  George  Crossing,  a  level  crossing,  now  no  longer  in  existence, 
opposite  to  the  "  George  Hotel,"  on  the  Menai  Straits. 
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At  Conway  the  Town  Wall,  with  its  picturesque  arch,  sadly  circum- 
scribed the  space  available  for  platform  accommodation,  and  the  curvature 

of  the   line   rendered    train    working    inconvenient ;    yet,  at 
this  place  between  the  time  of  the  opening  of  the  St.  George's 
Harbour  Line  and  the  construction  of  the  Exchange  Station  at  Llandudno 
Junction,  the  trains  for  and  from  Llandudno  were  dealt  with. 

At  Llandudno  the  line  of  the  St.  George's  Harbour  and  Railway  Company 
had  just  been  taken  over  by  the  London  and  North-Western  Railway.      This 

line  was  made  by  an  independent  company,  and  was  apparently 
suggested  as  a  route  to  North  Wales,  via  St.  George's  Channel. 
The  harbour  was  a  great  misnomer.  The  pier  was  a  stunted  affair,  and, 
judging  from  pictorial  plans  of  Llandudno,  issued  at  the  time,  was  originally 
intended  to  have  had  a  line  of  rails  in  connection  passing  through  a  cutting 
in  the  front  of  the  Parade  and  across  Most)m  Street,  to  the  site  of  the  present 
terminus. 

Mr.  Leyland  was  the  Station  Master  in  charge.  He  liad  filled  the  same 
position  in  Warrington,  prior  to  his  removal  to  Llandudno,  but  at  one  time 
had  acted  as  the  London  and  North-Western  Company's  resident  manager 
upon  the  Newport,  Abergavenny,  and  Hereford  Line,  when  the  North-Western 
Company  had  determined  on  making  a  forward  movement  in  that  district. 

Rhyl  was  growing  into  note  as  one  of  the  watering  places  for  Birmingham 
people,  and  its  sands  and  shrimps  and  sunsets  were  justly  appreciated  by  them. 

Its  foreshore  was  simply  a  series  of  bunkers.     Its  pier,  recently 
Vi^of  Clwyd.  opened,   was    considered  an   unexampled  advance  in  seaside 

attraction. 
The  Vale  of  Clwyd  Railway,  Rhyl  to  Denbigh,  and  its  extension 
to  Ruthin,  were  quite  independent  of  the  Chester  and  Holyhead  system. 
They  formed  a  junction  with  the  main  line,  close  to  the  swing-bridge, 
which  then  was  occasionally  worked  near  the  Foryd  Junction ;  their  trains 
runnmg  into  Rhyl  station.  A  small  station  existed  on  their  single  line, 
called  Foryd  (now  closed),  and  the  rails  were  carried  to  the  river  quay. 
Mr.  Bancroft  was  the  Chairman,  and  Mr.  Martin  Smith  the  Manager  of  the 
little  line;  he  aftenvards  became  General  Manager  of  the  North  Stafford 
Railway. 

The  Superintendent  of  the  Chester  and  Holyhead  Line  was  Mr.  J.  O. 
Binger,  already  mentioned.  The  Secretary  of  the  Railway  Company  had  been 
Mr.  R.  S.  Mansel ;  on  the  absorption  of  the  line  he  was  transferred  to  Liverpool 
as  District  Superintendent  of  the  Northern  Division,  in  succession  to  Mr.  Norris. 
Among  those  whom  I  knew  as  Mr.  Binger's  successive  chief  clerks  have  been  : 
Mr.  Oldham,  who  became  Manager  of  one  of  the  railways  in  Lima,  South 
America ;  Mr.  Day,  who  became  Goods  Manager  of  the  North  London  Railway; 
Mr.  B.  A.  Bedford,  who  was  for  some  time  in  the  Company's  office  in  Dublin, 
and  subsequently  became  Manager  of  the  Whitehaven  District ;  and  Mr.  S.  J. 
Carr,  who  became  the  Manager  of  the  Wirral  Railway. 
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The  following  is  the  list  of  those  who  have  been  successively  in  charge 
of  the  District : — 

Mr.  BiNGER,  from  the  opening  of  the  line  till  his  death  in 
November,  1875,  baving  as  his  assistants : — 

Mr.  F.  Harrison,  from  July,  1874  to  April,  1875,  ^^^^  ^^ 
removed  to  Euston. 

Mr.  Eddy,  from  April,  1875  to  November,  1875,  when  he  was 
appointed  District  Superintendent,  and  remained  in  charge 
till  his  removal  to  Euston,  in  April,  1878. 

Mr.  Ephraim  Wood  ...  April,  1878  to  January,  1893. 
Assistant,  Mr.  E.  A.  Neele,  October,  1888  to  January,  1893. 

Mr.  E.  A.  Neele,  January,    1893  ^o  April,   1899,  resigned; 
appointed  Manager  of  Dinorwic  Slate  Quarries. 
Assistant,  Mr.  H.  A.  Walker,  January,  1893  to  Nov.,  1893. 
Assistant,  Mr.  F.  Dent    November,  1893  to  May,  1899. 

Mr.  F.  Dent         May,  1899. 

Assistant,  Mr.  Geoffery  Greene  (appoiuted  Manager  of  Ceylon  Railways, 
1902). 

The  Goods  Managers  have  been  : — 

Mr.  W.  M.  Comber,  1847  to  1862,  removed  to  Euston,  as 
Assistant  Goods  Manager. 

Mr.  E.  Farr,  September,  1862  to  1^69,  to  Manchester,  as 
Goods  Manager. 

Mr.  J.  Fred.  Mason,  1869  to  1877,  to  Leeds,  as  Goods 
Manager. 

Mr.  Joseph  Guest,  1877  to  1879.     Left  the  service. 

Mr.  T.  Henshaw,  1879  ^o  1901.     Retired. 

Mr.  Alfred  Entwistle  is  at  present  in  charge  of  both  Passenger 
and  Goods  Departments. 

Chester  Station  had  become  the  joint  property,  in  agreed  proportions,  of 
the  Ix>ndon  and  North  Western  and  the  Great  Western  Railways.    It  was  origi- 
nally held  by  the  four  Companies  having  termini  in  Chester, 
station.        ^"^  ^^^  Joint  Committee  had  as  their  Secretary  a  Mr.  R.  L. 
Jones,  who  as  an  officer  of  the  London  and  North- Western 
Company,    had   in    addition,    the    control    of     the     Chester    and    Crewe 
Branch.     His   great   hobby   was  the   regulation  and   synchronizing  of  the 
station   clocks ;    indeed   he    was  the  personification  of  "  Greenwich  time." 
He  was  succeeded  in  his  position  as  Station  Master  in  1864  by  Mr.  Charles 
Mills,  my  old  fellow-clerk  at  Bishopgate,  who  continued  in  charge  till  1872, 
when  Mr.  David  Meldrum  (now  the  successful   Manager  of  the  Cheshire 
Lines),  was  appointed  and  retained  the  position  for  many  years.      He  was 
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followed  by  Mr.  William  Thome,  who  subsequently,  on  the  resignation  of 
Mr.  Patchett,  was  appointed  Superintendent  of  all  the  Joint  Lines  of  the 
London  and  North-Westem  and  Great  Western  Railways  in  Cheshire,  Salop 
and  Hereford. 

The  Birkenhead  Line  of  Railway,  which  as  an  independent  undertaking 
had  long  been  a  bone  of  contention  between  the  Great  Western  and  the 

London  and  North-Westem,  became  the  joint  property  of  the  two 

|^|!^]^**^  Companies.  Mr.  Charles  Mason,  who  had  been  its  Manager, 
joined  the  North-Westem  service,  and  his  brother  Mr. 
John  Mason  acted  for  a  while,  as  Local  Manager ;  when  the  two 
owning  Companies  had  perfected  their  arrangements,  the  respective  chief 
authorities  at  Euston  and  Paddington  managed  the  hne,  leaving  the  Local 
superintendence  to  Mr.  Binger  and  Mr.  Tyrrell  respectively. 

In  1864,  Mr.  J.  Wait,  who  had  been  Chief  Audit  Accountant  of  the 
Birkenhead  Joint  Railway,  was,  on  the  retirement  of  Mr.  Walter  Johnson, 
(father  of  Mr.  Robert  Johnson,  the  present  joint  Engineer),  appointed  Secretary 
and  Accountant  to  the  Birkenhead  Joint  Committee,  at  the  same  time  Mr. 
R.  L.  Jones  retired,  and  Mr.  Wait  succeeded  him  as  Secretary  to  the  Chester 
Station  Joint  Committee.  In  1867,  the  Amalgamated  Joint  Committee 
of  the  two  Companies  was  constituted,  and  Mr.  Wait  was  appointed  Secretary, 
and  held  the  post  till  his  retirement  in  1896. 

My  first  attempt  to  extend  the  twO  mile  telegraph  was  unsuccessful.  It 
arose  in  connection  with  an  accident  between  Heaton  Norris  and  Manchester. 

Afidd  t  t  ^^^  ^  P'"^'  ^^^^  ^^^^  Euston  to  Manchester,  on  Saturday  night, 
Levenihiilme,  December  20th,  1862,  had  nm  off  the  line  near  Levenshulme, 
Deoember  toth,  owing  to  the  defective  state  of  the  channel  wall  at  the  side  of 

the  line.  The  train  was  badly  wrecked,  the  rear  vehicles  lying 
on  their  sides  against  the  slope  of  the  cutting  ;  directly  following  the  disaster, 
before  the  guard  could  collect  himself  after  his  terrible  shaking,  the  train  was 
run  into  by  a  light  engine  that  had  followed  it  from  Stockport. 

Among  those  who  were  stunned  by  the  accident  was  Mr.  CawkwelFs  chief 
corresponding  clerk,  Joseph  Entwistle ; — putting  in  his  appearance  at  Euston 
on  Monday  morning  and  expecting  sympathy,  "  You  should  always  telegraph 
at  once  to  me  when  the  trains  meet  with  any  such  accident,"  was  the  somewhat 
disconcerting  intimation  that  greeted  him !  The  business  instinct  of  the 
Manager  had  quite  overcome  his  sense  of  sympathy. 

In  reporting  on  the  case,  I  ventured  to  add  that  the  district  between 
Stockport  and  Manchester  appeared  such  a  busy  one,  and  the  traffic  so  frequent 
that  the  adoption  of  the  telegraph  sections  as  in  the  Southern  District  would 
be  very  desirable.  I  expected  to  have  my  proposal  adopted  with  readiness, 
instead  of  which  the  duty  of  confining  reports  to  statement  of  facts  was  incul- 
cated— outside  suggestions  being  undesirable.  I  think  in  practise  we  soon  got 
beyond  this  idea,  and  I  certainly  trained  my  cadets  in  a  different  course. 
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The  Superintendent  of  the  Manchester  District  at  this  time  was  Mr. 
Charles  Cooper,  he  had  been  for  many  years  the  Superintendent  of  the  North 

Staffordshire  Line,  and  had  been  selected  by  Captain  Huish  to 
■^^J^     fill  the  position  of  District  Officer  on  the  London  and  North- 
western, when  Mr.  Henry  Woodhouse  resigned  the  position,  on 
his  taking   up   the   responsible  charge  of   the  permanent    way  throughout 
the  line. 

At  Manchester  the  Manchester,  Sheffield,  and  Lincolnshire  Railway  Com- 
pany made  use  of  the  line  between  Ardwick  and  London  Road  Terminus,  and  had 

obtained  authority  for  improved  facilities  through  the  doubling 
^"^^^^^    of  the  line  between  these  points,  in  spite  of  the  contention  of 
the  then  Station  Master  that  they  had  always  had  the  benefit 
of  "  evety  felicity  "  that  he  could  give  them. 

There  had  evidently  been  some  fnction  as  to  detentions  and  priority  of 
travelling:  here  is  the  regulation  put  in  force  in  1849  for  the  "Sheffield 
Junction "  near  Ardwick  :  "  Every  train  from  Manchester  and  Sheffield 
Line  must  stop  before  arriving  at  the  Junction,  and  wait  until  the  Policeman 
in  charge  of  the  Junction  indicates  that  the  line  is  clear.  Should  the  Manchester 
and  Birmingham  train  have  exceeded  the  proper  time  of  passing  the  Sheffield 
Junction,  and  the  Sheffield  train  has  arrived  at  its  proper  time,  or  before  the 
other  is  in  sight,  the  Sheffield  train  will  proceed  first  to  the  Station." 

The  connecting  line  from  London  Road  Station,  Manchester,  to  Oxford 
Road  and  Ordsall  Lane,  was  a  joint  line  with  the  Manchester,  Sheffield  and 

Lincolnshire  Company,  and  formed  a  portion  of  the  Manchester 

South  Jimotion  South  Junction  and  Altrincham  Line. — Mr.  Henry  Woodhouse, 

aAd  Engineer.    The  Board  of  the  Joint  Company  consisted  of  equal 

^^^^~*     numbers  of  Directors  from  each  Company,  one  of  them  being 

chosen  Chairman  alternately,  month  by  month.     At  one  time, 

things  were  very  acutely  disputed  between  the  two  differing  interests,  and 

resolutions   carried  at  one  meeting  by  the  casting  vote  of  one  Chairman, 

were  regularly  set  aside  and  counteracted  by  the  vote  of  the  next  meeting,  when 

the  other  Company's  representative  was  in  turn  presiding.      The  absurdity 

was  long  continued,  but  was  ultimately  remedied  by  the  appointment  of  a 

Standing    Arbitrator   to  decide  in  case  of  difference.      Sir  Edward  Watkin 

was  the  leading  spirit  of  the  Manchester,  Sheffield  and  Lincolnshire  for  very 

many  years.     The  Local  Manager  of  this  joint  line  was  Mr.  James  Kirkman. 

Another  joint  line  between  the  same  two  Companies  was  the  Oldham 
Ashton  and  Guide  Bridge  Line,  also  under  the  local  management  of  Mr.  James 

Kirkman.     This  line  left  Guide  Bridge  Station  at  what  was  called 

Aiht^'uid    ^^^^  Junction,  and  passing  thence  towards  the  Lancashire  and 

Onide  Bridire    Yorkshire  "  Ashton  Branch,"  crossed  it   by  a  proper  in  and 

^■^^^         out  double  junction  near  Ashton,  serving  that  town  and  Oldham 


in  the  joint  interest.     At  Oldham  no  less  than  four  Stations  were  clustered 
altogether,  called  Clegg  Street,  Central,  Mumps,  and  Glodwick  Road.    At  Clegg 
Street,  the  through  carriages  from  London  for  Rochdale  were  taken  forward 
by  the  Lancashire  and  Yorkshire  Company,  and  it  was  here  on  one  occasion 
that  the  rough  Lancashire  Porter,  an  Oldham  Lad — in  answer 
jotin  toiBht    '°  ^^^  remonstrance  of  a  passenger  as  to  tlie  delay  he  was  ex- 
periencing shunted  on  a  siding,  in  the  through  coach  London 
to  Rochdale — shouted  out,  "put  in  your  grit  ships  yed — it's  all  reel."     John 
Bright  was  the  passenger,  but  the  porter  failed  to  recognize  the  venerable 
proprietor  of  the  "great  sheep's  head," 

Joint  Ownership  and  running  over  other  Companies  lines  was  one  of  the 
features  of  this  Manchester  and  Yorkshire  District;  for  instance — the 
Lancashire  and  Yorkshire  Company's  trains  from  Bolton  side,  ran  into  Man- 
chester over  the  old  Liverpool  and  Manchester  Line  through  a  junction  near 
Salford,  and  used  the  same  station  (Victoria)  as  the  London  and  North-^Vestem 
Company;  their  own  stations  at  Salford  and  Manchester  not  coming  into 
use  till  ist  August,  1865. 

The  connecting  line  from  Stockport  to  StaJybridge,  though  belonging  to 
the  North-We stern  Company  up  to  Guide  Bridge,  had  the  Manchester 
Sheffield  and  Lincolnshire  as  owners  of  Guide  Bridge  itself,  and  from  that 
place  to  Stalybridgc  ihey  were  also  proprietors  of  the  line. 

In  like  manner  the  line  from  Manchester  (Victoria)  to  the  East  as  far  as 
Stalybridge  was  the  properly  of  the  Lancashire  and  Yorltshire  Company 
and  was  called  the  "Ashton  Branch."  Stalybridge  station  therefore  was  a 
joint  station,  no  less  than  three  Companies  having  an  interest  therein. 

From  Stalybridge,  the  line  for  sixteen  or  seventeen  miles  belongs  to  the 
London  and  North- Western  Company  ;  running  through  the  hilly  scenery  and 
busy  towns  of  Mossley,  Saddleworth  and  Greenfield,  climbing  gradually  up  to 
the  mountain  hack-bone  of  England,  and  passing  through  the  long  and  smoky 
tunnel  at  Standedge,  it  finds  its  way  along  the  sides  of  the  lofty  hills  through 
Marsden  and  Longwood  to  Gledholt,  where  the  Lancashire  and  Yorkshire 
again  become  interested,  and  use  Huddersfield  as  a  Joint  Station, 

The  long  tunnel  at  Standedge  was  for  years  the  longest  in  England, 

it    is   3   miles   66   yards   in   length,  and  at  the  time  of  my  first  visit  was 

only  a  single  line,  it  is  noted  as  the  place  at   which   "Staff 

"r^tfL*      working"  was  first  introduced — train  staff  working  though  in  a 

very  crude  form.    The  single  line  appears  to  have  been  regulated 

by  electric  telegraph  working,  probably  on  the  usual  "  train  in  "  and  "  train 

_,    ,     out "    system,   but   a    Pilot    Engine    was    also   used    to    run 
StaJf  for  Blnsle  '  ° 

lln«  Working    attached  to  each  train,  and  this  Pilot  Engme  was  of  course 


the  test  of  safety.     Mr.  Henry  \Voodhouse  was  the  Engineer, 
Superintendent,  and  Secretary  of  this  division  of  the    London  and    North- 
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Western,  when  it  opened  for  traffic — ^and  he  writes :  "  I 
occasionally  found  a  great  delay  took  place  to  the  trains 
waiting  the  return  of  the  Pilot  Engine,  so  it  was  then 
arranged  for  the  Staff  or  Stick  to  be  introduced,  and 
this  Staff  was  always  carried  by  the  last  Train  or  Engine, 
so  that  nothing  could  enter  the  tunnel  in  the  opposite 
direction.  The  signalman  always  saw  that  the  Stick  was 
kept  for  the  last  train,  the  train  in  front  being  allowed  to 
enter  by  verbal  order.  We  had,"  he  says,  "no  tickets 
when  this  system  commenced;  of  course  the  signalmen 
would  not  allow  a  train  to  enter  the  tunnel  without  he 
had  the  Staff  in  his  possession."  The  Staff  was  about 
three  feet  long  and  shaped  as  in  the  margin. 
Running  parallel  to  this  tunnel  is  the  Huddersfield  Canal,  through  which 
Canal  boats  are  accustomed  to  be  "  legged  "  by  the  men  in  charge.  A  series 
of  boats  are  allowed  to  go  through  in  the  one  direction  for  certain  fixed  hours, 
and  then  the  flow  of  traffic  runs  in  the  opposite  direction  for  a  fixed  period. 
The  Telephone  is  now  used  as  an  adjunct,  but  at  the  time  in  question  was 
unthought  of. 

The  Canal  was  pressed  into  the  service  during  the  construction,  not  only 
of  the  doubled  tunnel,  but  also  when  the  further  development  of  traffic  caused 
the  line  to  be  quadrupled  at  this  place. 

Huddersfield  Station  was  a  single  sided  station,  and  for  years  the  busy 
traffic  of  Yorkshire,  both  of  the  North- Western  and  of  the  Lancashire  and 

Yorkshire  Companies,  was  dealt  with  at  its  one  long  platform 
^^toSSif*    ^^^^  *  central  double  crossing.     Padmore,  who  was  afterwards 
removed  to  Crewe,  was  at  that  time  the  Station  Master,  and  the 
station  itself  was  the  joint  property  of  the  two  Companies 

From  Huddersfield  a  short  piece  of  North-Westem  ownership  brought 
the  line  via  Bradley  to  a  Junction  with  the  Lancashire  and  Yorkshire  Railway 
at  Heaton  Lodge;  thence  through  Mirfield  to  Thomhill  Junction  near 
Dewsbury,  the  Lancashire  and  Yorkshire  Company  owned  the  line ;  and  so 
far  as  the  route  of  the  London  and  North-Westem  trains  to  Wakefield  and 
Normanton  was  concerned  the  Lancashire  and  Yorkshire  Company  were  the 
owners  of  the  line.  Normanton  station  itself  being  a  joint  station  in  which 
four  Companies,  the  North-Eastem,  the  Midland,  the  Lancashire  and 
Yorkshire,  and  the  London  and  North-Westem  were  interested.  The  through 
service  of  North-Western  trains  to  Normanton  commenced  on  ist  April, 
1863.  Mr.  Hamer  Jebb  (who  became  Superintendent  of  the  West  London 
Line  in  1894)  being  the  Company's  representative. 

Normanton  as  we  have  seen  was  at  one  time  a  great  meeting  point  for 

traffic  North  of  Derby.    Mr.  Blackmore,  at  the  commencement  of  his  history, 

Normanton     was  the  officer  in  charge  of  the  place,  and  for  years  all  the 

station.       Superintendents  Meetings  as  to  Whitsuntide  arrangements  and 
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Summer  Tourist  questions  were  accustomed  to  be  held  there.  The 
North-Western  interest  in  the  place  was  largely  discounted  when  the  North- 
Eastem  joined  them  in  constructing  the  "  New  Station  "  at  Leeds,  where  a 
more  convenient  exchange  was  effected ;  but  throughout  the  history  of  the  line 
one  of  the  arterial  cross  mails  has  run  under  the  North-Western  auspices  to 
and  from  Normanton  every  night,  via  Huddersfield  to  Stalybridge,  thence  to 
Manchester,  Warrington,  and  Liverpool  on  the  one  side,  and  to  Crewe,  Chester 
and  Bangor  on  the  other,  and  is  running  still. 

The  Junction  at  Leeds  just  referred  to  was  by  no  means  part  of  the 
original  London  and  North-Western  communications  at  that  place ;  the  line 

from  Thomhill  Junction  (already  named)  in  the  direction  of 
Junction       Leeds,  belonged  to  the  London  and  North-Western,  and  passed 

Leeds.  through  the  busy  rival  towns  of  Dewsbury  and  Batley  to 
"  Whitehall  Junction  "  near  Leeds,  whence  two  separate  routes 
were  available ;  one  to  Central  Station  where  the  North-Eastern  and  the  Great 
Northern  were  chief  owners,  the  other  to  the  Wellington  Station  of  the  Midland 
Company,  where  for  many  years  the  London  and  North-Western  trains  were 
accommodated;  indeed  this  continued  until,  some  years  subsequently,  the 
formation  of  a  new  Viaduct  gave  the  London  and  North-Western  an  indepen- 
dent approach  to  Leeds  and  to  the  "  New  Station,"  where  the  North-Eastern 
and  North-Westem  "  shook  hands,"  and  established  a  large  Joint  Station,  and 
a  combined  through-route. 

It  will  thus  be  seen  to  what  a  considerable  extent  this  district  was  affected 
by  having  not  only  Joint  Stations  to  deal  with,  but  in  having  to  conduct  the 
Company's  traffic  over  lines  belonging  to  other  Railways. 

The  Superintendents  of  the  district  have  been  : — 

H.  Woodhouse,  up  to      ...         ...         ...         ...        1S52. 

Charles  Cooper    ...         ...  1852-1862,  to  Liverpool. 

J.  C.  Partington   ...         ...         ...      1 862-1 864,  resigned. 

W.  Sutton...         ...   1864-1866,  removed  to  Birmingham. 

J.  H.  Roberts      1 866-1 870,  died. 

H.  B.  Corns         ...         ...         ...      1870-1874,  resigned. 

W.  D.  Phillipps,  1874-1882,  to  N.S.  R.,  General  Manager. 

G.  E.  Mawby       1882-1898,  to  Northampton. 

H.  Linaker  1898- 

Charles  Cooper  was  removed  to  take  charge  of  the  Liverpool  Division  in 
1862,  and  his  nephew  Mr.  J.  C.  Partington  succeeded,  but  his  reign  was  very 
short  Mr.  W.  Sutton,  who  under  Mr.  Charles  Mason's  instructions,  had  to 
report  on  the  working  of  the  division,  made  recommendations,  which  caused 
Mr.  Partington's  removal,  and  Mr.  W.  Sutton  was  himself  appointed  in 
January,  1864,  District  Superintendent  in  his  stead.  He  remained  in  charge  fcr 
a  couple  of  years,  when  his  removal  to  the  Birmingham  district,  with  which  he 
had  been  so  long  previously  connected,  was  arranged. 
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Attached  to  this  district  as  a  kind  of  Secretarial  Representative  was 
Mr.  Henry  Morgan,  who  acted  as  Secretary  to  the  Northern  Committee  wherever 

it  met,  and  also  in  the  same  capacity  to  the  Traffic  Committee 
orgaiL  ^^  ^^  Line.  He  had  originally  been  connected  with  the 
Stour  Valley  Railway,  at  a  time  when  it  was  debateable  ground  between 
the  London  and  North-Westem  and  the  Shrewsbury  and  Chester  interests. 
His  office  at  Manchester  was  for  many  years  the  place  at  which  were  obtainable 
Season  Tickets  and  Residential  Tickets,  issued  then  at  special  rates  to  persons 
building  residences  in  the  neighbourhood  of  Manchester,  who  had  to  obtain 
his  certificate  of  value.  He  was  also  appointed  Secretary  to  the  "Hotel 
Committee,"  although  he  either  was  then,  or  subsequently  became  a  very 
strong  teetotaller !  He  was  appointed  Manager  of  the  Ashton,  Oldham,  and 
Guide  Bridge  Joint  Railway,  on  the  resignation  of  Mr.  Kirkman. 


CHAPTER  VII.        1862—1867. 

London  and  North- Western  Directors  in  i86a— Activity  of  the  Chairman— The  letter  "  D.**— Limit  of 
Vehicles  by  Limited  Mail — Trains  for  3rd  Class  Passeng;ers— Chairman  of  Superintendents  R.C.H. 
Conferenee,  Annual  appointment  adopted — Vixit  to  Ireland — Newspaper  Label  System  agreed  to— London 
Parcels  Offices  and  Omnibus  Service — Great  Western  and  London  and  North- Western  TraflSc  Agree- 
ment— Train  Telegraph  Working  extended— Mr.  Findlay,  Removal  from  Shrewsbury  to  London — 
Methods  of  Distinguishing  a.m.  and  p.m.  on  Time  Tables  —  Inspection  Visiu  —  Concentrating 
Points— London  Road  Station  Roof  falling  in— Hereford  Stations — Opening  of  Third  Line  Bletchley  to 
London— Willesden  Junction  opened  and  Train  Services  following— Liverpool  District — Historical 
Railway  Ground— Newton  Bridge— Bolton  and  Kenyon  Line— Wigan— Warrington— Lime  Street 
Sution— Mr.  James  Shaw  appointed  Superintendent— Walton  Junction  accident— Central  Wales 
Extension  Railwasr— R.  C.  H.  Appendix— Rules  for   working  over   Foreign    Lines. 


The  Board  of  Directors  of  the  Company  at  the  time  I  came  up  to 
Euston  consisted  of  the  following : — 

LONDON   AND   NORTHWESTERN   RAILWAY. 


Board  of  Directors — 1862. 


Richard  Moon,  Esq.,  Chairman. 
J.  P.  Brown-Westhead,  Esq.,  M.P.,  Deputy-Chairman. 


James  Bancroft,  Esq. 

Robert  Benson,  Esq. 

Richard  Birley,  Esq. 

Henry  Wollaston  Blake,  Esq. 

Hugh  C.  Eardley  Childers,  Esq.,  M.P. 

The  Hon.  Charles  S.  Clements. 

Major  Henry  Creed. 

Edward  Cropper,  Esq. 

Samuel  Dukenfield  Darbishire,  Esq 

Richard  Ryder  Dean,  Esq. 

Hardman  Earle,  Esq. 

Joseph  Christopher  Ewart,  Esq.,  M.P. 

George  Carr  Glyn,  Esq.,  M.P. 

Samuel  Robert  Graves,  Esq. 


William  Edwards  Hirst,  Esq. 

Wm.  Nicholson  Hodgson,  Esq. 

George  Hall  Lawrence,  Esq. 

Matthew  Lyon,  Esq. 

Lieut.-Col.  Henry  Dundas  Maclean 

Ross  Donnelly  Mangles,  Esq. 

Michael  Linning  Melville,  Esq. 

John  Bramley-Moore,  Esq.,  M.P. 

John  Piatt,  Esq. 

Theodore  Woolman  Rathbone,  Esq. 

The  Duke  of  Sutherland. 

John  Abraham  Tinn6,  Esq. 

Edward  Tootal,  Esq. 

Philip  Williams,  Esq. 


Of  these  the  Northern  Division  had  some  of  the  strongest  members — 
Mr.  Hardman  Earle,  who  had  been  connected  with  railways  from  their  opening, 
was  the  spokesman  for  Liverpool,  and  was  ever  ready  to  listen  to  appeals  from 
aggrieved  employees ;  the  Company's  large  wagon  works  at  Earlestown  will 
always  remain  associated  with  his  name. 
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Mr.  Bancroft,  a  Manchester  man,  had  been  Chairman  of  the  Birkenhead 
line,  and  had  risen  from  small  beginnings  to  become  a  well-known  arbitrator. 
One  large  affair  upon  which  he  adjudicated  were  claims  arising  from  a  Scotch 
railway  dispute,  which  culminated  in  the  "  Perth  block ; " — traffic  both  North 
and  South  of  Perth  having  been  obstinately  refused  transfer.  He  was  a  very 
ready  speaker,  and  one  of  his  standing  jests  was  to  make  a  purposed 
slip,  when  enlarging  on  his  interest  in  Welsh  traffic,  and  say  his  mother  was 
a  Welshman.  On  the  occasion  of  a  Banquet  in  the  town  of  Burton,  June  22nd, 
1864,  to  celebrate  the  opening  of  the  Bridge  over  the  Trent  in  substitution 
of  the  old  narrow  pack  horse  bridge — a  work  mainly  done  at  the  expense  of 
the  Railway  Companies — there  was  a  very  large  gathering  in  one  of  the  big 
Brewery  buildings ;  the  Chairman  of  the  Midland  had  made  a  long  speech  in  so 
low  a  tone  that  it  was  quite  lost  in  the  vast  space ;  on  behalf  of  the  London 
and  North-Westem  Mr.  Bancroft  replied,  standing  upon  his  chair  and 
leading  off  in  a  voice  audible  throughout  the  whole  place,  vociferous 
applause  greeting  the  energy  he  displayed.  He  became  the  Chairman 
of  the  North  London  Railway,  and  always  presided  at  the  meetings  of 
the  Northern  Committee. 

Mr.  Edward  Tootal  had  been  connected  with  the  Manchester  and 
Crewe  Railways,  and  had  been  an  important  factor  in  the  sale  of  the 
Trent  Valley  Line,  which  brought  about  the  amalgamation  of  the  London 
and  North-Westem  Railway  Company.  His  manner  of  speaking  was 
very  quick  and  sharp,  and  he  was  intolerant  of  any  hesitation  in 
reply  to  his  rapidly  put  inquiries.  The  story  attached  to  his  name 
is  I  firmly  believe  well  founded.  At  a  Guildhall  Banquet  the  guests 
had  to  give  their  names  as  they  entered — "Mr.  Tootal,"  said  he — and 
the  name  was  on  the  point  of  being  shouted  out,  when  he  added,  "and 
Mrs.  Tootal,  too."  And  so  the  names  were  announced  to  the  Right 
Honourable  the  Lord  Mayor  as  "Mr.  Tootal,  and  Mrs.  Tootal-too,"  re- 
echoed in  ludicrous  form  from  Mr.  TootaVs  own  mouth ! 

Mr.  Matthew  Lyon  was  another  of  the  Manchester  group,  his  manner 
belied  his  name,  for  he  was  quite  lamb-like  in  discussion — for  many  years 
he  was  Chairman  of  Permanent  Way  Committee.  Mr.  Richard  Birley  (of 
Manchester)  was  a  Director  who  "  wanted  to  know  you  know  "  all  that  was 
going  forward. 

Liverpool  was  to  be  credited  with  an  active  and  highly  esteemed  Director 
in  Mr.  Samuel  Robert  Graves.  He  became  Member  of  Parliament  for 
Liverpool,  and  had  his  life  been  spared  he  would  have  doubtless  become 
a  Cabinet  Minister.  Unfortunately  his  career  was  cut  short,  for  he  died  very 
suddenly  at  Euston  Hotel,  early  in  1873. 

Another  of  the  Directors  who  became  a  Cabinet  Minister,  was  Mr. 
Hugh  C.  Eardley  Childers,  M.P.  He  did  not  make  much  impression  as  to 
his  abilities  among  the  officers  at  Euston,  and  was  only  known  as  originating  a 
system  of  check  on  the  postage  stamps  used  throughout  the  line. 
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The  list  of  names  will  shew  how  large  an  element  the  Liverpool  contin- 
gent made  on  the  Board,  many  of  them  being  personal  supporters  of  the 
Chairman — himself  a  Liverpool  man — Mr.  Darbishire,  Mr.  Ewart,  Mr.  G.  H. 
Lawrence,  Mr.  Bramley-Moore,  Mr.  Rathbone,  and  Mr.  Tinn6,  all  hailed  from 
that  quarter. 

In  the  Southern  Division  the  Honourable  Chas.  Skiffington  Clements, 
an  Irishman,  acted  as  Chairman  of  the  Southern  Committee,  in  which  he  was 
subsequently  succeeded  by  Mr.  Richard  Ryder  Dean,  a  Barrister  with  a 
high-pitched  voice  and  Old  Bailey  style  of  cross  examination ;  very  voluble — 
a  great  contrast  to  Mr.  W.  L.  Melville  who  passed  the  Bills  and  was  known 
as  "  the  silent  member  "  as  he  hardly  ever  spoke. 

The  Duke  of  Sutherland  and  the  Deputy  Chairman,  Mr.  J.  P.  Brown- 
Westhead  seldom  attended  any  of  the  local  traffic  committees — nor  did 
Mr.  Benson,  Mr.  Glyn,  or  Mr.  Wollaston  Blake;  questions  of  policy  and 
finance  claimed  their  attention. 

Mr.  Philip  Williams,  my  old  friend  on  the  S.  S.  R.,  grown  stout  and 
somnolent,  represented  the  Birmingham  district  on  the  Board. 

Mr.  W.  E.  Hirst,  of  Huddersfield,  and  Mr.  John  Piatt,  of  Oldham, 
looked  after  the  interest  of  the  Company  in  their  respective  neighbourhoods ; 
while  Mr.  Edward  Cropper,  of  Kendal,  and  Mr.  W.  N.  Hodgson,  of  Carlisle, 
did  the  same  for  the  district  North  of  Lancaster.  Mr.  Hodgson  had  joined 
the  Board  in  i860  on  the  lease  of  the  Lancaster  and  Carlisle  Line  coming 
into  operation. 

Mr.  Ross  Donelly  Mangles  was  only  noted  for  the  paragraph  which 
appeared  in  "  Punch,"  containing  the  query :  if  Mr.  Ross  Donelly  Mangles, 
"  what  does  Mrs.  Ross  Donelly  do  ?  " 

With  most  of  these  gentlemen  I  gradually  became  acquainted — meeting 
tliem  not  only  at  the  various  committees,  but  often  coming  across  them  on  the 
frequent  journeys  I  made  along  the  line. 

One  of  the  pomts  on  which  the  Chairman  laid  stress  on  my  first  appoint- 
ment, was  the  desirability  of  varying  the  route  and  the  trains  travelled 
by,  so  as  to  be  always  posted  up  and  conversant  with  the  men  and 
stations  throughout  the  system.  By  following  his  suggestion  I  was  able 
to  accummulate  a  fund  of  information  valuable  in  all  discussions  as  to 
signalling,  accidents,  working,  and  staff  organisation. 

The  Chairman's  leading  idea  was  "  economy,"  though  sometimes 
strangely  lavish  in  large  matters  he  was  almost  penurious  in  others  —his  desire 

was  to  make  the  line  a  paying  affair.      In  the  part  of  London 
'  —  in  which  I  resided,  it  was  customary  to  supply  the  householders 

with  cards  having  the  letter  "  D  "  to  place  on  the  windows — 
this  indicated  that  the  Dustmen  were  required.  On  one  occasion  he 
told  me  he  had  observed  these,  and  that  he  had  always  the  letter  "  D  "  in  his 
office  window.  To  him  it  meant  Dividend  and  he  could  not  allow  it  to  be 
lost  sight  of  in  any  expenditure  that  was  discussed. 
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All  agencies  or  at  least  all  payments  to  agents  were  equally  disliked  by 
him.  Boating  agents,  canal  agents,  parcel  agents,  excursion  agents  were  in 
his  view  parasites  to  be  got  rid  of,  and  the  duties  performed  by  the  Company's 
own  staff. 

His  strong  contention  in  favour  of  economy  in  all  departments  made  the 
necessity  for  improved  signalling  go  much  "  against  the  grain  "  with  him, 
and  had  it  not  been  that  Saxby  and  Farmer  by  their  concentration  were  able 
in  various  cases  to  shew  the  possibility  of  reduction  in  the  number  of  men 
employed  at  stations,  the  improvement  would  I  fear  not  liave  made  the 
progress  it  did. 

The  anxiety  for  economy  led  our  Chairman  to  endeavour  to  bring  about 
a  reduction  of  speed  in  the  through  trains,  comparatively  easy  as  their  timing 
then  was ;  and  under  instructions  I  had  one  or  two  interviews  with  the  postal 

authorities  on  the  subject,  tr3nng  to  induce  them  to  agree  to 
^^yZ^^T*  modifications  in  this  direction.  It  was  not  attainable,  it  was 
Antliorltiflt.    not    likely  to    be    so.      These    interviews    with    the    postal 

officials  were  the  commencement  of  a  very  pleasant  series  of 
interviews  with  the  Chief  of  Department,  who  filled  the  position  of  Inspector 
General  of  Mails.  It  fell  to  my  lot  periodically  to  have  to  intimate  to  that 
department  our  suggested  alterations  in  train  running,  by  which  the  mails  or 
trains  under  postal  notice  might  in  any  way  be  affected,  so  that  the  necessary 
concurrence  might  be  obtained.  I  should  like  to  bear  testimony  to  the  un- 
varying courtesy  with  which  I  was  received,  and  to  the  readiness  with  which 
the  officers  of  the  Post  Office  on  all  possible  occasions  met  us  in  our  difficulties. 
Sometimes  such  applications  might  almost  be  of  the  nature  of  a  forlorn  hope, 
but  at  all  times  and  throughout  the  many  years  I  had  to  deal  with  St.  Martin's- 
le-Grand,  whether  as  at  first  with  Mr.  E.  J.  Page,  Mr.  West,  Mr.  Benthall,  or 
subsequently  with  Mr.  Baines,  and  Mr.  Sifton,  his  successor,  my  relations  have 
ever  been  of  the  most  pleasant  character.  Under  Mr.  Baines'  rule  the  questions 
dealt  with  widened  out  very  considerably,  what  with  telegraphs  and  parcel  post 
(the  latter  a  remarkable  development) ;  but  the  fair  and  broad  way  he  had  of 
dealing  with  difficulties  induced  a  mutual  feeling  of  confidence. 

Our  applications  for  permission  in  special  cases  to  run  an  additional 
vehicle  by  the  Limited  Mail  were  unavoidably  very  frequent,  and  at  kst 
through  Mr.  Cawkwell's  urgency  a  standing  permission  was  given  for  a  fourth 
passenger  carriage  to  be  regularly  run  ;   restricted  still  to  ist  and  2nd  class. 

The  question  of  the  conveyance  of  3rd  class  passengers  by  the  various 
trains  to  and  from  London  was  gradually  growing  in  importance.   The  Inland 

Revenue   authorities  had  relaxed  the    strict    view   by    which 

trd  OlMMM      remission  of  passenger  duty  could  only  be  granted  for  3rd  class 

from  London,    traffic   by   trains   stopping   at   all   stations,  and   consented  to 

accept  marked  copies  of  the  monthly  time  tables  on  which  they 

gave  authority  for  concessions.    Commencing  in  August  1864,  the  London  and 
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North-Westem  Company  adopted  two  3rd  class  trains  into  and  out  of  London 

daily — a  morning  and  evening  one.      A  page  was  also  added  to 

^A^tod 0iM8  ^^^  '^^"^^  Book,  showing  the  3rd  class  trains  in  the  Provinces. 

Trains  each    The    extension    of  these    concessions    set    in   very   rapidly^ 

^?om^ndonf  competitive  companies  making  alterations  in  them  month  by 

month,  each  change  entailing  alterations  on  our  part  to  main- 
tain our  position.  A  necessary  modification  in  the  constitution  of  the  trains 
followed,  for  hitherto  the  bulk  of  the  vehicles  had  been  ist  and  2nd, 
now  the  3rd  class  became  a  growing,  rapidly  growing,  constituent,  and  the 
carriage  stock  of  composite  vehicles,  i.^.,  ist  and  2nd  class  had  gradually  but 
decisively  to  be  altered  into  "  Tri-Composites,"  serving  ist,  2nd,  and  3rd  class, 
between  selected  points  where  the  traffic  did  not  warrant  the  attaching  of 
independent  3rd  class  carriages. 

The  word  "  Parly,"  at  the  head  of  two  or  three  of  the  columns  in  the 
Monthly  Time  Book,  called,  for  the  sake  of  distinction,  "  the  Penny  Book," 

was  at  first  quite  sufficient  to  shew  these  trains,  but  a  reference 
Trains        to  the  books  of  1865-6-7,  will  shew  that  a  section  of  the  page 
as  "SS^"  in  ^^^^  '^^  ^^^>^  columns  had  become  necessary  to  indicate  with 
Time  Book,     distinctness  the  destinations  between  which  the  Parliamentary 
bookings    were    applicable  by    each    of   the  trains    shewn. 
Meetings   with  the    object  of   keeping  on  equal  terms    with    competitors 
in  this  respect  were  very  frequent,  and  entailed  continual  adjustments  through- 
out subsequent  years;    but  one  fine  day  all  these  carefully    constructed 
and  balanced  arrangements  were  brought  to  an  end  by  the  announcement 
that  the   Midland   Company  intended  to  convey   3rd   class   by   all   their 
trains. 

Turning   for   a  short    time    to    the    changes    that   took    place   at  the 

Clearing  House   Meetings,  I  rejoined  the  body  of  the   Railway  Clearing 

Snperinten-     House  Superintendents  on  24th  July,  1862,  representing  now 

dents'        the  London  and  North-Western  Railway :  Mr.  J.  B.  Thomson, 
Conferenoes  at  . 

Clearing  House,  of  the  Edinburgh  and  Glasgow  Railway,  being  in  the  Chair  on 

1862.  that  occasion. 

Mr.  Bradley,  of  the  Manchester,  Sheffield  and  Lincolnshire  Railway, 
joined  the  Superintendents  for  the  first  time  on  the  same  occasion,  succeeding 
Mr.  Hargreaves,  who  retired  from  the  service. 

Mr.  James  Shaw,  as  representing  the  East  Lancashire  (Lancashire  and 
Yorkshire),  and  myself,  as  representing  the  London  and  North-Westem,  were 
both  elected  members  of  the  Claims  Committee. 

Mr.  English,  of  the  South  Yorkshire  Railway,  also  joined  the  Conference 
in  the  same  year. 

In  the  Minutes  for  1863,  Mr.  Gent  frequently  appears  acting  at  the 
Superintendents   Meeting  as   Railway  Clearing   House    representative.     In 
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October  of  that  year  Mr.  Currey  (Great  Northern  Railway),  in 

ttr.P.w.DawMm  succession  to   Mr.  Walter  Leith,  comes  into  office — and  Mr. 

jJ^J^J^f    Cooper,  son  of  Mr.  Charles  Cooper,  of  Liverpool,  attends  as 

tlMGlaarliig    representative  of  the  Colne  Valley  and   Halstead  Railway. 

^^"'■•-        Mr.  P.  W.  Dawson  becomes  the  Manager  of  the  Clearing 

House,  and  Mr.  Thomas  Shaw  attends  on  behalf  of  the  Irish  North-Westem 

Railway  at  the  Conferences. 

The  difficult  question  of  combating  the  advance  of  Packed  Parcels 
Agencies,  and  schemes  for  communication  between  passengers  and  guards  and 
drivers  were  some  of  the  chief  points  dealt  with  during  1863  by  the  Superin- 
tendents Conference;  continuous  brakes  and  train  telegraph  systems  were 
also  under  consideration.  In  the  autumn  a  resolution  was  passed  adopting 
the  plan  of  electing  a  Chairman  annually  for  the  Superintendents  Conference, 
and  Mr.  Blackmore,  of  the  Lancashire  and  Yorkshire  Company,  was 
unanimously  elected  for  the  coming  year  (1864). 

On  15th  January,  1863,  the  first  experiments  were  made  with  the 
Pneumatic  Tube,  connecting  Holbom  with  Euston  and  Eversholt  Street. 

There  were  several  trips  made  with  passengers  lying  down  in 

mh  Ji^naiy.    ^^®  carriers,  and  it  was  reported  that  the  Duke  of  Buckingham 

PnramaUo     had  so  gone  through  to  Holbom,  but  I  did  not  see  this ;   the 

^twiSIl^     journeys  which  I  witnessed  were  only  those  between  Euston 

and  Eversholt  Street. 

A  visit  to  Ireland,  in  the  autumn  of  1863,  gave  me  many  introductions. 

I  renewed  my  acquaintance  with  Mr.  Ilbery,  of  the  Great  Southern  and 

^^  ^  Western,  and  was  introduced  to  the   Irish   Clearing  House 

Octobsr,  I88SL  ,  . 

BaUway       Managers,  Mr.  Culverwell,  of  the  Dublin  and  Drogheda,  taking 

Offloerm  Irish  me  in  hand.  Mr.  J.  W.  Elwin  was  at  that  time  Secretary 
to  the  Clearing  House.  At  Dundalk  I  interviewed  Mr. 
McMaster,  of  the  Liverpool  and  Dundalk  Steamship  Company.  At 
Londonderry  I  met  Mr.  T.  Shaw  the  representative  of  the  Irish  North- 
Westem  Railway;  and  at  Belfast  Mr.  Robert  Henderson,  junior,  acting 
for  the  Fleetwood  Steamship  route.  I  visited  Donaghadee  with  Mr.  Haines, 
who  in  after  years  became  London  and  North-Western  representative  at 
Belfast.  From  Carrickfergus  to  Lame,  Mr.  E.  J.  Cotton,  Manager  of  the 
"  Northern  Counties,"  accompanied  me,  and  crossing  in  the  Steamer 
"  Albion  "  to  Stranraer,  I  brought  to  a  close  my  visit  to  Ireland — a  trip  which 
largely  and  beneficially  increased  my  knowledge  of  the  routes  and  interests  of 
the  various  railway  companies  in  that  country. 

Early  in  the  following  year  we  had  some  important  meetings  with 
Mr.  W.  Forbes,  of  the  Midland  Great-Western  Line,  as  to  the  Atlantic  Steam 
Navigation  Company  making  use  of  Gal  way  as  their  port  of  departure, 
but  the  scheme  was  very  poorly  supported. 

In  November,  1863,  after  interviews  at  Leeds  with  the  Yorkshire  Press 

Association,  Mr.  Edward  Baines  being  their  spokesman,  we  agreed  to  adopt 
10 
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for  the  provincial  newspapers  a  scale  of  rates  by  labels  for  the 

^^^*]SbSi^^  traffic  out  of  York,  Leeds,   Liverpool,  Manchester,   &c.,— a 

adopted  for    system  which  has  developed  to  a  remarkable  degree    the   cir- 

N^TpaweL   ^"^^^^^"  ^^  ^^^^^  provincial  papers,  alike  of  their  morning  and 

evening  issues;  the   traffic   increasing  so  greatly  that  special 

early  morning  trains  were  paid  for  by  newspaper  proprietors  to  hold  their  own 

districts  against  competitors,  and  to  widen  their  circulating  territory. 

Though  Mr.  W.  H.  Smith  took  considerable  interest  in  what  was  going 
on,  and  I  had  the  pleasure  of  one  or  two  interviews  with  him,  it  was  not  till 
1866  that  this  system  made  any  way  in  the  south.  The  London  papers  had 
been  conveyed  at  contract  rates  of  one  guinea  per  annum  out  of  London, 
and  10/6  for  each  extra  paper  annually.  On  ist  January,  1866,  the  plan  of 
charging  ^d,  each  copy  between  any  two  stations  superseded  the  guinea 
contracts,  and  stamps  were  issued  to  cover  the  carriage  of  one,  two,  three,  or 
four  copies. 

The  conveyance  of  newspapers  under  these  stamps  and  contracts  was 
the  first  departure  from  the   plan  of  charging  a  booking   fee  of   2d.  on 

each  parcel  conveyed  by  railway  out  of  London.      Messrs. 
^PJJ^^     Home  &  Chaplin  clung  to  the  old  system  ;  their  old  coaching 

^  — _         hotels  were  used  as  the  receiving  offices,  and  their  omnibuses  and 
London  B118868. 

vans  brought  the  parcels  to  Euston  for  despatch  to  the  north. 
These  omnibuses  made  a  string  of  calls  at  these  hotels,  and  their  journey  to 
and  from  the  city  forms  a  strange  contrast  to  the  service  of  to-day,  alike  for 
the  parcels  and  the  city  passengers.  Below  is  the  time  table  then  performed 
thrice  daily.  I  once  tried  it  from  Gracechurch  Street  to  Euston,  and  never 
wished  to  repeat  the  dawdling  experience : — 

From  *'  Spread  Elagle,"  Gracechurch  Street  -    45  min.  before  train  leaves  Euston. 

„     **Swan  with  Two  Necks,"  Gresham 

Street  (late  Lad  Lane)    ...     -    40 

, ,  ••  Cross  Keys,"  Wood  Street,  Cheapside  38 

„  **  Bolt-in-Tun,"  Fleet  Street ....  32 

„  '*  White  Horse,"  Fetter  Lane     ...  30 

„  **  George  and  Blue  Boar,"  Holbom  .    -  25 

In  the  western  district,  Mr.  Home  included — ^I'lie  "Golden  Cross," 
Charing  Cross ;  the  "  Golden  Cross,"  Regent  Circus ;  Griffin's  "  Green  Man 
and  Still,"  Oxford  Street;  "Old  White  Horse  Cellar,"  PiccadUly;  the 
"  Spread  Eagle,"  Regent  Circus ;  and  when  new  offices  were  opened,  he  urged 
the  adoption  of  distinctive  names — "  The  Lion  Office,"  "  The  Atlas,"  &c. 

Mr.  Home's  Euston  representative  was  a  Mr.  John    Dawson,  a  half- 
brother  to  Mr.  P.  W.  Dawson,  of  the  Clearing  House.     His  office  was  in 
PazcolaTtafflo  ^^^  ^^  ^^^  square  stone  lodges  in  front  of  Euston  Station,  and 
nsdorCb&plin  here  his  chief  would  often  be  seen  dealing  with  voluminous 
andHorne.     correspondence,   which,    in   tme   coachman   style,   he   always 
brought  with  him  in  his  hat !     He  had  a  very  able  lieutenant  in  Mr.  Hol*^ 
who  subsequently  entered  the  London  and  Nortli-VVestem  service* 
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Mr.  S.  W.  Brooks  was  the  Company's  Representative  at  Euston  for 
Parcels  transmission  by  rail ;  but  in  the  Provinces  the  Cartage- Agent  influence 
and  Hotel  receiving  Offices  long  remained  in  vogue,  Mr.  Home  being  the 
intermediary  in  the  arrangements.  Messrs.  Crowley,  in  the  same  way,  had 
the  Parcel  Traffic  in  hand  in  the  Midlands,  Gloucester,  Worcester,  and  Kidder- 
minster. In  Yorkshire  towns  the  same  system  obtained  to  a  limited  extent, 
the  offices  used  being  generally  those  of  Messrs.  Carver  &  Co.,  under  the 
auspices  of  Mr.  Burridge ;  in  Birmingham,  Mr.  Browning,  jointly  with  Messrs. 
Waddell  &  Bretherton  ,with  head  quarters  at  the  "  Hen  and  Chickens  "  Inn,  New 
Street.  The  modem  system  of  the  Company's  own  Town  Receiving  Offices, 
and  subsidiary  ones  in  tradesmen's  shops,  followed  rapidly  on  the  abandon- 
ment of  the  system  of  Booking  Fees.  So  far  as  London  was  concerned  the 
transferring  of  the  business  out  of  the  Agents  hands ;  the  selection  of  suitable 
sites  for  Receiving  Offices ;  the  very  complete  system  of  collection  and  delivery 
now  in  force  by  the  Company's  own  carts  and  vans,  were  the  result  of  many 
years  of  strenuous  energy  on  the  part  of  Mr.  David  Stevenson ;  the  Chairman 
and  Mr.  Oscar  Leslie  Stephen  (Directors),  taking  the  leading  interest  in  these 
affairs  at  the  "  Cartage  Committee." 

The  "  Swan  with  two  Necks,"  Gresham  Street,  became  the  London  and 
North-Western  Central  Office  for  Parcels  Department  in  the  City  of  London,  but 
subsequently  the  whole  of  the  Cartage  Staff — ^horses  and  vehicles,  were  dealt 
with  at  two  or  three  localities,  Camden  and  Broad  Street,  chiefly,  with  Euston  as 
a  depot,  more  especially  allotted  to  the  later  development  in  Omnibus  traffic. 

Mr.'  Livock,  of  Northampton,  had  been  the  Company's  "  Master  of  the 
Horse,"  for  their  shunting  horses  and  cartage,  but  subsequently  Captain 
Barthorp  was  appointed  to  All  this  responsible  position,  controlling  the  whole 
of  the  Company's  establishments  throughout  the  Kingdom. 

1864.  Early  in  the  year  1864,  the  Great  Western  and  London  and  North- 
western traffic  agreement  led  to  numerous  meetings,  and  in  these  Mr.  George 

jjj^  Findlay,  then  Manager  of  two  or  three  Welsh  lines  of  Mr.  Savin's 

Oreat  Western  promotion,  since  merged  into  the  Cambrian  system,  came  pro- 
^^?ertm  "^^'^^'^^^y  ^"^^  conference  with  Euston,  as  the  whole  portions  of 

Tnfflc  the  Railway  system  from  Salop  to  Hereford,  Newport,  Oswestry, 
^*'**™*"^     and  Aberystwyth,  were  completely  in  his  grasp. 

Our  interests  in  the  Vale  of  Neath— of  which  Mr.  Joshua  Williams  was 
Manager — and  indeed  all  the  system  of  working  South  of  Hereford  were 
entmsted  entirely  to  Mr.  Findlay;  and  ere  long  he  became  the  District 
Superintendent  and  Traffic  Manager  for  the  London  and  North-Western  on 
that  side  of  the  country.  The  "  Shropshire  Union "  from  Stafford  to 
Wellington,  and  the  line  from  Shrewsbury  to  Crewe  (then  only  a  single  line 
under  Mr.  Chas.  Cooper's  Superintendence),  all  ultimately  coming  under 
Mr.  Findlay's  charge. 

The  following  changes  took  place  among  the  London  and  North- 
Western  District  Officers  in  1864 : — Mr.  Sutton  removed  from  Mr.  Charles 
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Mason's  Office  to  take  charge  of  the   Manchester  District 
Kg^^^i^       Mr.  Ephraim  Wood  succeeded  him  as  Mr.  Mason's  factotum, 
Offloert,       followed  shortly  after  by  Mr.  Purrsell,  both  being  selected  from 
the  Audit  office.     Mr.  Charles  Cooper  obtained  some  appoint- 
ment in  Liverpool,  connected  with  the  Coal  traffic,  and  his  leaving  the  Company 
opened  the  way  for  Mr.  Walter  Knox  to  return  to   Liverpool  as   District 
Superintendent.     Mr.  J.  H.  Roberts,  who  had  been  on  the  West  Midland  at 
Worcester,  was  appointed  to  the  Birmingham  District,  vice  Knox. 

At  the  Clearing  House  Superintendents  Conference  in  1864,  Mr.  Mortimer 
Harris  is  recorded  as  the  Representative  of  the  London,  Chatham  &  Dover 
Railway ;  Mr.  Joshua  Williams,  for  the  Vale  of  Neath ;  Mr.  Martin  Smith, 
for  the  Vale  of  Clwyd;  Mr.  Tyrrell,  for  the  Great  Western  Railway,  Mr.  Kelley 
exchanging  with  him  the  position  of  Divisional  Superintendent  at  Chester ; 
Mr.  Adcock,  appears  as  representating  the  Stourbridge  Company;  Mr. 
Smedley,  the  Pembroke  and  Tenby,  of  which  he  remained  the  successful 
Manager  till  his  death.  Mr.  W.  Roberts,  is  recorded  as  representing  Mr. 
Dougall  for  the  Inverness  and  Aberdeen  Junction ;  Mr.  Cattle,  who 
commenced  Railway  life  as  chief  clerk  to  Mr.  A.  C.  Sherriff  on  the  Hull 
district  of  the  York  and  North  Midland  Railway,  and  had  worked  his  way  up 
with  distinction,  becomes  the  Representative  of  the  Cockermouth,  Keswick  and 
Penrith  Company. 

Among  the  alterations  adopted  during  the  year  by  this  Conference 
may  be  mentioned  the  uniform  scale  of  periods  for  Return  Tickets.     Those 

from  London  to  Scotland  had  8  days  allotted  as  their  period ; 

—  a  weekly  ticket  in  fact,  including  the  day  of  issue  and  return. 

Adopted.       Graduated  periods  for  6  days,  4  days,  &c.,  were  also  agreed  to  for 

distances  in  England.     Tourist  Tickets  were  the  only  ones  that 

had  a  currency  of  one  month,  and  these  were  restricted  to  ist  and  2nd  class. 

We  also  discussed  and  finally  settled  a  universal  system  of  ticket  punches, 

by  which  a  distinctive  number  was  allotted  to  the  Ticket  Examining  Stations 

Ticket  PanohM.  ^^  ^^^  various  lines  throughout  the  Kingdom — the  punch  by 

Diet^ctlve     ^"^  action,   nipping    the   edge   of    the     ticket,    and   at  the 

Numben       same   time   deeply  embossing   on   the   ticket   the   distinctive 

Adopted.       u  Number  "  of  the  Examining  Station.     The  former  system  of 

punching  out  of  the  ticket  portions  marked  with  stars,  or  letters,  or  crescents, 

or   squares,  having  resulted  in    making  return  half-tickets,  when  frequently 

examined,  simply  fantastic,  illegible  wrecks ! 

Mr.  Tyrrell  was  elected  Chairman  of  Conference  for  the  year  1865. 

The  New  Openings  in   1864,    commenced   with   the  extension   of  the 

South   Leicestershire   Line   from    Hinckley    to    Wigston    Junction   on   the 

,---  Midland  Line,  on   ist  January,  by  which    Leicester   became 

New  Lines      one   of  the  London  and  North-Westem    Company's  terminal 

^»«^        points. 

In  March,  our  Merthyr,  Tredegar  and  Abergavenny  Line — originally  a 
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tramroad — ^was  extended  from  Brynmawr  to  Nantybwch,  serving  the  busy 
works  of  Tredegar,  and  approaching  the  Sirhowy  Company's  system,  with 
which  it  was  ultimately  connected.  In  September,  the  Eccles,  Tyldesley 
and  Wigan  Line,  and  the  Bedford  Leigh  branch,  were  opened  for  traffic, 
as  well  as  the  branch  from  Hest  Bank  to  Morecambe,  the  latter  having  an 
intermediate  station  at  "  Poulton-le-Sands,"  which  shortly  afterwards  was 
changed  to  the  less  inviting  name  of  Bare  Lane. 

Our  Line  from  Speke  Junction  to  Edge  Hill,  Liverpool,  was  opened 
this  year ;  and  the  Manchester,  Sheffield  and  Lincolnshire,  jointly  with  the 
Great  Northern,  also  commenced  their  service  into  Liverpool  (Brunswick 
Station);  their  trains  traversing  the  Warrington  and  Lymm  Line,  between 
Broadheath  and  Garston  ;  the  times  fixed  for  the  opening  service  having  been 
settled  at  a  meeting  at  Leeds  between  Mr.  Currey,  Mr.  Walter  Leith's 
representative,  and  myself. 

The  Cambrian  Line  was  opened  through  from  Machynlleth  to  Aberystwyth. 
Mr.  Findlay,  the  Manager,  was  very  urgent  that  we  at  Euston,  by  tourist 
announcements,  maps,  and  through  booking  with  coaching  proprietors,  should 
give  all  possible  publicity  to  the  completion  of  the  line. 

The  South-Eastem  opened  their  Charing  Cross  Station  on  ist  January. 
The  North-Westem  added  three  new  stations  in  the  Birmingham  district — 
Lawley  Street  and  Bloomsbury,  Monmore  Green,  and  Ettingshall  Road. 

Advantage  was  now  taken  of  the  opening  of  new  lines  to  make  an 

onward  movement  in  train  telegraph  security ;  and  Mr.  Samuel  Martin  who 

it,^^^^  ^    had  been  in  the  employ  of  the  Electric  Telegraph  Company, 

Ttain         and  whom  I  had  previously  met  at  Dudley  and  at  Birmingham 

TelegnplL     jj^  reference  to  telegraph  instruments,  became  the  recognised 

officer  for  the  train  telegraph  working  on  the  London  and  North-Westem 

Railway.  With  him  and  the  District  Superintendents  I  went  over  each  of  the  lines 

about  to  be  opened,  and  arranged  the  introduction  of  the  telegraph  block  system 

in  sections — the  concentration  of  point  levers  on  new  lines  rendering  the  finding 

of  suitable  positions  for  the  telegraph  instruments  easier  than  on  the  older 

portions  of  the  line,  where  points  and  crossings  had  been  allowed  to  be 

introduced  at  places  convenient  probably  for  the  work,  but  totally  irrespective 

of  the  idea  of  concentration. 

The  train  telegraph  system  adopted  was  a  continuation  of  that  in  the 
Southern  Division. 

Early  in  May,  1864,  Mr.  C.  E.  Stewart,  the  Secretary,  advised  me  of 
an  intended  journey  by  the  Prince  of  Wales   to   Holyhead,   to   visit   the 

Exhibition  in  Dublin.     I  had  to  accompany  the  train  by  which 

^SSLdoSS"  ^^  travelled— the    Morning   Irish    Mail— leaving    Euston    at 

Szhibition.     7'*5  ^•™'     The  Prince  was  accompanied  by  the  Crown  Prince 

of  Denmark,  and  the  Duke  of  Cambridge  ;  General  Knollys, 

Colonel   Keppel,  and    Major  Teesdale   in  attendance.     Mr.   Stewart,    Mr. 

Cawkwell,  and  Mr.  J.  C.  Ewarl,  Director,  received  the  Royal  Party  at  Euston. 
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This  was  my  first  official  trip  in  charge  of  His  Royal  Highness's  journeys.  A 
hot  axle  caused  a  delay  of  five  or  six  minutes,  but  the  train  reached  Holyhead 
to  lime — in  perfect  safety.  A  starthng  report  as  to  risk  of  accident  found 
its  way  into  the  London  papers,  and  was  speedily  contradicted. 

In  five  days'  time  the  Prince  and  the  Duke  of  Cambridge  returned — Lord 
Spencer  accompanying  them.  It  became  my  duty  to  go  on  board  the 
"Victoria  &  Albert "  to  apprize  them  that  the  train  was  in  readiness. 
This  was  the  up  night  Irish  Mail,  which  on  this  occasion  made  an  arrival  50 
minutes  behind  time  in  London  next  morning. 

(1864) — A  visit  in  the  autumn  to  the  West  of  England  introduced  me 

to   Mr.  Henry   Dykes,  the  Superintendent  of  the    Bristol  and  Exeter  Line, 

^^^         who  showed  me  the  detail  of  the  exchange  working  of  traffic  widi 

ofEngUnd.     the  Great  Western   Line.     The  two  stations  at  Bristol  having 

Bristol  uid     termini  at  right  angles  to  each  other — turntables  being  the  only 

EzaterRailwHy.  means    of  dealing    with  exchange    of  vehicles.     At   Tniro   1 

found  while  the  whole  of  the  lines  to  the  eastward  were  of  the  broad  gauge 

type,  the  line  thence  to  Penzance  was   narrow.     This  line  has  gone  through 

many  changes  of  gauge,  ultimately  to  come  back  to  its  primitive  dimensions. 

1865.     In  the  spring  of  1865,  Mr.  Findlay  came  up  to  Euston  as  General 

Goods  Manager  of  the  London  and  North-Westem,  and  his  resignation  of  the 

j^  Cambrian    Management    led  to    several   changes    in    1S65-6. 

Mr.  FlndUj'     Mr.  Elias,  who  had  been  in  charge  of  Haydon  Square  Goods 

^*^°J*^   Department,  in  London,  under  Mr.  David  Stevenson,  became 

jUnaserM     ^^    Manager  of  the   Cambrian;    Mr.    Cartwright,    who  also 

*°»*<*°-        had  been  one  of  Mr.  Findlay's  staff,  was  appointed  Manager 

of  the   Denbigh,   Ruthin  and   Corwen   Line ;    Mr.    Fred.    Broughton   look 

charge  of  ihe   Mid-Wales    Railway ;    Mr,    Henshaw    was  appointed    to  the 

Neath  and  Brecon  Line ;  and  Mr.  Hamcr  to  the  Manchester  and  Milford. 

After  Mr.  Findlay's  removal   from    Shrewsbury,  Mr.    Henry   Plews,  who 
had  been  his  chief  clerk,  took  charge  of  the  Salop  District,  while  the  Aber- 
gavenny, Merthyr,  Brynmawr,  Nantybwch,  and  South  Wales  extensions  were 
under  the  charge  of  Mr.  Joseph  Bishop,  under  whose  friendly  guidance  I  had 
made  my  first  visit  .is  far  back  as  i85z  to  that  isohted  but  elevated  district. 
Mr.  Bishop  remained  the  trusty  and  trusted  officer  of  the  Company  for 
upwards  of  35  years,  acting  as  Traffic  Manager  in  South  Wales 
with  the  esteem  of  ihe  whole  district.    On  his  retirement,  Mr,  John 
Findlay,  son  of  Sir  George,  has  been  selected  as  his  successor. 
(Mr.  Bishop  died  9th  June,  igoi). 
Mr.  Plews  became  the  Manager  of  the  Irish  North-Weslern  Railway  at 
Enniskillen,  and  has  since  been  appointed  the  General  Manager  of 
the  amalgamated  company,  the  "Great  Northern  of  Ireland;" 
succeeding  in  the  first  place  Mr.  Culverwell  as  its  Secretary,  and 
afterwards  following  Mr.  Thomas  Robertson  as  Manager,  when 
that  gentleman  was  selected  as  Chairman  of  the  Government 
Board  of  Works  in  Ireland. 
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Two  of  the  principal  events  of  the  year  were  the  Dublin  Exhibition  and 

the  Handel  Festival  inauguration  at  the  Crystal  Palace.     The  former  was 

jjjj^  very  well  canvassed  for  railway  facilities  by  Mr.  Parkinson  the 

Dnblin        Manager,  and  numerous  meetings  as  to  concessions,  extending 

BzUUtioiiL     gygj^  ^Q  ^j^g  Continent,  were  held,  all  rival  routes  being  applied 

S/^Hl  *^ '  ^"  ^^^  ^^^  Messrs.  Godbold,  Harris,  Whateley,  Mapleson, 
Thorley,  Needham,  Tyrrell,  with  Watson  for  the  City  of 
Dublin,  were  included.  On  visiting  the  Exhibition,  I  made  my  first 
acquaintance  with  Mr.  Skipworth,  then  managing  the  Midland  Great 
Western;  Mr.  Payne,  of  the  Wicklow  Line;  Mr.  Dowd,  of  the  County 
Meath  Railway;  and  Mr.  Roberts,  our  agent  at  North  Wall.  His 
Royal  Highness  the  Prince  of  Wales  favoured  Dublin  with  a  visit  on  the 
occasion  of  the  opening  of  the  "  International  Exhibition "  on  9th  May, 
and  it  remained  open  until  the  9th  November. 

With  regard  to  the  Handel  Festival,  Mr.  Bowley  was  the  life  and  soul 
of  the  negotiation,  and  he  established  a  bond  of  union  between  the 
Railway  Superintendents  and  the  Palace,  which  has  ever  since  been  maintained 
alike  under  the  management  of  Mr.  Flood  Page,  the  Chairmanship  of 
Mr.  McGeorge,  and  the  control  of  Mr.  Gardiner  and  Captain  Russell. 

In  April  of  this  year,  Mr.  Cockshott,  having  left  the  South  Devon, 
attended  the  Superintendents'  Meetings   of  the   Railway  Clearing  House, 

on  behalf  of  the  Great  Northern,  and  so  did  Mr.  Samuel  L. 
Ur.  Oookshottk  Mason.  The  latter  gentleman  (who  was  brother  to  Mr.  Chas. 
(bvatNortbern  Mason),  afterwards  became  the  General  Manager  of  the  North 
^^tSSni*''  ^^^^^^^  Railway,  but  at  the  meeting  this  year  he  was  acting  as 

Assistant  Superintendent  of  the  Great  Northern;  both  his 
predecessors  in  office,  Mr.  Conder  and  Mr.  Currey,  having  accepted 
positions  on  the  Indian  Railways. 

Mr.  Skipworth,  who  had  been  at  first  in  the  English  Clearing  House, 
and  afterwards  on  the  Newcastle  and  Carlisle  Line,  appears  this  year  at  the 
Clearing  House  in  Seymour  Street  as  the  Representative  of  the  Midland 
Great  Western  of  Ireland,  following  Mr.  W.  Forbes,  who  came  over  to 
England  to  the  Great  Northern ;  and  whose  son,  Mr.  Wm.  Forbes,  after 
serving  with  the  Chatham  and  Dover  as  Continental  Manager,  has  recently 
been  appointed  General  Manager  of  the  London,  Brighton  and  South 
Coast  Railway. 

Mr.  Walker,  of  Aberdeen,  appears  at  the  Conferences  for  the  Great 
North  of  Scotland;  Mr.  Needhsm,  of  the  Midland  Railway  Company,  was 
selected  Chairman  of  the  Superintendents  for  the  year  1866. 

On  October  30th,  1865,  the  Prince  and  Princess  of  Wales  left  Euston, 
on  a  visit  to  Knowsley,  they  did  not  depart  from  the  ordinary  platform  but 
passed  through  the  Queen's  Waiting  Room  near  the  Parcels  Offices  to  the 
special  carriage  allotted  to  them.  I  had  to  accompany  their  train  which  was 
run  special  from  Crewe  to  Huyton. 
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On  the  3rd  November,  their  Royal  Highnesses  left  Huyton  by  Mail, 
travelling  as  far  as  Blisworth,  whence  we  ran  them  special  to  Peterborough, 
on  the  way  towards  their  new  residence  at  Sandringham. 

A  difficulty  which  has  been  generally  felt  in  the  production  of  the 
Railway  Time-Tables,  especially  those  for  long  distances,  in  shewing  clearly  the 

change  from  A.M.  hours  to  those  P.M.,  was  attempted  to  be 
iH«fciJ!^iiSg  solved  by  the  Midland  Company,  who,  on  ist  January,  1865, 
midnight  ftom  brought  out  in  their  time-tables  a  scheme  by  which  the  hours 

TLme^i)^  ^^^^  '*•'  "^^"  *^  ^^'^  midnight  were  distinguished  by  a  thin 
line  inserted  between  the  figures — a  notice  on  the  outside  page 
announced  that  "the  method  of  shewing  the  A.M.  and  P.M.  is  Copyright." 

The  system  was  by  no  means  satisfactory ;  there  was  some  considerable 
degree  of  difficulty  in  such  figures  as  11. 11  being  divided  by  a  thin  line,  i.ii  or 
II.  I  might  be  mistaken  for  it : — the  large  proportion  of  trains  running  after  mid- 
day all  required  this  thin  line,  and  it  was  apt  to  become  confusing ;  at  any  rate, 
I  am  not  aware  that  any  other  Company  followed  their  lead;  possibly  the  notice 
as  to  "Copyright"  was  somewhat  of  a  warning,  "  Hands  off!"  to  the  others. 

We  tried  one  or  two  plans  dealing  with  the  question.  A  sample  page  was  set 
in  type,  shewing  the  train  service  from  Scotland  through  to  England,  in  which 
the  plan  of  the  24  hours  was  dealt  with,  by  shewing  the  trains  after  12  noon, 
thus :  I  p.m.  became  13 ;  2  p.m.  became  14 ;  3  p.m.  became  15 ;  and  so  on, 
up  to  12  night  becoming  24.    The  first  lines  commenced  by  shewing .'-— 

Wick,  depart  11.30      24.10 

Thurso,  depart         11.40       24.25 

The  plan  is  in  force  in  Italy  at  the  present  time,  but  it  was  not  acceptable 
here.  To  say  the  Irish  Mail  left  Euston  at  19.20,  or  the  Scotch  Express  was 
due  at  20.0,  would  have  conveyed  most  confusing  information  to  enquirers. 
We  ultimately  adopted  the  plan  of  dark  figures  for  the  dark  hours,  taking 
6  p.m.  as  the  commencement  of  the  latter,  and  the  system  is  still  in  force 
for  the  principal  long  through  tables,  which  alone  are  those  in  which  confusion 
between  a.m.  and  p.m.  is  likely  to  arise. 

The  year  1865, 1866,  and  1867  were  largely  occupied  by  visits  along  the 
various    portions    of   the    line,    in    company    with   the    District    Superin- 
tendents.    Martin  for  the  telegraph  department,  together  with 
TUegraph  and  representatives  of  the  Permanent  Way  Department,  Farmer  and 
Moompanyliig  Saxby,   or  on  their  behalf,  Mr.  Fothergill,   Mr.   Carriss,  and 
**^^^j|2j*"^  Mr.  George  Edwards,  being  in  attendance  to  settle  the  best 
schemes  for  concentration  and  introduction  of  telegraph  instru- 
ments in  existing  buildings  at  stations,   so  as  to  establish  a  commencement 
of  sectional  telegraphing ;  the  Station  Master's  office,  or  the  booking  office  at 
first  was  made  to  serve,  but  gradually  the  system  of  point  connecting  into 
groups,  with  a  covered  shelter  for  the  man  in  charge,  led  to  such  positions 
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being  adopted  as  signal  boxes.  The  stations  on  the  Stour  Valley  had  the 
point  levers  brought  together  by  long  rods,  under  roofed  umbrella  coverings, 
and  continued  so  for  years.  The  adoption  of  interlocking  with  raised  signal 
boxes  being  gradually  but  somewhat  slowly  extended  through  the  busy  portions 
of  the  line. 

Mr.  Needham,  of  the  Midland  Company,  pressed  forward  the  train 
telegraph  on   that  system  so  rapidly,  that  at  Market  Harborough,  and  at 

Birmingham  both  from  the   Derby  and  the   Bristol  side,  the 
ByBtemf  of     Midland  were  ready  with  their  instruments  before  our  Directors 

Train         had  authorised  our  taking  such  extensive  steps.     Consequently, 
egzapning.  ^^  ^^^  those  junctions,  our  men  had  to  work  the  Midland  train 
telegraph  system,  and  their  form  of  block  instrument. 

The  same  thing  happened  at  other  junctions ;  each  company  going  on 
with  its  own  system,  a  great  diversity  of  codes  and  form  of  instruments  grew 
up  on  all  sides.  This  want  of  uniformity  in  signalling  led,  subsequently,  to  the 
adoption  of  the  Railway  Clearing  House  Regulation  (Superintendent's  Con- 
ference, 28th  October,  1874),  that  the  Codes  in  force  at  the  junction 
cabins  should  be  that  of  the  parent  line ;  "  the  incoming  line  having  to  adopt 
at  their  telegraph  signal  box  nearest  the  junction  of  the  line  over  which 
they  ran  (in  respect  of  the  signalling  up  to  the  junction  of  that  line),  the 
telegraph  code  and  system  in  use  by  the  company  over  whose  line  their 
running  powers  are  exercised." 

1866.     One  of  the  leading  events  in  the  year  1866,  at  Euston,  was  the 

resignation  of  the  Secretaryship  of  the  Company  by  Mr.  Charles  Edward 

I866w  Stewart.     He  was  succeeded  by  Mr.  Stephen  Reay,  who  had 

BaiignU  on  of  y^^^  Chief  of  the  Audit  Department ;  Mr.  Francis  Harley,  be- 

a  B.  Stewart    coming  with  Mr.  Robert  Savill,  Assistant  Secretaries. 

"  On  22nd  January,  in  this  year,  tidings  were  received  that 

Stephen  Reay   the  two  middle  bays  of  the  roof  in  course  of  construction  at 

appo^ted      London  Road  Station,  Manchester,  had  fallen  and  blocked  the 
Secretaxy. 

-  place.     Early  next  morning  the  resident  engineers  decided  that 

^Road  BUtioiT  ^^^  whole  structure  must  come  down,  and  this  was  arranged 
fiOlinc,  ttnd  to  be  carried  out  at  11  p.m.  at  night ;  the  adjoining  streets 
January,  186$.  being  cleared  of  traffic  to  prevent  accidents.  Mr.  Baker, 
Mr.  Sacr6,  Mr.  Fenton,  Mr.  Underdown,  Mr.  Bancroft,  Mr.  George 
Lee,  and  Mr.  C.  Mason,  were  present.  We  watched  the  process  of  the 
unfastening  of  the  bolts  above  and  below,  which  formed  the  bond  of 
the  structure,  till  at  last  one  final  bolt  in  the  frame  of  the  roof  alone 
remained.  The  men  in  charge  ot  the  work  carried  out  the  last  unscrewing  almost 
in  silence — a,  glimmering  light  high  up,  was  all  we  could  see.  When  Sacr6, 
who  was  in  charge,  made  the  final  enquiry :  "  Are  you  ready  ?  Then  come 
down,"  we  all  retired  to  a  place  of  safety,  and  watched  the  two  locomotives, 
to  which  were  attached  strong  chains,  securely  fastened  at  the  other  ends  to 
the  pillars  carrying  the  remaining  portion  of  the  glass  roof.    Both  moved  slowly 
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forward,  and  the  whole  superstructure  fell  within  its  own  space,  with  the 
most  remarkable  display  of  scintillation ;  the  crushing  ironwork  giving  out 
millions  of  glittering  sparks.  I  remember  in  the  description  given  by  an  eye- 
witness, of  the  fall  of  the  Tay  Bridge,  to  have  read  of  a  similar  display  of 
brilliant  sparks,  and  I  quite  understood  the  accuracy  of  the  story,  haying  the 
scene  at  Manchester  in  my  mind. 

The  traffic  arrangements  at  this  station,  so  soon  as  the  new  lines  were 
completed,  were  dealt  with  so  as  to  limit  the  Sheffield  Company  to  the  use  of 
the  one  side,  and  the  London  and  North-Westem  to  the  other.  A  separate  staff 
was  also  appointed  by  each  Company  and  the  offices  kept  distinct.  Ere  long 
the  Sheffield  Company  admitted  the  Midland  Company,  '*on  their  backs," 
into  their  side  of  the  station. 

The  arrangements  of  the  Great  Western  agreement  with  London  and 

North-Western   gave   rise   to  numerous   meetings   this  year.     Mr.   Findlay 

Great  Western  ^^^  ^^'  ^''^^rson  being  respectively,  the  leading  spirits.   On  the 

RaUway.       Shrewsbury  and  Hereford  arose  the  question  of  the  wasteful 

flhrewBirarv    running    of   trains    closely    following    each    other    over    the 

and  Hereford    line  to  Hereford,  and  through  to  Newport  over  the  Newport, 

Working.       Abergavenny  and  Hereford,  for  which  a  service  of  trains  to  suit 

both  Companies  was  ultimately  decided  upon ;  both  Mr.  Harrison  and  Mr.  Lane 

of  the  Monmouthshire  Railway  attending  the  meetings.     The  troubled  question 

of  adopting  Barton  or  Barr's  Court  as  the  sole  passenger  station  in  Hereford, 

was  frequently  debated,  resulting  in  the  passenger  traffic  for  the  south  being 

restricted,  ultimately,  to  Barr*s  Court,  and  the  construction  of  a  new  connecting 

line  at  Rotherwas  Junction.     In  all  these  negotiations,  Mr.  Patchett,  as  joint 

officer,  and  Mr.  Plews,  as  Mr.  Findlay*s  successor,  were  prominent. 

The  construction  of  other  junctions  for  traffic  purposes  between  the  two 
Companies  at  Leamington  and  at  Banbury  was  taken  in  hand.  Mr.  Tyrrell 
meeting  Mr.  Mason  and  myself  hereon;  as  well  as  with  reference  to  the 
train  services  between  Chester,  Birkenhead  and  Manchester,  joint  trains  being 
organised  as  far  as  possible. 

The  year  1866  witnessed  a  remarkable  list  of  new  openings  affecting  the 
North-Westem ;  all  of  which  had  to  be  dealt  with.     The  Midland  Railway 

commenced  exercising  their  running  powers  between  Welling- 

Hew  Lines     borough  and  Northampton,  and  their  service  to  Cambridge,  via 

opened  affect-  Kettering  and  Huntingdon,  came  into  force.     The  Northampton 

*iJ5?5^Jj2^^  and  Banbury  Line,  under  Mr.  Crabtree,  opened  from  Blisworth 

to  Towcester.  The  Great  Northern  formed  a  connection  with 
the  London  and  North-Westem  at  St.  Alban's.  This  small  junction  entailed 
several  meetings;  Mr.  Cockshott,  Mr.  Samuel  Mason,  and  Mr.  Conder,  all 
taking  part  in  negotiating  this  somewhat  trifling  matter. 

On  I  St  January,  the  Central  Wales  Line  was  opened  as  far  as  Llandrindod. 
On  the  same  day  the  new  inner  harbour  and  station  extension  at  Holyhead 
was  brought  into  use. 
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The  3rd  or  Up-Goods  Line,  between  Bletchley  and  Tring,  was 
inspected    and    passed    by   Colonel   Yolland,    on    3rd   May,  for  passenger 

traffic ;  a  promise  being  given  that  the  two-mile  telegraph  system, 

ttSm  Bietehl^  applicable  to  the  two  other  lines,  should  be  extended  to  the 

opaaad  to      newly  authorised  passenger  line.     Unfortunately,  the  mode  of 

mI^^'Sm       working  this  3rd  Up    Line   for  passengers   south   of  Tring, 

came  shortly  afterwards  under  the  review  of  the  same  Inspecting 

Officer,  owing  to  a  very  serious  accident  to  a  heavy  excursion  train — a  double 

train,  injudiciously  sent  from  Bletchley — taking  place  at  the  termination,  or 

rather  "merging  point"  of  the  3rd  line,   at  the  north    end    of    Watford 

Timnel. 

The  3rd  line  at  this  place,  in  order  to  avoid  facing  points  on 
the  Main,  was  continued  through  the  Watford  Tunnel,  by  a  system  which 
the  Americans  describe  as  a  "gauntlet" — the  rails  of  the  3rd  line 
closely  hugging  those  of  the  Main  Up  Line ;  the  tunnel  itself  being  only 
constructed  for  two  lines — ^and  as  a  protection  to  the  Main  Line  a  safety  pair 
of  points  and  a  short  line,  terminating  in  a  "  dead  end,"  existed  at  this  spot,  into 
which  the  excursion  train  ran.  The  mode  of  working  the  distant  signal  at 
the  spot  came  under  sharp  criticism  at  the  Colonel's  hands,  as  it  was  in 
reality  a  fixture  at  "  danger,"  and  never  taken  off. 

At  the  end  of  the  year  1866,  the  following  was  the  distribution  of  the 
Goods  Managers*  Districts: — 

George  Greenish,  Camden.  D.  Stevenson,  Rugby.  H.  Plews,  Salop. 

D.  Taylor,  LiverpooL  £.  Farr,  Chester.  J.  Bishop,  South  Wales. 

T.  Kay,  Manchester.  J.  Fitzsimons,  Lancaster.  £.  Wood,  Stafford. 

John  Mason,  Birmingham.  J.  Thurstan,  Warrington.  F.  M.Wallis,  Northampton 

K,  Huntley,  Wolverham'ton. 

The  last  on  this  hst  was  really  named  Mason,  but  to  avoid  the 
redundancy  of  Masons  he  agreed  to  use  his  mother's  maiden  name,  Wallis, 
as  an  addition  to  his  own. 

Captain  Dent  (R.N.)  came  on  the  Railway  Company's  staff  in  January, 
1866,  as  Marine  Superintendent  (in  succession  to  Captain  Risk,  who  had  died 

in  October  of  the  previous  year).     One  of  his  earliest  troubles 

Denll^.      ^^  ^^^  S^"^  of  fish  traffic  brought  in  from  the  Kinsale  Coast, 

appointed      by  steam  craft  other  than  those  under  his  command.     The 

'^J'J^*^^  business  was  new  to  an    officer  of  the  "  Queen's  Navee,"  but 

his  grasp  of  matters  soon  brought  the  outsiders  to  some  degree 

of  order.     At  his  suggestion  the  fish  jetty  at  Holyhead  was  constructed,  where 

for  years  the  larger  catches  of  mackerel  and  herrings  brought  across  from  the 

Irish  coast  were  dealt  with  separate  from  the  ordinary  traffic.    It  is  remarkable 

that  these  vast  catches  of  fish  have  now  to  a  great  extent  ceased,  and  the  fish 

jetty  is  used  as  a  "  stand-bye  pier,"  at  which  the  steamers  waiting  their  turn 

for  traffic  duty  are  moored. 
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Considerable  changes  had  taken  place  in  the  list  of  Directors  since 

1862.     Mr.  George  Sheward,  who  joined  the  Board,  had  been  interested  in 

the  Dutch  Rhenish  Railway,  and  took  in  hand  the  question  of 
New  Director!. 

rates  and  insurance  for  Parcels  between  England  and  France — 

0.  Sheward,    ^  subject  which  Mr.  Mason  was  dealing  with  at  this  time,  having 
w.  Tipping,     Mr.  Comber,  who  had  been  moved  from  Chester  to  London,  as 
phen.    j^jg  assistant  in  the  Goods  Department. 

Mr.  Tipping,  who  had  been  sometime  Member  for  Stockport,  was  urgent 
as  to  through  Booking  to  France.  He  was  credited  with  high  artistic  taste, 
the  dark  blue  lining  then  used  in  all  first  class  compartments  was  an  abomina- 
tion to  him.  Another  of  his  complaints  had  reference  to  the  want  of 
decoration  inside  the  great  hall  of  Euston  Station — ^the  present  colouring 
follows  his  suggestions.  He  objected  to  my  idea  of  covering  the  walls  with 
bold  maps  of  the  line.  What  would  have  been  the  result  had  the  late 
R.  F.  Watts  (R.  A.)  been  allowed  to  carry  out  his  offer  to  introduce 
decorative  frescoes  it  is  difficult  to  say. 

Mr.  Oscar  Leslie  Stephen  took  an  active  interest  in  all  matters  connected 
with  Excursion  traffic  and  its  growth.  He  was  often  found  supporting  the 
extension  of  concessions  for  the  increase  of  such  traffic,  in  conflict  to  a  certain 
extent  with  the  Chairman*s  views,  who  looked  with  much  jealousy  upon 
the  growing  receipts  from  such  a  source— contending  that  all  such  income 
was  drawn  away  from  ordinary  traffic,  and  was  a  practical  loss,  notwith- 
standing the  fact  that  the  mileage  receipts  for  Excursion  traffic  were  far  in  excess 
of  ordinary  trains.  Mr.  Moon  had  a  deep-rooted  objection  altogether  to  them, 
and  nothing  but  the  fact  that  competitive  Companies  ran  such  trains  and 
would  sweep  the  traffic,  reconciled  him  to  our  making  equal  announcements. 
My  efforts  at  the  Clearing  House  Meetings  were,  under  his  instructions,  to 
curtail  cheap  excursions  as  far  as  possible.  The  idea  of  having  to  build 
any  extra  stock  for  such  traffic  was  especially  intolerable.  Mr.  Stephen's  views 
were  entirely  opposed  to  these,  and  he  was  always  urging  a  different  policy. 
Mr.  O.  L.  Stephen  succeeded  Mr.  R.  R.  Dean  as  Chairman  of  the  North 
London  Railway,  and  he  is  to  be  credited  with  the  introduction  of  the  inside 
handles  adopted  in  their  compartments,  which  are  so  made  as  to  require  "  lifting 
up  "  to  open — a  form  entirely  free  from  the  objection  to  which  other  descrip- 
tions of  inside  handles  are  exposed. 

The  placing  of  Excursion  traffic,  in  the  hands  of  agents,  was  a  system  to 
which  the  Chairman  expressed  the  strongest  objection.    It  was  with  regret  that 

at  last  we  had  to  part  company  with  Mr.  Marcus,  but  some 
q.^^^        little  want  of  discretion  on  his  part  brought  about  the  final 
H.  B.  Kanms,    dissolution  of  the  arrangement. 
ThMjHMk.  ^j,  Thomas  Cook,  of  Leicester,  so  far  back  as  1865,  had 

A.  EMLS6. 

approached  the  Company  as  to  Contmental  Bookings,  and 
some  of  us  were  willing  to  support  his  application,  but  the  advent  of  the 
Midland,  not  only  into  London,  but  to  Manchester,  Liverpool,  and  other 
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centres  of  competition  was  developing  too  much  rivalry  in  traffic  matters  to 
justify  such  an  arrangement;  and  this  resulted  in  Mr.  Henry  Gaze,  of 
Southampton,  who  had  undertaken  Continental  trips  for  the  London  and 
South-Westem  Railway,  being  in  1868  selected  to  a  similar  position  with  the 
London  and  North-Western,  throwing,  of  necessity,  Mr.  Thomas  Cook  and 
his  well-known  son,  Mr.  J.  M.  Cook,  into  a  position  well  nigh  of  opposition 
to  our  Company. 

On  I  St  September,  1866,  the  old  station  at  Willesden  was  closed,  and 
Willesden  Junction  was  opened  for  Passenger  traffic.    Very  many  sittings 

had  taken  place  with  Messrs.  Mansel,  Hitch,  and  Templeton, 

^p5ue2ta      (North  London  Company),  as  to  the  times  to  be  adopted. 

Jnnotioii,  let    Numerous   visits   had   been  paid   during  the  previous    nine 

*•**???*•''     months,  watching  the  progress  of  the  works  and  of  the  junctions 

affected,  including  the  modifications  necessary  at  the  approach 

lines  to  Camden  Goods  Yard,  as  well  as  the  accommodation  at  Broad  Street 

City  Terminus ;  the  signalling  at  which  was  most  critically  examined  and 

tested  by  Captain  Tyler.      On  the   28th  and  29th   August,  trial  trips  as 

rehearsals  were  made;  it  was  found  all  would  work  smoothly,  and  such 

in  reality  was  the  case. 

The  opening  of  Willesden  Junction  brought  about  a  new  era,  not  only 
so  far  as  exchange  traffic  to  and  from  the  North  was  concerned,  but  it  gave 
the  opportunity  for  an  extension  of  suburban  traffic  round  the  Northern 
portion  of  London.  In  the  South  the  residential  element  had  very  largely 
grown  at  almost  all  the  stations,  but  along  the  North-Westem  system  scarcely 
any  growth  was  observable. 

The  Hampstead  Heath  and  Richmond  Line  crossed  over  the  North- 
Western  by  an  overhead  bridge  at  the  north  end  of  the  new  Willesden  Junction 
_     _.         Station,  and  here  on  the  upper  level  a  station  with  connecting 
Upper  Plat-    staircases  was  opened,  simultaneously  with  that  on  the  Main  Line. 

form.  By  ^is  means  not  only  were  Kew  and  Richmond  easily  reached 
from  stations  on  the  London  and  North-Westem  main  line,  but  a  ready  access 
to  destinations  in  the  North  of  London  was  afforded,  and  by  the  Extension 
Line  from  Dalston  into  the  City,  which  had  been  opened  ist  December,  1865, 
a  regular  service  to  the  heart  of  London  was  given  by  stated  half-hourly  trains 
for  any  passenger  arriving  from  the  North  at  Willesden  Junction. 

The  main  line  trains  appointed  to  call  there  were  at  first  comparatively  few, 
as  Camden  (Chalk  Farm)  was  still  continued  for  ticket  collection.  The  transfer 
of  this  duty  to  Willesden  Junction  was  a  slow  development ;  for  a  time  all 
the  important  trains  called  at  both  stations.  The  first  Express  to  cease 
calling  at  Camden  was  the  7.30  a.m.  Express  from  Birmingham,  and  gradually 
stoppages  at  Willesden  for  ticket  collecting  became  established,  and  "  Chalk 
Farm"  was  relegated  to  the  local  train  service,  connecting  there  with  the 
North  London  15-minute  trains  to  the  City. 
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From  the  day  that  Willesden  Junction  was  opened,  through  trains  com- 
menced to  run  from  Watford  to  Broad  Street  by  way  of  Hampstead  Heath  ; 
and  the  issue  of  through  tickets,  from  the  City  Terminus  to  all  destinations 
in  the  North,  came  into  operation  at  the  same  time ;  passengers  having  to 
change  at  Willesden  Junction. 

The  trains  from  Euston  to  Kensington  and  the  Brighton  system  (com- 
menced in  1863),  as  well  as  those  for  London  Bridge,  continued  to  run,  but 
passengers  from  the  North  could  now  join  them  at  a  proper  platform  at 
Willesden,  and  consequently  the  special  service  from  Harrow  to  Kensington 
was  terminated.  In  like  manner  in  the  opposite  direction,  passengers  for  the 
North  could  join  the  trains  at  Willesden  Junction,  though  "  Euston  "  had  still 
to  be  used  as  the  point  of  exchange  for  all  the  important  down  trains.  The 
stoppage  at  Willesden  Junction  of  these  Expresses  was  only  gradually  allowed, 
as  the  importance  of  the  place  as  a  transfer  station  became  evident.  In 
February,  1867,  "Cannon  Street,"  wlvch had  been  opened  for  traffic  the  same 
day  as  Willesden  Junction,  was  adopted  by  the  South-Eastem  Company  as  the 
terminus  of  the  Euston-Kensington  trains  instead  of  London  Bridge,  these 
trains  still  passing  through  the  heart  of  Waterloo  Station  on  to  the  recently 
opened  semi-circular  line  between  Charing  Cross  and  Cannon  Street,  thus 
maintaining  the  communication  between  the  North-Western  and  South-Eastem 
Lines  till  its  final  severance  at  the  end  of  December,  1867.  For  one  month, 
January,  1868,  this  train  service  ran  to  and  from  Waterloo ;  it  was  then  discon- 
tinued till  October,  1875,  when  a  temporary  extension  of  Waterloo  Station  once 
more  afforded  accommodation  for  a  North-Western  terminal  service. 

In  September,  1867,  a  further  development  took  place  at  Willesden 
Junction,  and  another  set  of  lines  was  constructed  across  and  over  the  North- 
Western    leading  from     the    Hampstead    Junction    Line    to 

unn  Kensington.    There    were    thus    two    sets    of    upper    level 

Upper        lines  crossing  over  the   main  line  at  Willesden,  with  double 

platforms  and  staircases — the  one  called  the   Kew  Line,  the 

other  the  Kensington  Line.     By  this  latter  line  a  half-hourly  service  was 

run  from  the  West  End  to  the  City,  i.e.,  between  Kensington  (Addison  Road) 

and  Broad  Street,  commencing  about  7  a.m.  and  terminating  at 

1867.       '  ^-3^  P*"^'  >   ^  service  which  continued  in  force  throughout  the 
Xemiiigton     year    1868.       An    intermediate    station   at    Uxbridge    Road 
8tMt  Service.  ^'^^  opened  on  this  route  on  ist  November,   1869,    accom- 
modating the  Shepherd's  Bush  district.     On  ist  January,  1869, 
the  North-Western  Company,  having  arranged  terms  with  the  Brighton  Company 
for  a  joint  user  of  Victoria  (Pimlico)  terminus,  extended  a  portion  of  these  Broad 
Street  trains  via  Chelsea  to  Victoria,  and  the  service  ran  once  per  hour  between 
Extended  to    V^^^^"*  ^"^l  Broad  Street  until,  June,  187 1,  when  the  North- 
Vletoria»  lit    Western  made  its  arrangements  to  run  over  the  Metropolitan 
January,  U6A.    District  Railway  into  their  underground  station,  originally  called 
"  Cannon  Street,"  though  it  was  ultimately  caUed  and  still  remains  "Mansion 
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House."  The  half-hourly  service  existing  between  Broad  Street  and  Kensington 
was  extended  beyond  Kensington  through  Earls  Court  and  Victoria  (District)  to 

Mansion  House,  and  thus  was  established  the  City  and  Suburban 

and  M^w^^    service,  which  forms  a  horse-shoe  route  round  London — having 

HooM  Outer    one  terminus  at  Broad  Street  and  the  other  at  Mansion  House. 

^'^J^T'**"    On  the  opening  day  one  man — "for  the  sake  of  the  say" — 

took  a  ticket  for  the  journey  right   round,  an  example  not 

likely  to  be  often  followed ! 

These  trains  worked  then  with  very  fair  regularity  until  one  unfortunate 
time,  when,  in  obedience  I  suppose  to  the  higher  powers,  Lord  Sackville 

Cecil  endeavoured  to  pass  upon  the  District  Line,  of  which  he 

SaokvUle  Cecil.  ^'^^  Manager,  four  trains  more  per  hour — one  each  quarter 

Saperlnten-    hour — beyond  the  possibilities  of  the  line.    Times  were  shifted 

*"]ft^S!v^^  to  meet  his  requirements,  but  in  vain — the  line  would  only  take 

a  certain  number  of  trains  in  the  limit  of  time ;  and  after  a  very 
uncomfortable  period  of  months,  during  which  the  hopeless  task  continued, 
the  struggle  was  given  up,  and  a  practicable  time  table  was  adopted. 

The  establishment  of  Willesden  Junction,  with  its  splendid  frequency 
of  train  service  in  all  directions,  led  to  a  remarkable  growth  of  residential 
population  at  Harlesden — the  proper  name  of  the  locality — ^as  well  as 
to  the  development  of  traffic  from  Northern  Districts  to  the  suburbs 
and  vice  versa.  The  idea  of  such  a  distributing  centre  was  naturally 
followed  by  other  lines.  The  Great  Western  established  a  similar  point 
at  Westbourne  Park,  the  Great  Northern  at  Finsbury  Park,  and  the  Midland 
at  Kentish  Town;  but  none  of  them  have  reached  the  extent  and 
convenience  obtained  by  the  radiation  of  lines  from  Willesden. 

To  local  passengers  it  must  be  admitted  that  the  station  for  years 
presented  a    difficulty — a    serious    difficulty — except   to  the  initiated,  and 

••The  Wat  ^^^^  ^^  ^^  ^"^  ^^^  ^^^  ^^  ^^^  proper  upper  platforms  and 
Out"  from  "the  way  out !  "  To  begin  with,  the  trains  for  the  City  left  at 
WiUeeden.  alternate  quarter-hours — now  by  the  Kew  trains,  now  by  the 
Kensington  trains — and  there  was  always  the  uncertainty  whether  the  City 
train  might  have  left  when  the  upper  platform  at  one  end  of  the  station 
was  reached,  and  the  annoyed  traveller  might  have  to  retrace  his  steps 
and  find  his  way  to  the  upper  platform  at  the  other  end.  Then  there 
were  four  staircases  to  and  from  the  upper  levels,  and  for  the  purpose 
of  concentrating  ticket  collecting,  and  in  the  vain  hope  of  simplifying  the 
staircase  numbers,  the  two  staircases  were  reached  by  only  one  entrance. 
"  First  turn  to  the  right  and  then  to  the  left,"  was  the  clearest  instruction 
that  was  obtainable.  In  vain,  Mr.  Eddy,  when  he  became  Superintendent, 
placarded  the  platforms  with  arrows  and  index-hands  giving  instructions 
as  to  finding  "  the  way  out."  The  place  became  known  not  as  Willesden 
but  sometimes  as  Wilderness,   and  sometimes  as   Be-wildering   Junction. 
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Inconvenience  arises,  and  ever  will  arise,  from  the  fact  that  the  lower  level 
Main  Line  consists  of  two  separated  up  lines  and  two  separated  down 
lines.  The  simplest  plan — pace  the  Board  of  Trade — ^is  to  allot  one  side  entirely 
to  the  up  trains,  and  the  other  to  the  down  trains.  In  this  way  all  running 
about  for  down  trains  from  No.  i  platform  to  No.  3,  or  for  up  trains 
from  No.  2  to  No.  4  is  avoided.  Stockport  station  is  a  good  model  in 
this  respect,  and  so  is  Crewe.  At  Willesden  the  difficulty  was  accentuated 
by  the  double  upper  platforms  and  the  double  lower  platforms.  Suggestions 
from  time  to  time  were  made  for  an  upper-level  island-platform  to  simplify 
matters,  but  were  rejected  as  too  expensive  to  be  entertained ;  but  at  last 
a  scheme  of  a  most  comprehensive  character  was  adopted  which  resulted 
in  a  thorough  and  almost  final  improvement.  The  Kew  Line  crossing  the 
station  was  entirely  dispensed  with.      One  large  island-upper-platform  with 

a    single    gallery  approach   was    adopted.      The   Kew   Line 

afforded  by*^  joined  the   Kensington  Line  at  the  west  side  of  the  station, 

adoption  of    and    the    whole   of    the    City  trains,   the   Kew,  Richmond, 

^SSttfo^"*   and  Kensington    trains  were  dealt  with  at  one   broad  island 

platform,  with  luggage  lifts  and  approaches  complete.  Only 
one  set  of  local  residents  are  exposed  now  to  inconvenience :  viz.,  those 
living  near  to  the  old  "  Harlesden  and  Kensal  Green  Station,"  which  was 
closed  on  the  opening  of  Willesden  Junction;  they  have  a  long  circuit  to 
reach  some  of  the  platforms.  A  short  approach  could  easily  be  made  to  suit 
them,  and  probably  some  day  this  finishing  touch  may  be  given  to  complete 
this  otherwise  convenient  station. 

A  very  good  selection  of  a  Station  Master  in  Mr.  Beer  (from  Higham 
Ferrers),  was  made  for  the  opening  of  the  place.  He  remained  in  charge  for 
19  years,  and  was  succeeded  by  Mr.  Wood,  who  remained  in  office  till  the 
end  of  1Q02. 

Leaving  Willesden  Junction  and  its  development,  the  Liverpool  District 
now  comes  under  review. 

1867.  Early  in  the  year  1867,  Mr.  Walter  Knox,  the  District  Superin- 
tendent at  Liverpool,  obtained  a  position  on  one  of  the  Indian  Railways. 

.^  _,  ,    His  assistant  was  a  Mr.  Pilling,  whom  the  Directors  did  not 

The  Liyerpool  ^' 

and  Northern    consider  sufficiently  strong  (he  was  far  gone  in  consumption), 
Distriot       to  undertake  the  duties.     I  was  instructed  as  far  as  possible  to 
take  the  supervision  of  the  district  during  the  interregnum. 

The  Liverpool  district  may  be  looked  upon  as  the  cradle  of  Passenger 
Railway  Traffic,  for  the  Liverpool  and  Manchester  Line  was  the  first  line  on 
which  such  traffic  was  inaugurated — it  is  almost  classic  ground  to  the 
Railway  historian ! — ^and  the  opportunity  was  now  open  to  me  to  note  the 
development  and  changes  that  had  taken  place. 

The  line  between  Liverpool  and  Manchester  was  originally  laid  with 
its  two  sets  of  rails  (each  4  feet  8  inches  wide),  so  close  together  as  to  have  an 
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equal  space  of  4  feet  8  inches,  instead  of  6  feet,  between  the  two  sets,  the  idea 
having  been,  so  says  the  tradition,  that  at  night  any  wide  loads  of  goods  could 
pass  along  the  middle  space.  However,  that  may  be,  it  was  certainly  the  case 
when  I  took  charge,  that  at  several  parts  of  the  line  the  usual  6  feet  space  did 
not  exist;  and  till  comparatively  recent  days  before  uniformity  was  obtained, 
the  widened  vehicles,  especially  the  guards'  projecting  side  seats,  failed  to 
pass  each  other  with  a  safe  margin.  An  unfortunate  accident  to  passing 
trains  at  Huyton  Quarry,  in  August,  1874,  called  attention  to  the  fact  that 
at  that  place  only  4  feet  4^  inch  space  existed  between  the  lines  instead  of 
6  feet,  and  this  led  to  the  whole  lines  being  brought  to  the  proper  standard. 

The  district  now  under  review,  played  an  important  part  in  Railway 

history.     Rainhill,  Parkside,   Kenyon  Junction,  Chat  Moss,  are  all  names 

^^^^,      connected  with  the  first  railway  opening.     The  tablet  record- 

niidetkiMar    ing  Huskisson's  death  exists  on  the  wall  near  to  the  former 

Parkilde.       Parkside  Station,  but  not  one  passenger  in   five   thousand 

passing  by  the  spot,  is  aware  of  its  record. 

I  found  an  old  relic  of  early  railway  story,  Abel  Turton,  living  near 
this  spot,  as  station  master  of  both  Parkside  Station  and  Preston  Junction 
Station  (now  "Lowton"),  which  closely  adjoined.  He  remembered  the 
opening  of  the  Liverpool  and  Manchester  Line ;  and  claimed  that  he  had 
suggested  to  Mr.  Henry  Booth,  the  first  Secretary  of  the  line,  the  desirability 
of  having  a  screw  shackle  or  coupling  between  the  carriages  to  bring  the 
buffers  together ;  that  Mr.  Booth  took  up  the  idea  and  eventually  brought 
out  the  screw  coupling  that  is  now  in  use.  Certainly  a  reference  to  the 
old  pictorial  sketches,  of  the  early  Liverpool  and  Manchester  Vehicles, 
shews  that  loose  links  existed  between  the  coaches,  if  the  drawings  of  the 
day  may  be  depended  upon  to  give  such  details  accurately. 

The  code  of  signals  and  regulations,  recorded  as  in  force  in  October, 

1839,   on   the   Liverpool  and   Manchester  Railway,  which  are  heralded  as 

^^  a    serviceable    guide    to    other    Companies,    are    interesting 

Code  of       reading  for  the  student  of  Railway  "  Evolution  and  survival 

•**"*^        of  the  fittest."     They  included   the  following  as  to  coloured 

flags  and  lamps  : — 

By  Night. — The  White  Light  stationary  indicates  that  all  is  right ;  but  if  waved  up  and 
down  is  a  signal  to  stop  ;  if  waved  to  and  fro  sideways,  to  proceed  cautiously.  The  Red  Light 
is  a  signal  always  to  stop.  The  Green  Light  is  a  signal  that  a  necessity  exists  to  proceed 
slowly  and  cautiously ;  and  if  used  at  Newton  Junction,  it  indicates  that  the  points  are  set 
open  for  going  towards  Warrington. 

By  Day. — The  Red  Flag  is  the  signal  to  stop.  The  Blue  Flag  is  to  stop  luggage  or 
picking  up  trains  for  the  purpose  of  sending  on  wagons. 

The  Black  Flag  is  used  by  platelayers  to  indicate  that  the  road  is  undergoing  repair,  and 
that  trains  must  pass  slowly.  It  is  to  be  understood  that  any  flag  or  lamp,  of  whatever 
colour  violently  waved  is  a  signal  to  stop. 

The  short  distance  extending  two  miles  on  each  side  of  the  midway 
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Parlulde 
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station  called  Newton  Bridge,  produced  a  singular,  or  rather  plural,  number  of 

junctions.  Those  on  the  east  side  were  called  "  Preston 
junction "  and  "  Parkside  Junction,"  respectively ;  with  very 
sharp  curves  the  lines  united  at  "  Preston  Junction  Station  " 
(now  "Lowton'*  already  mentioned),  the  continuation  tovrards  the  north  being 
originally  called  the  "  Wigan  Branch."  At  Wigan  this  Branch  joined  the  Wigan 
and  Preston  Line,  and  these  two  combined  formed  "  the  North  Union." 

On  the  west  side  of  Newton  Bridge  three  other  junctions  existed.  The 
most  westerly  one  turning  the  traffic  from  Liverpool  towards  the  south ;  the 
other  at  the  east  end  of  the  triangle  leading  the  traffic  from  Manchester 
towards  the  south ;  the  third  dealt  with  these  traffics  as  they  either  passed 
southwards  towards  Warrington,  or  in  the  opposite  direction  turned  the  trains 
from  the  south  either  to  Liverpool  or  to  Manchester  as  required  on  arrival 
at  the  top  of  the  Vulcan  incline — so  called  from  the  "Vulcan  Foundry"  being 
situate  upon  the  incline — an  establishment  which  in  early  railway  days  produced 
a  constant  supply  of  locomotives  alike  for  broad  and  narrow  gauge  lines. 

The  working  at  these  junctions  was  still  further  complicated  by  the 
existence  of  a  line  of  colliery  tramway,  which  cut  across  the  main  line  of  the 
Liverpool  and  Manchester  Railway,  close  to  the  present  Earlestown  Station,  and 
connected  with  the  railway  at  the  south  end  of  this  triangle  of  junctions. 


t\  Oolbome  Jn. 


Coll-ery 
Tram 


Trotn 


Kewton  Jn. 


Vnlcan 
Incline 


To^. 


\Varrinfrton 


*°«*estef 


/Direct  route 
/  (since  opened) 


Winwick  Jn. 


The  regulations  for  this  group  of  junctions,  called  collectively,  "  Newton 
Junction,"  appear  to  have  been  given  specially  in  the  early  Liverpool  and  Man- 
chester Rule  Books,  and  to  have  been  continued  into  those  of  the  Grand  Junc- 
tion and  London  and  North-Westem  Lines,  as  we  find  in  the  (1847  edition): — 

"  Special  Signals,  Newton  Junction  "—20.— By  Night,  a  Green  Light,  visible  from 
either  of  the  Liverpool  or  Manchester  Main  Lines,  denotes  that  the  points  are  open  for 
trains  going  towards  Warrington.  By  Day,  a  Gilt  Arrow  pointed  towards  Warrington  is  the 
corresponding  signal. 
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21. — In  the  Day,  when  a  train  is  going  up  the  Warrington  incline  for  Liverpool  or 
Manchester  a  Red  Flag  is  hoisted.  At  Night  a  Red  Light  is  shewn,  and  in  foggy  weather  a 
Bell  is  also  rung  to  give  notice  to  enginemen  on  the  Liverpool  and  Manchester  Railway  that 
such  is  the  case,  so  that,  if  necessary,  they  may  stop  before  coming  to  the  crossing, 

N.B. — ^The  light  can  be  seen  from  the  Sankey  Viaduct  and  from  Newton  Bridge. 
The  instructions  and  precautions  at  this  place  are  further  elaborated  by 
the  intimation  that : — 

Signal  posts  chequered  Red  and  White  are  erected  to  shew  both  to  the  Liverpool  and 
Manchester  Lines ;  to  be  turned  so  as  to  fiEu:e  trains  coming  from  Liverpool,  Manchester,  and 
Warrington,  to  shew  that  a  passenger  train  has  immediately  preceded  them. 

N.B. — ^The  Boards  are  visible  by  Night  as  well  as  by  Day. 

All  this  complication  of  signalling  fell  step  by  step  into  disuse,  as  the 
gradual  adoption  of  telegraphic  signalling,  and  of  signal-interlocking,  pushed 

aside  all  these  archaic  regulations.     The  very  name  of  the 

imiAtlonfl,  the  junction  has  been  changed — it  is  now  known  as  Earlestown 

hi^wmyfat    Junction — for  closely  adjacent  are  the  Earlestown  Works,  the 

j^f^r^Sljigi  Railway  Company's  head  quarters  for  building  and  repair  of 

lUnehester     goods   wagons   and   goods   brakes.      The  place  had  a  very 

small  beginning,  and  received  its  name  out  of  compliment  to 

Mr.  Hardman  Earle,  one  of  the  first  Directors  of  the  Company.     Mr.  Owen 

Owens  was  the  Manager  of  the  Works  when   I  first  knew  the  place.     He 

was  succeeded  by  Mr.  Emmett,  formerly  of  the  Lancashire  and  Yorkshire 

Company,  and  under  his  guidance  the  Works  have  developed  into  one  of 

the  Company's   most   complete   establishments.      Round  these  junctions, 

however,  and  under  these  primitive  regulations,  the  whole  railway  traffic  of 

the  line  was  conveyed,  until  the  opening  of  the  Manchester  and  Crewe  Branch 

took  off  the  Manchester  and  South  traffic ;  and  in  later  years  the  construction 

of  the  line  from  Winwick  Junction  direct  to  Golbome  Junction  afforded  a 

direct  line  to  the  North  for  all  the  Scotch  and  Express  traffic,  and  so  avoided 

the  Newton  Bridge  Station  altogether.      It  was  not  until  this  direct  line  had 

been  open  for  some  years  that  the  Post  Office  agreed  to  allow  the  night 

mails  to  use  it,  as  the  exchange  of  bags  from  north  to  south,  and  east  to 

west,  at   Newton,  appeared  to  be  a  sine  qua  non^  in   simplicity  ;    but  the 

service  by  Wigan  for  the  North  Exchange,  and  Warrington  for  the  South,  was 

ultimately  recognized  and  accepted  as  a  substitute. 

The  old  Bolton  and  Leigh  Line  came  to  Kenyon  Junction  originally  as  a 
single  line  of  way.     The  Act  for  this  railway  was  obtained  in  1825,  one  year 

prior   to    the    Liverpool    and    Manchester   Act,  and    it   was 
L^^BaUwmy  intended    that  the    inclines   upon  it  should  be  worked   by 

stationary  engines ;  the  Chequerbent  incline  was  i  J  mile  long, 
having  gradients  of  i  in  30,  and  i  in  49,  and  there  was  a  heavy  incline  into 
Bolton,  called  the  Daubhill  Bank.  The  Hultons  and  the  Hargreaves  appear 
to  have  had  a  controlling  share  in  the  working  of  the  line.  At  various  places, 
and  at  all  the  stations  portions  with  siding  connections  were  allotted  for 
the  sale  of  coal;  their  colliery  engines  ran  over  the  line  without   much 


restriction  as  to  the  times  of  their  trips.  On  one  long  loop  L'ne  near 
Chequerbent  the  two  sets  of  rails  were  quite  close  to  each  other.  It  is 
possible  that  coal  wagons  nhen  passing  would  clear,  but  the  width  was  not 
sufficient  for  passenger  vehicles  to  do  so.  Accidents  were  by  no  means  un- 
known. A  letter  written  by  a  relative  of  mine,  dated  as  far  back  as  June,  1831, 
narrates  an  incident  in  the  working  of  the  line : — 

"  I  was  much  gmlificd  while  at  Bolton  with  a  ^ht  or  Che  Bolton  and  Leigh  Railway  on 
which  I  siw  Kveral  steam  catriages  pass  ;  but  I  Cell  no  inclination  to  venture  in  them.  A 
few  da.yi  before,  an  accident  occurred  to  some  of  them  on  this  line,  which  might  have  been 
attended  with  serious  consequences.  On  goinj;  down  an  inclined  plane,  the  cable  by  which 
the  caniaget  are  held  bock  to  prevent  their  too  great  velodty,  broke  ;  this  check  being 
gone  they  were  impelled  down  al  an  amazing  rate,  but  some  persons  al  the  bottom,  seeing 
what  had  occurred,  laid  a  piece  of  limber  across  the  rail  to  throw  them  off,  in  order  to 
prevent  their  coming  in  contact  with  some  houses  which  would  have  been  tremendously 
battered.  By  this  means  they  went  to  the  left  of  the  road  and  struck  (gainst  the  wall,  the 
thock  of  which  threw  their  ca^o,  which  consisted  of  treacle  tubs  and  other  heavy  goods  into 
the  air,  causing  a  most  ludicrous  sight,  but  which  would  have  been  disastrous  if  the  few 
passe^^eti  who  were  in  one  of  llicm  had  not  escaped." 

There  was  a  curious  old  world  style  about  the  line  ;  the  surroundings 
comported  well  with  the  tradition  that  it  was  originally  ballasted  with 
small  coal ;  it  certainly  was  worked  on  the  Chequerbent  level  by  one  of 
Stephenson's  engines,  the  "Lancashire  Witch,"  twelve  months  before  the 
"  Rocket "  trials;  and  subsequently,  another  historical  engine,  the  "  Sanspareil," 
found  employment  on  the  section  between  Atherton  and  Kenyon, 

The  line  is  now  modernized.  The  opening  of  the  route  via  Tyldesley,  with 

junctions  at  Chowbent,  and  the  construction  of  the  line  through  Leigh  and 

Bedford,  has    removed    most    of   the   old    landmarks.      The 

BtSor^        Chequerbent    and    Daubhill    inclines    arc    improved,    so    as 

scarcely  to    be    distinguishable.       The    station    at    Bradshaw 

Leach,  an  unknown  etymology,  is  now  named  Pennington.      The    Railway 

Company's  proposal  to  distinguish  the  two  stations  at  Leigh,  and  to  avoid 

confusion  with  two  Bedfords,  by  calling  the  main  one  Bedford  Leigh,  gave 

rise  to  a  loud  outcry  from  the  authorities  at  the  interference  with  the  historical 

name  of  their  old  town  Leigh ;    and  "  Leigh  and  Bedford  "  was  adopted  after 

the  conference  with  them, 

The  station  next  to  Kenyon  Junction  on  the  main  line  was  known 
as  "  Bury  Lane,"  and  the  upper  room  of  a  public  house  served  the  purpose 
of  a  booking  office.  This  was  a  strange  survival  from  the  days  when  the 
trains  between  Liverpool  and  Manchester,  while  stopping  here,  had  the 
celebrated  Eccles  Cakes  offered  for  sale  to  the  passengers  by  the  tenant 
of  this  public  house. 

Passengers  travelling  between  Liverpool  and  Manchester  often  look  out  for 

"Chat  Moss."    That  which  was  lormerlya  barren  moss, producing  little  more 

than  cranberries,  has  become  since  the  railway  has  crossed  it 

and         consolidated,   and    is    entirely    under    good   cultivation  j  all 

CbaiHou.     appearance  of  a  moss  or  morass    has  disappeared,    but    the 
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nature  of  the  ground  was  proved  to  have  in  no  way  changed,  for  on 
the  engineer  of  the  North-Western  Railway — another  Stevenson,  though  no 
relation  to  the  great  George — commencing  to  tip  in  the  earthwork  for 
doubling  the  line  at  that  point,  he  found  the  old  line  becoming  unsettled, 
and  so  unpleasantly  buoyant,  that  it  was  necessary  to  abandon  the  suggested 
alignment  in  doubling  and  adopt  some  other  course. 

The  various  branches  and  sections  of  the  busy  Northern  Division  had 
each  a  sub-officer  allotted  for  its  supervision,  and  with  these  men  I  made 

daily  visits — now  along  the  Bolton  Branch  with   Mr.  Potter, 
Qfflcm.       ^^®  ^*^  charge  up    to    Kenyon    Junction — now   with   Mr. 

Footner  the  Engineer,  over  the  Edge  Hill  Sidings,  where 
Saxby  and  his  assistant  Fothergill  were  engaged  in  improving  the  signalling  : 
now  along  the  busy  mineral  line  known  as  Spring's  Branch,  crowded  with 
colliery  sidings,  in  the  very  heart  of  the  Lancashire  Coalfield  ;    the  Branch 

being  worked  on  a  system  existing  solely  in   the  intelligence 
22^       of  the  local  Superintendent,  Mr.  Hill,  under  whose  control  all 

the  Coal  traffic,  and  all  the  Breaksmen  working  the  Coal  trains 
to  the  South,  were  placed.  Mr.  Dingley  being  the  local  chief  of  the  engine 
sheds. 

Both  Warrington  and  Wigan  were  visited  with  Mr.  Worthington,  the 
Engineer  of  the  district,  with  plans  for   station    enlargements  and  siding 

improvements.    At  Wigan,  on  one  occasion,  we  found  there  had 

been  a  battle  royal  between  the  employes  of  the  Lancashire  and 


Yorkshire  Company,  and  those  of  the  London  and  North- 
Western.  It  was  described  as  "  the  battle  of  Faggy  Lane,"  in  which  the 
contents  of  some  wagons  loaded  with  lime  had  been  shovelled  upon  the 
besieging  forces  of  the  London  and  North-Western  by  the  Lancashire  and 
Yorkshire  servants, — but  in  spite  of  their  temporary  victory,  the  right  of  way 
was  ultimately  maintained  through  the  more  peaceful  power  of  lawyers* 
discussion  and  settlement. 

Mr.  Nichols,  the  Goods  Manager  of  the  St.  Helens  District,  accompanied 
me  over  his  division  to  Garston  Dock,  Sutton  Oak,  St.  Helens  Junction, 
Ravenhead  Junction,  and  the  Parr  Branch ;  introducing  me  incidentally 
to  the  unsavoury  stinks  of  the  Widnes  chemical  manufactories.  Offensive 
as  these  smells  are  to  the  passing  traveller,  there  were  some  of  the  officers 
on  the  Ime  who  considered  them  very  health  giving,  and  Mr.  Kay  always 
contended  they  were  highly  restorative  to  him  ! 

The  mode  of  working  the  trains  out  of  Lime  Street  by  endless  rope, 
and  by  placing  them  under  the  charge  of  bank-riders,  with  special  tunnel 

brakes  when  going  down  the  incline,  was  in  force  for  many  years 

^^P*^       before  it    was    considered    possible   that    locomotives    could 

TWi^v*      manage   the   haulage  up  the  incline.       The   lighting  of  the 

carriages  was  a  source  of  trouble,  as  there  was  always  difficulty 
in  getting  the  roof-lamps  to  burn  with  any  degree  of  brilliancy  in  the  short  run 
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down  the  incline,  and  of  old  times  the  strapping  of  thj^  luggage  on  to  the 
carriage  roofs  prevented  the  lamps  being  liglited  on  many  occasions.  So 
general  was  the  practise  of  thus  dealing  with  luggage  on  the  tops  of  the 
vehicles  that  the  gangs  of  porters  appointed  to  the  duty  at  Lime  Street  were 
called  *^  Topmen ''  as  a  distinction,  a  name  which  continued  for  many  years 
after  the  roofing  of  the  luggage  had  disappeared. 

It  was  a  suggestion  of  Mr.  Shawns,  when  he  became  District  Super- 
intendent, which  removed  much  of  the  annoyance  of  the  tunnel  journey. 
It  had  been  customary  at  Edge  Hill  to  provide  each  compartment  with  a 
small  lamp  placed  in  the  slots  with  which  the  carriages  were  fitted,  to 
afford  some  light  during  the  tunnel  trip,  but  the  smell  of  the  lamp  and  the  oil 
about  it  proved  most  annoying,  and  Mr.  Shaw  advantageously  improved  upon 
the  plan,  by  having  external  lamps  hung  on  to  the  carriages  at  Edge  Hill,  and 
thus  lighting  the  compartments  without  the  annoyance  even  of  opening  the 
carriage  doors.  But  the  final  remedy  for  giving  light  was  attained  in 
subsequent  years,  when  the  opening  of  the  tunnel  in  numerous  places  was 
determined  upon — thus  "taking  off  the  roof"  effectively. 

The  station  has  been  enlarged  not  once  nor  twice,  indeed,  the  Church 
of  St.  Simon,  that  was  originally  near  the  tunnel   mouth,  has  suffered  no 

Lime  street  ^^^^  ^^^^^  ^°  removals  to  accommodate  the  gradual  extension 
Passenger  of  the  additional  platforms,  the  erection  of  the  hotel  at  the 
Station.  terminus,  the  provision  of  engine  turntables,  and  the  ample  space 
for  intermediate  platforms,  and  cab  ranks.  The  office  now  used  by  the  District 
Superintendent  is,  however,  the  old  Board  Room  of  the  Directors  of  the  Grand 
Junction,  and  has  been  used  by  Members  of  the  Board  of  Directors  for 
Committee  Meetings  ever  since  the  opening  of  the  Une. 

The  arrangements  at  Edge  Hill  have  grown  with  an  equal  or  perhaps 
more  remarkable  extension.    When  I  first  visited  Liverpool,  the  foreman  in 

charge  of  all  the  shunting,  and  of  the  traffic  coming  up  the 
^JJjj^       various  tunnels,  by  which  Liverpool  Goods  business  was  served, 

viz.  ; — ^Wapping,  Waterloo,  and  Crown  Street  Depdts,  was  a 
Mr.  Knox  (the  father  of  Walter  Knox  who  succeeded  me  at  Birmingham). 
On  his  retirement,  one  of  the  most  skilled  foremen  from  the  Lancashire  and 
Yorkshire  Company,  Mr.  Eli  Cook,  was  selected  to  follow  him,  with  a  special 
view  to  improve  on  the  system  under  which  the  wagons  run  in  "  sets  "  from  these 
tunnels,  were  arranged  to  be  worked  so  as  to  form  the  various  trains  for 
destinations.  North,  South,  and  East.  He  paid  one  or  two  long  nocturnal  visits 
of  inspection  at  Camden  Goods  Yard,  to  see  how  far  the  London  system  could 
be  made  applicable  to  the  Edge  Hill  marshalling.  But  it  was  reserved  for 
a  wider  development,  and  the  construction  of  numerous  running  lines  and 
overhead  railways,  under  Mr.  Footner*s  plans,  to  serve  this  splendid  output  of 
traffic,  on  a  comprehensive  system  of  gravitating  sidings,  passing  the  various 
wagons  through    "Gridiron"    sidings,  so  that  not  only  the  trains  for  each 


RAILWAY   REMINISCENCES.  15 1 

destination  are  marshalled  on  to  the  respective  reception  sidings,  but  the 
individual  wagons  can  be  so  switched  and  arranged  by  the  gridiron  process 
that  each  is  in  regular  station  order  to  be  dealt  with  on  the  journey  without 
any  further  re-marshalling. 

The  Goods  Stations  in  the  town  of  Liverpool  were  under  the  manage- 
ment of  Mr.  David  Taylor,  who  had  recently  succeeded  Mr.  Henry  Bradshaw 

-.  ■      as  Goods  Manager.     Mr.  Taylor  was  another  recruit  from  the 

Goods  Btfttioiu.  Lancashire  and  Yorkshire  Company,  who  owed  his  selection  to 

Mr.  David      Mr.  Cawkwell's  appreciation  of  his  capability. 
'^^ylor.  The  outiying  stations  of  Canada  Dock,  Tue  Brook  sidings, 

and  Stanley  Cattle  Market  sidings,  were  visited  by  rail,  in  company  with  Mr. 
Footner,  Gustavus  Parker,  and  J.  Knox ;  but  in  visiting  the  town  depdts  of 
Wapping  and  Waterloo,  Mr.  David  Taylor  was  accustomed  to  use  a  most 
inconvenient  trap,  not  unlike  a  baker's  covered  cart,  an  object  of  amusement 
to  all  his  friends. 

The  Parcel  delivery  of  Liverpool  was  in  the  hands  of  a  Mr.  Thurstan,  a 
remnant  of  the  old  coaching  system  in  Liverpool. 

I  have  not  made  any  special  reference  to  Crewe  Station  in  connection 
with  this  sketch  of  work  and  history  of  the  Northern  Division,  as  it  formed  one 

of  the  principal  features  of  the  main   line,  with   which   my 
Btetton.       ordinary  duties  had  made  me  thoroughly  familiar,  apart  from 

this  special  supervision  of  the  Northern  District.  The  traffic 
through  Crewe  developed  unceasingly,  blockades  of  trains  from  the  South 
were  not  imfrequent ;  the  advent  of  the  North  Staffordshire  on  the  one  side,, 
the  large  growth  of  traffic  on  the  Shrewsbury  side  requiring  the  doubling  of  the 
Crewe  and  Shrewsbury  Line,  the  coming  of  the  Great  Western  via  Market 
Drayton,  all  united  in  forcing  steps  to  be  taken  for  enlargement,  and  for 
constructing  independent  goods  lines  alongside  the  station  adjacent  to  the 
obtruding  goods  shed. 

Mr.  Baker,  the  Chief  Engineer,  had  one  or  two  meetings  at  which  some 
of  his  plans,  including  the  quadrupling  of  the  line  between  Stafford  and  Crewe, 
were  discussed — Mr.  Saxby  for  signals,  Mr.  Martin  for  telegraphy,  and  Mr. 
John  Rigg  for  the  locomotive  department,  having  to  attend.  Inspector  Leach 
was  in  charge  of  the  signalmen;  Mr.  Padmore,  recently  removed  from 
Huddersficld,  was  Station  Master,  a  position  he  held  for  many  years. 

The  Directors  in  July  selected  Mr.  James  Shaw  (who  had  been  for  many 
years  Superintendent  of  the  East  Lancashire  Railway),  to  fill  the  post  of 

District  Superintendent  of  the  Northern  Division,  and  I  had 

JamMSbaw    ^®  pleasure,  on  2nd  September  (1867),  of  accompanying  him 

appointed,     by  special  train  all  over  the  division,  and  introducing  him  to 

^""J^J  ^^  staff;    the  Company  had  in  him  a  thoroughly  experienced 

officer,  and  one  on  whom  reliance  could  be  placed  to  cope  with 

all  practical  railway  difficulties. 
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A  very  serious  accident  in  July,  1867,  at  Warrington,  Walton  Junction* 
owing  to  a  mistaken  signal,  led  to  further  activity  in  interlocking  and  improve- 

ment  in  signalling,  as  at  the  place  in  question  a  recommendation 

Jnnetion      of  the  Inspector,  consequent  on  a  former  accident,  had  been  but 

Aoddentk      partially  carried  out.    The  casualties  among  passengers  were 

^  numerous,  and  Mr.  Dawlings,  at  that  time  Mr.  Cawkwell's  chief 

uasa.  ^igj.j^  came  down  to  Warrington,  and  established  his  quarters 

in  the  hotel  there,  in  order  to  deal  as  promptly  as  possible  with  the  claims  of 

the  injured  Passengers. 

Mr.  Dawlings*  long  absence  from  his  London  duties  led  to  changes  in 
the  conduct  of  the  General  Manager's  Office ;  and  the  letters  with  reference  to 
passengers'  delays  and  complaints,  parcel  claims  and  irregularities,  drifted  into 
my  charge.  Mr.  W.  P.  Young,  who  had  been  in  some  leading  position  on 
one  of  the  Irish  lines,  was  given  to  me  as  an  Assistant,  but  very  shortly  after- 
wards he  left  Euston,  having  obtained  a  Managership  in  South  America. 

I  have  been  fortunate  in  possessing  some  very  good  and  trusty  clerks. 
The  Chief  Clerk  for  many  years  was  one  of  my  old  Birmingham  staff,  Mr.  W. 

Raison.      Mr.  Goulborn,  senior,  served  as   train  clerk;    Mr. 

stiff  of  (Ooki  ^Jdclo^son  had  charge  of  the  passenger  fares.      All   these 

•ndOadeti.     seniors  had  the  disadvantage  of  not  knowing  '*  shorthand,"  and 

without  its  use  the  extent  of  work  despatched  in  the  office 

could  not  have  been  dealt  with ;  fortunately,  the  juniors  had  all  acquired  it — 

among  the  most  serviceable  I  name  Mr.  Goulborn,  junior,  a  man  with  all  his 

father's  carefulness  and  accuracy,  and  a  double  portion  of  his   ability  and 

resource ;  Mr.  Davis,  who  went  to  an  Indian  position  ;  Mr.  Ingham,  Mr.  Hyde 

and  Mr.  Stuttaford. 

Among  the  earliest  of  the  cadets  who  came  into  my  training  was  Mr. 
Charles  C.  Tait,  Mr.  Cawkwell's  nephew.     After  a  short  time  in  my  hands, 

he  was  removed  to  Manchester  as  District  Assistant.    He  subse- 

Kr.  a  Tkll     quently  had  charge  of  the  Whitehaven  Division,  succeeding  the 

very  unsatisfactory  "  Myson,"  and  on  leaving  the  service  of  the 

London  and  North-Western  obtained  the  post  of  Manager  of  the  Eastern  and 

Midland,  and  afterwards  (1884)  of  the  Mersey  Railway,  where  he  died  in 

harness. 

1887 :    This  year  witnessed  several  extensions  of  the  single  line  of  the 

Central  Wales  Railway.  On  April  ist,  it  was  opened  as  far  as  Builth  Road, 

Oantrai  WalM  ^^^^^8  ^  back-set  junction  on  to  the  Mid  Wales  line,  which 

Bxteiuioii      was  on  a  lower  level  than  the  Central  Wales.      The   Mid 

Bailway.      Wales  Company  called  their  low  level   station   "Llechryd," 

while  the  Central  Wales    called   their    upper   level  station  "  Builth  Road 

Junction,"  somewhat  to  the  confusion  of  travellers. 

On  ist  May  the  line  was  opened  to  Garth,  and  on  ist  June  to  Llanwrtyd. 
Journeying  with  Ephraim  Wood  over  his  new  district  to  Shrewsbury,  and  then 
with  Mr.  Bishop,  I  travelled  to  this  new  temporary  terminus  at  Llanwrtyd, 
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where,  in  obedience  to  the  demands  of  the  Board  of  Trade,  the  engine  turn- 
table, that  had  done  terminal  duty,  first  at  Llandrindod  and  then  at  Garth, 
being  taken  on  stage  by  stage,  had  now  found  a  temporary  resting  place. 
We  had  to  pass  over  the  intermediate  country  by  road,  skirting  the  Sugar 
Loaf,  and  gradually  descending  to  Llandovery ;  there  we  came  on  railway 
Mr  m^^Aft^iTia^  ^^^^  again,  being  met  by  Mr.  W.  D.  Phillipps,  the  Manager  of 
—  the  Llanelly  Railway,  and  Mr.  Glascodine,  the  Secretary.    They 

w.D.Plililipp«.  escorted  us  to  Llandilo  and  Carmarthen,  and  back  to  Llanelly. 
riaw^iiy  Next  day  Mr.  Ludford,  the  District  Engineer,  took  charge  of 
Baiiway.  our  party  up  to  Pontardulais,  where  we  came  on  to  North- 
western rails  once  more,  and  travelling  via  Killay  reached  the  sea  at 
Swansea  Bay,  then  inspected  the  Dock  lines  and  the  new  terminal  Passenger 
Station  Victoria,  watched  the  working  of  the  Mumbles  Tramway,  and  made 
the  acquaintance  of  Mr.  Mortimer,  Manager  of  the  Swansea  Vale  Line. 

A  short  line  of  railway  from  Ebbw  Vale  Junction  to  Ebbw  Vale 
Station  was  opened  in  September — the  Huddersfield  and  Kirkburton 
Branch  was  opened  in  November — and  the  "  Stamford  and  Essendine  Line  " 
connecting  with  the  North-Westem  at  Wansford ;  this  latter  gave  us 
an  alternative  route  to  Stamford,  but  as  the  Company  already  had  one 
route,  our  Manager  was  not  anxious  to  listen  to  suggestions  for  acquiring 
the  new  line,  and  it  ultimately  fell  into  the  hands  of  the  Great  Northern 
Company,  who  worked  the  trains  into  our  Wansford  Station. 

The  Great  Western  Company  opened  their  Market  Drayton  Line 
between  Wellington  and  Nantwich  early  in  the  spring,  and  exercising  their 
powers  into  Crewe,  brought  their  requirements  with  respect  to  Manchester 
connections  under  discussion  at  our  Conferences.  The  branch  line  from 
Smethwick  to  Stourbridge  Junction  was  opened  on  ist  April,  and  a  short 
lived  service  between  Kidderminster  and  New  Street,  Birmingham,  came 
into  operation. 

In  September  of  this  year  1867  I  was  instructed  to  attend  on  behalf 
of  the   London  and  North-Westem   Company,   the  opening  of   the  large 

Openinff       Docks   at   Barrow,  in  connection   with   the  Furness  Railway 
of  Barrow     Company.     Mr.  W.  E.  Gladstone  travelled  in  our  saloon,  and 

^'^^^^  made  one  of  his  noted  speeches  at  the  large  banquet,  at 
which  no  less  than  1,298  guests  were  present.  His  voice  was  heard  with 
perfect  distinctness  throughout  the  large  building  in  which  the  gathering 
took  place. 

The  Clearing  House  changes  at  the  Supenntendents  Conferences  for 
1866  and  1867  were  considerable.  Mr.  J.  P  Knight  appears  for  the  South 
ciarinicH         Eastern   Company  at  the  January    Meeting,    1866,    and    Mr. 

duLogM,       Compton  is  reported  as  the  representative  of  the  South  Devon. 

iS6e-i867.  Mr.  Dykes  at  the  next  meeting  represents  the  Bristol  and  Exeter 
Line.  Mr.  Roberts  is  reported  as  Superintendent  of  the  Highland  Railway, 
and  in  July,  Mr.  Henry  Cook  is  mentioned  as  appointed  Superintendent 
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of  the  Furness  Railway,  and  Mr.  Myles  Fenton  of  the  Metropolitan.  In 
October,  Mr.  J.  B.  Cooper,  son  of  Mr.  C.  Cooper,  of  Liverpool,  is 
appointed  to  represent  the  Potteries,  Shrewsbury,  and  North  Wales.  Mr. 
Allen's  name  appears  as  Mr  Tjrrrell's  representative,  and  Mr.  Welbum  acts 
for  Mr.  Christison;  both  these  gentlemen  in  after  years  obtained  the 
Superintendent's  full  position.  Mr.  Christison  was  elected  Chairman  for  the 
year  1867. 

In  the  year  1867,  Mr.  Plews  from  Shrewsbury  is  appointed  on  behalf 
of  the  Irish  North-Westem,  vice  Mr.  Thomas  Shaw,  who  removed  to 
Belfast  as  successor  to  Mr.  Swaine,  representative  of  the  Ulster  Railway. 
In  March,  Mr.  English  is  recorded  as  representative  of  the  Cheshire  Lines  ; 
the  South  Yorkshire  Company  being  absorbed  in  the  North  Eastern  Line. 

During  the  year  I  was  instrumental  in  urging  the  Railway  Companies 
to  adopt,  and  bring  into  shape,  the  plan  of  differential  charges  at  Owner's 
risk  and  Company's  risk,  and  after  some  long  contentions  had  the  satisfac- 
tion of  getting  the  forms  adopted  by  the  solicitors  for  the  above  as  well  as 
for  a  further  point  I  had  also  urged,  viz.,  the  fixing  of  a  special  limit  of 
liability  for  animals,  birds,  etc.,  not  obtained  by  the  Carriers  Act. 

Tourist  Tickets  hitherto  confined  to  first  and  second  class  were  extended 
to  third  class  at  the  Spring  Meetings  this  year,  and  the  standard  of  fare  and 
two  thirds  established  for  their  basis.  The  mode  of  charging  for  traffic 
conveyed  at  mileage  rates  between  competitive  points,  which  had  always  been 
a  source  of  difficulty  to  booking  clerks  in  ascertaining  accurate  distances, 
was  simplified  by  the  agreed  adoption  of  the  Parliamentary  fares  as  the 
basis  to  be  taken  in  all  cases.  But  the  chief  work  which  the  Conference 
completed  was  the  final  issue  of  the  "  Appendix "  to  the  Rule  Books  of  the 

Companies,  embodying  the  "Rules  for  working  over  foreign 
Bernll^mi  ^^^^^''  intended  to  relieve  drivers  and  guards  from  the 
for  Working  necessity  of  carrying  the  separate  books  of  each  of  the  lines 
^^•^[^^^   over  which  they  may  have  to  travel.    It  was  the  first  great 

step     towards     uniformity,     and     was     the    outcome    of   a 
series  of  meetings. 

As  far  back  as  1862,  Mr.  Walter  Leith,  then  Superintendent  of  the 

Great  Northern   Line,  at  a   meeting  held  on   2nd   April,  at  which  there 

were     present:     Mr.     Henry     Blackmore,     Lancashire     and 

ofnntBnb-    Yorkshire;     Mr.     Gilmour,    Glasgow    and     South-Westem ; 

Oomxnittee,     Mr.  Lane  (Monmouthshire   Railway);  Mason  and  Swinyard, 

"**•  London     and     North-Westem;     Roberts,     West     Midland; 

Currey,  Great  Northern;   and  Whitton  (Little  North- Western),  had  proposed 

that  a  Sub-Committee  should  be  nominated  to  draw  up  Rules  and  Regulations 

for  drivers  and  guards  working  over  the  lines  of  other  Railway  Companies. 

The  Sub-Committee  consisted  of  the  followmg: — Messrs.  Blackmore, 
Lancashire  and  Yorkshire;  Christison,  North-Eastem ;  Croll,  Scottish- 
Central;    Leith,  Great    Northern;    Mason,   London    and    North-Westem; 
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Needham,  Midland;   Roberts,  West  Midland;   Thomson,  Edinburgh  and 
Glasgow. 

Nothing  appeared  to  have  been  done  by  this  Committee,  and  in  1865, 

as  the  urgency  of  the  question  was  growing  daily,  I  revived  the  subject, 

^^  and  with  the  authority  of  the  General  Managers,  a  Committee 

OommmM     was    appointed    to    deal    with    the    question.     The    officers 

■•■•OTwintad.  selected    were  : — Messrs.    Tyrrell,    Great    Western;     Neele, 

London    and    North-Westem ;   Needham,    Midland    Railway;    Cockshott, 

Great  Northern ;  Ward,  Caledonian  Railway ;  Bradley,  Manchester,  Sheffield, 

and  Lincolnshire;    Mortimer  Harris,  London,  Chatham  and  Dover.      Mr. 

Needham  being  appointed  Chairman. 

The  Committee  proceeded  by  very  easy  stages,  for  it  was  not  till  1 2th  June, 
1867,  that  the  final  report  was  issued. 

The  form  adopted  was  carefully  compiled  so  as  to  avoid  any  inter- 
ference with  existing  Rules  :  it  took  the  shape  of  an  "  Appendix  "  applicable 

to  guards  and  drivers  when  travelling  over  other  lines   than 

j^i^^^^Oirio    ^^^  ^^'^*  incorporating  the  gist  of  the  accumulated  Rules  of 

BnlA  Book      the  principal  railways ;  nothing  was  introduced  that  in  any  way 

*^**^^**^       conflicted  with  existing  rules,  the  idea  being  that  the  set  of  Clearing 

House  Rules  should  be  bound  up  as  an  Appendix  to  the  separate  Companies' 

own  Rule  Book,  and  that  acquaintance  with  the  Appendix  would  suffice  when 

running  over  "  foreign  "  lines.     To  render  this  thoroughly  serviceable,  and  to 

get  over  the  difficulty  of  the  divergence  of  signals,  the  closing  pages  of  the 

Appendix  contained  in  the  shape  of  diagrams,  under  the  head  of  the  various 

lines,  any  signals  in  use  that  differed  from  the  semaphore. 

Semaphores  shewing  the  following  appeared  as  the  standard  signals  in 
the  forefront  of  the  Appendix : — 


DANGER— STOP— With  arms  horizontal  on  left-hand  side 
of  the  post, 
Red  Light  at  Night. 


CAUTION — Arms    dropped    to    angle    of    45    degrees. 
Green  Light  at  Night. 


ALL  RIGHT — Arm  quite  close  to  the  post,  shewing  no  signal. 
White  Light  at  Night. 
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The  divergencies  as  to  forms  of  main  signals  and  distant  signals  were 
very  numerous ; — notably,  the  Great  Western  Company  had  a  strange  com- 
bination of  discs,  crossbars,  and  pointer  arrows  ;  but  their  disc  when 
turned  full  on  signified  "  all  right," — contrary  to  the  custom  on  all  other 
lines  ! 

The  Southwestern  had  its  own  special  system  of  disc,  constructed  to 
work  to  three  positions  as  shewn  below  ;  this  system  was  the  invention  of  the 
late  Albinus  Martin,  C.E.,  who  was  at  one  time  superintendent  and  afterwards 
engineer  of  the  line,  so  I  am  informed  by  Mr.  E.  Andrews,  who  was  his  pupil, 
and  subsequently  himself  engineer  for  the  London  and  South-Western 
Railway.  The  Midland  had  its  distant  signals  of  an  oblong  shape,  while 
semaphores  were  adopted  for  their  main  signals.  The  North-Westem  used 
Semaphores  on  the  whole  line  except  in  the  Southern  Division  where  the 
discs  and  cross-bars  worked  together — quite  at  variance  with  the  Great 
Western  arrangement. 

The  following  diagrams  shew  a  few  of  these  divergences. 

THE  GREAT  WESTERN  adopted  both  for  Home  and  Distant 
Signals  the  disc  and  cross-bar,  thus  : — 

1 


t 


3 


U 


H 


Up  Line — Danger.  Down  Line — Danger.  All  Clear  (Red). 

In  addition  to  which  at  stations   they  had  ''Board''  Signals  worked  in 
connection,  thus : — 

<: 


Caution. 


Danger. 

THE  LONDON  AND  SOUTH-WESTERN  had  quite  a  different 
system ;  their  disc  shewed  two  or  three  separate  indications  for  danger, 
thus : — 


Stop  Signal  for  both  lines.  Stop  signal  for  the  line  to  which 

the  Red  Signal  is  turned. 

while  for  "  line  clear  "  the  disc  was  turned  so  as  only  to  shew  "  the  edge  "  to 

an  approaching  driver. 
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THE  LONDON  AND  NORTH-WESTERN  in  the  southern  division 
(only)  had  both  disc  and  crossbar  working  together  both  for  home  and  distant 
signals  — 


Up  Line — Danger.  Down  Line — Danger. 

when  indicating  "  all  clear,"  the  signals  were  turned  off  so  as  to  present  "  the 
edge  "  to  an  approaching  driver.  In  other  parts  the  semaphore  was  in  use, 
and  its  general  adoption  was  intimated. 

The  wording  of  the  Rule  regulating  the  mode  of  dealing  with  the  distant 
signal  was  one  of  the  most  troubled  questions  we  had  to  deal  with.  Up  to 
the  time  of  the  sitting  of  the  Committee  the  instruction  adopted  by  the  majority 
of  the  Companies  had  been  as  follows  : — 

"When  a  train  is  stopping  at  a  station,  or  when  there  is  any  obstruction  thereat,  the 
main  and  aoziliary  signals  must  be  at  Danger,  and  any  coming  engine  or  train  must  ^e 
brought  to  a  stand  at  the  auxiliary  signal,  when  the  engineman  will  open  his  whistle,  and 
afterwards  proceed  with  caution  towards  the  station." 

The  observation,  or  rather  non-observation  of  this  rule,  came  under 

critical  review  from  time  to  time  by  the   Board  of  Trade  Inspectors  in 

Gritieinn         conncction  with  their    investigation   into  accidents.     It  was 

to  obMrranoe  found  an  impossible  rule  \  owing  sometimes  to  the  shortness  of 

of  Dtatant      running  space  after  sighting  the  signal,  sometimes  to  the  absence 

of  sufficient  brake  power  the  drivers  did  not  pull  up  AT  the 

distant  signal  to  stop  and  start  again.     Frequently  although  the  distant  might 

be  at  "  danger  "  when  first  sighted,  the  obstruction  in  front  of  the  train  had 

been  removed  at  the  time  the  distant  was  reached,  and  the  stopping  at  the 

distant  rendered  unnecessary.  From  one  cause  and  another  the  actual  stopping 

at  the  distant  signal  was  but  indifferently  observed,  and  in  cases  of  accident 

"  this  want  of  discipline  "  (as  it  was  termed),  was  severely  commented  on  by 

the  Government  Inspectors,  and  the  Railway  Superintendents  were  practically 

censured   by  them  on  every  such    occasion,   as    being    cognizant   of  the 

irregularity  in  practice,  but  only  taking  action  when  accidents  arose. 

With  a  view  to  get  rid  of  this  difficulty,  and  to  place  the  practise  and 

the  Rule  on  a  consistent  footing,  the  requirement  to  come  to  a  dead  stand 

was  modified,  and  the  following  wording  was  adopted  : — 
New  Wording 

of  Bole.  "When  a  train  is  stopping  at  a  station,  or  when  there  is  any  obstruction 

thereat,  the  main  and  distant  signals  must  be  at  Danger  ;  and  the  driver  of 

any  following  train   or  engine  must,  when  he  sees  a  signal  of  Danger  exhibited  at  the 

distant  signal  post,  immediately  turn  off  steam,  and  reduce  the  speed  of  his  train  so  as  to  be 

able  to  stop  at  the  distant  signal ;  but  if  he  sees  the  way  is  clear  he  must  proceed  slowly  an3 

cautiously  within  the  distant  signals,  having  such  control  of  his  train  as  to  be  able  to  stop 

short  of  any  obstruction  there  may  be  between  the  distant  post  and  the  station.*' 
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The  Appendix  was  adopted  very  cordially  by  the  General  Managers,  and 
gradually  the  wording  of  the  Clearing  House  Appendix  was  incorporated  in 
subsequent  issues  by  many  of  the  Companies  in  preference  to  their  own 
wording.  Uniformity  was  considered  desirable,  and  so  satisfactory  had  the 
Appendix  proved,  that  by  desire  of  the  Managers  in  1874,  a  Committee  of  the 
Superintendents  was  appointed  to  draw  up  Rules  and  Regulations,  not 
restricted  to  working  over  foreign  lines,  but  for  the  guidance  of  the  officers 
and  men  of  the  railway  service,  to  be  generally  applicable  to  the  working  of 
all  railways. 


CHAPTER    VIII.         1867— 1870. 

Elected  Chairman  of  Superintendent's  Conference — Llanelly  Railway — Pembroke  and  Tenby — 
Abergele  Accident— Medical  Committee— Ticket  Collecting  Committee — Ticket  Fraudsr— Communication 
between  Passengers  and  Guards — Trial  Trains  at  York— Cord  and  Electricity— Runcorn  Bridge — Overhead 
Junction  at  Bird's  Wood— Scotch  Night  Service  to  join  "  lona  **  at  Greenock— Death  of  Mr.  Charles  Mason 
—Series  of  AccUents;— St.  Nicholas'  Carlisle— Penniddock-Tamwortb— Harrow— Normal  Position  of 
Signals— Changes  under  Mr.  Findlay's  Management — Marquis  of  Bate  short  of  Money — Pais  Order  Books 
adopted— One- Wire  and  Three*  Wire  Systems  of  Telegraphy. 


AT  the  October  Meeting,    1867,    I   had  the  honour  of  being  elected 
Chairman  of  the  Superintendent's  Conference  for  the  year  1868. 

1868.  The  new  lines  in  which  the  London  and  North-Westem  were 
interested,  opened  during  the  year  1868,  were  as  follows : — In  April  the 

extension  of  the  railway,  from  Llanrwst  to  Bettws-y-Coed,  was 

M«-  completed,  and  a  new  station  at   Deganwy,  near  Llandudno, 

Qp^Q^       was  also  opened.    Up  to  that  time  no  idea  had  existed  of  making 

it  a  timber  port ;  the  only  water  traffic  there  consisted  of  the 

little  steamer,  plying  in  the  season  up  the  beautiful  reaches  of  the  river 

Conway,  as  far  as  Trefriw.      A  moveable  landing  stage  on  the  river  bank 

at  Deganwy,  gave  the  only  access  for  passengers  to  the  steamer. 

At  the  end  of  May,  the  Central  Wales  Extension  was  finally  inspected  ; 
I  met  Colonel  Rich  with  the  Engineers,  Mr.  Robertson,  M.P.,  and  Mr. 
Mcintosh,  and  in  June  this  Central  Wales  line  was  brought  into  traffic 
service  from  Llanwrtyd  to  its  terminus  at  Llandovery.  The  journeys  of 
the  turn-table,  which  had  been  made  to  suit  the  respective  sectional  openings, 
came  to  an  end ;  and  at  Llandovery  the  North-Westem  joined  the  tripartite 
system  of  the  Llanelly  Railway,  of  which  Mr.  W.  D.  Phillipps  was 
Manager,  and  Mr.  Glascodine,  the  Secretary;  Mr.  Ludford,  the  Resident 
Engineer,  &c.  Mr.  Phillipps  was  nephew  to  Mr.  Biddulph,  the  Chairman 
of  the  Line.  Very  shortly  afterwards  Mr.  Phillipps  was  appointed  one  01 
the  London  and  North-Western  Officers,  and  after  being  for  some  years 
the  District  Superintendent  of  the  Company  at  Manchester,  became  and 
still  is  the  successful  General  Manager  of  the  North  Staffordshire  Railway. 
Sir  Richard  Moon's  compliment  on  his  negotiations  on  behalf  of  this  latter 
Company,  was  that  "  we  had  taught  him  too  much ! " 

The  opening  to  Llandovery  was  availed  of  to  make  some  striking 
announcements  of  the  saving  of  55  miles  between  Manchester,  IJverpool, 
Birmingham,  &c.,  and  Llanelly,  Carmarthen,  and  Swansea;  which 
notices  were  probably  not  very  acceptable  to  the  Great  Western  authorities. 
The  route  of  the  North-Western  to  Swansea  had  been  heretofore  via  Aberdare 
and  Pontypool  Road ;  or  via  Newport,  where  an  omnibus  conveyed  through 
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booked  passengers  between  Mill  Street,  our  terminus,  and  High  Street,  the 
Great  Western  Station.  The  route  by  Llandovery  gave  a  new  entry  for  us 
into  Swansea,  Victoria  Station  being  the  terminus  of  our  system. 

Between  the  Great  Western  and  the  North-Westem  a  singular  late 
attended  the  Llanelly  Railway.  Amalgamations  and  absorption  of  small 
lines  have  been  common  enough,  but  disentegration  is  unusual;  in  this 
case,  however,  it  was  carried  out.  The  line  from  Llandovery  to  Llandilo 
became  joint  London  and  North-Westem  and  Great  Western  Railway  : — 
The  portion  from  Llandilo  to  Pantyfynnon  and  Pontardulais,  and  thence 
to  Llanelly,  became  Great  Western  property : — From  Pontardulais  to 
Swansea  the  North-Western  were  proprietors ;  running  powers  being 
exercised  over  the  intervening  distance  to  Llandilo. 

The  remaining  portion  of  the  Llanelly  system  ran  from  Llandilo  Bridge 
to  a  junction  at  Abergwili  with  the  Carmarthen  Line.      This  became  North- 
Westem  property ;  but  between  Llandilo  and  Llandilo  Bridge, 
^^JJ^^    there  existed  a  piece  of  debateable  ground  about  f  mile,  with 
Harrow  Gang*,  disputed  powers,  which  led  to  some  difficulties  in  187 1.     At 

Abergwili,  the  line  entered  on  the  mixed  gauge  (l^miles),  to 
Carmarthen,  and  at  that  town,  reached  the  termination  of  the  narrow  gauge ; 
the  line  thence  to  Carmarthen  Junction,  where  the  Great  Westem  was 
joined,  being  exclusively  broad  gauge. 

This  Llanelly  group  of  lines,  all  narrow  gauge,  was  far  from  being 
up  to  date.    The  stations  and  platforms  were  dilapidated,  the  crossing  loops 

short,     the     permanent    way    weak  ;    but     the     Engineers 

Uanelly       of  the  district  had  introduced  one  of  the  simplest  forms   of 

Byitem.       interlocking    for    the    loop    line    facing    points    that    could 

be    schemed.        Attached    to    the    point    lever    was    a    flat 

plate,  working  horizontally,  the  plate  perforated  by  a  single  hole.      When  the 

points  were  in  the  position  for  allowing  a  train  to  pass  through  the  facing 

points,  the   hole  admitted  a  perpendicular  rod  attached  to  the  signal  arm 

adjoining,  to  pass  down  it,  and  the  signal  was  accordingly  lowered  to  "  Caution.'' 

When  the  plate  was  not  in  this  position,  the  signal  could  not  be  so  lowered, 

and  remained  at  "  Danger"— cheap  and  effective  locking  so  far  as  it  went. 

The  Pembroke  and  Tenby  Line  was  a  narrow  gauge  system,  within  a  few 
miles  of  Carmarthen.     Mr.  Smedley,  the  Manager,  naturally  hailed  the  advent 

of  a  narrow  gauge  route  to  and  from  the  North,  and  in  August, 
Pcmteoke      1869,  their  line  was  extended  from  Whitland  to  the  town  of 
yi^^  Carmarthen.     For  the  larger  portion  of  the  way  their  trains  ran 

over  the  Great  Westem  Railway,  and  that  Company  had 
to  arrange  in  terms  of  legislative  Acts  for  their  passage.  They  did  this  by 
"  narrowing-in "  one  of  their  two  broad  gauge  roads,  between  the  respective 
junctions  near  Carmarthen  on  the  one  side,  and  Whitland  on  the  other ; 
and  so,  for  some  length  of  time,  there  were  two  single  line  systems  in  opera- 
tion between  those  two  points,  side  by  side,  one  for  Great  Westem   trains, 
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the  Other  for  the  Pembroke  and  Tenby  trains  —  Tenby  shortly  afterwards 
having  the  advantage  of  through  trains  for  the  first  time. 

Great  Western  diplomacy  did  not  allow  us  to  hold  this  monopoly,  and 
after  a  while  the  town  junction  for  Tenby  traffic  at  Carmarthen  was  done 
away  with,  and  when  the  broad  gauge  died  out,  a  narrow  gauge  exchange 
was  effected  at  Carmarthen  Junction. 

On  ist  July,  1868,  the  Sandbach,  Middlewich  and  Northwich  Line  was 
opened — a  single  line  under  train  staff  and  ticket  arrangement.  In  company 
with  Colonel  Yolland,  I  went  over  the  line  on  the  sth  June,  meeting  Mr. 
English  and  Mr.  Sacrd,  on  behalf  of  the  Cheshire  Lines  at  Northwich 
Junction.  On  ist  November  the  line  from  Nantybwch  was  extended 
to  Tredegar,  where  via  the  Sirhowy  Line — ^a  tramroad  converted  into  a 
railway — another  communication  was  established  with  the  busy  districts  of 
South  Wales. 

One  of  the  most  important  openings  of  the  year  was  that  of  the  Midland 
Railway  Company,  who,  on  October  ist,  ran  their  first  passenger  train  into 
their  new  London  terminus  at  St.  Pancras.  They  had  opened  for  goods  traffic 
from  Bedford  to  St.  Pancras  Depot,  on  9th  March,  and  for  passengers  to 
Moorgate  Street,  on  13th  July. 

Through  bookings  were  established  in  1868,  with  the  North  British 
Company,  via  Carlisle,  and  a  friendly  approximation  took  place,  largely 
influenced  by  the  fact  that  Mr.  Samuel  L.  Mason,  brother  of  Charles  Mason, 
became  the  General  Manager  of  the  North  British  Railway.  From  time  to 
time  attempts  took  place  to  bring  about  a  friendly  relation  between  the 
Caledonian  and  the  North  British,  but  the  antagonism  seemed  implacable,  and 
any  truce  was  generally  short  lived.  One  of  the  usual  accompaniments  of  a 
Superintendents*  Meeting,  or  an  "English  and  Scotch  Joint"  Conference, 
for  many  years,  was  a  recurring  pitched  battle  between  Henry  Ward  for  the 
one  line,  and  James  McLaren  for  the  other.  The  latter  gentleman  was 
raucous  in  voice,  and  trenchant  in  expression.  The  former  quiet  in  manner, 
but  keenly  determined  on  carrying  his  point. 

The  autumn  gathering  of  the  Superintendents  and  Goods  Managers  took 
place  this  year  in  Scotland,  at  the  Port  of  Menteith,  near  Stirling.  I  have  a 
vivid  recollection  of  the  afternoon  we  spent  there.  Among  the  entertainment? 
of  the  day  were  a  foot  race  and  leaping  competition,  in  which  Mr.  George 
Findlay  and  Mr.  David  Dickie  took  a  prominent  part.  One  can  hardly 
fancy  these  two  grave  and  reverend  seigniors,  as  they  subsequently 
became,  entering  into  such  a  contest.  But  "the  bow  is  not  always 
kept  bent,"  and  Mr.  Dickie  was  ever  ready  to  contribute  his  personal  aid  at 
any  evening  entertainment ;  his  large  bald  head  lending  itself  easily  to 
masquerading  caricature. 

The  autumn  of  this  year  was  noted  in  railway  annals  for  the  terrible 
12 
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accident  at   Abergele   to   the  Irish    Mail  train,  by   which   no  less  than  33 

passengers  lost  their  lives.  It  happened  at  the  time  I  was 
Aeddttot  U88.  spending  my  holiday  at  Lowestoft,  and  the  first  tidings  I 
received  came  through  accidentally  meeting  a  friend  on 
the  sea  shore,  who  told  me  that  there  were  announcements  in  the  papers  of 
some  startling  mishap  in  North  Wales.  My  holiday  was  cut  short,  and  I 
returned  to  find  that  Mr.  Mason  and  Mr  Roberts  (Mr.  Blenkinsop's  chief 
clerk),  were  attending  the  inquest.  The  London  papers  were  full  of  the  details 
of  the  inquiry ;  a  conflict  of  evidence  arising  between  the  statements  of 
some  of  the  passengers  who  had  travelled  in  the  rear  portion  of  the  train,  the 
number  of  charred  bodies  discovered,  and  the  story  of  a  woman  who  lived 
near  to  the  spot.  She  persistently  declared  that  one  of  the  ladies  in  the 
burning  carriages  had  a  child  in  her  arms,  and  that,  as  she,  the  passenger,  was 
unable  to  escape,  she,  the  woman,  desired  her  to  throw  the  child  out  to  her. 
No  body  of  any  child  was  found,  nor  was  any  unidentified  child  travelling 
in  the  train.  The  woman  in  question  lived  near  the  line  of  railway  in  a 
cottage,  still  existing,  close  to  the  sea  shore.  It  has  upon  its  side  the  legend 
the  "Startled  fawn," — apparently  the  name  board  from  the  bows  of  some 
small  steamer  or  yacht.  The  cottage  serves  very  closely  to  identify  the  site 
of  the  accident  itself. 

A  very  clear  and  temperate  statement  of  the  occurrence  was  given  to  the 
public  by  a  descriptive  letter  to  the  Times^  by  the  Marquis  of  Hamilton, 
the  eldest  son  of  the  Duke  of  Abercom,  whose  wife  and  family,  fortunately 
for  themselves,  occupied  one  of  the  rear  carriages,  which  were  uncoupled  from 
the  burning  train  and  saved. 

He  describes  how  immediately  after  the  collision  he  alighted  from  the 
train,  and  saw  the  whole  of  the  three  front  passenger  carriages,  the  vans  and 
the  engine,  enveloped  in  sheets  of  flame,  and  dense  smoke  rising  fully 
20  feet  high  and  spreading  out  in  every  direction.  The  wreck  was  the  work  of 
an  instant ;  not  a  movement  of  any  sort,  no  struggle  to  escape  was  apparent  in 
the  doomed  carriages.  So  complete  was  the  absence  of  any  indication  of  living 
or  struggling  life  in  them,  that  it  was  imagined  by  the  passengers  alighting 
from  the  other  parts  of  the  train,  recovering  from  their  first  shock  and  con- 
sternation, that  the  burning  carriages  were  destitute  of  passengers — a  hope 
soon  changed  into  feelings  of  horror,  when  their  contents  of  charred  and 
mutilated  remains  were  discovered  an  hour  afterwards.  From  the  extent  of  the 
flames  and  the  suddenness  of  the  conflagration,  the  sufferers,  in  all  probability, 
were  instantaneously  suflbcated  by  the  black  and  fetid  smoke,  peculiar  to 
petroleum,  which  rose  in  volumes  around  the  spreading  flames. 

The  incinerated  and  shrivelled  remains  of  the  33  passengers  who  perished — 
a  sight  which  caused  poor  Roberts  a  serious,  mental  shock — were  all  laid 
together  in  a  portion  of  the  churchyard  at  Abergele,  and  a  memorial  tablet 
erected  there,  records  the  tragic  story. 

The  goods  train  in  this  case  was  being  dealt  with  at  the  upper  end  of 
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the  Llandulas  incline,  at  the  Llysfaen  Lime  Works,  sadly  too  close  in  advance 

of  the  time   the  Irish  Mail  was  due.      No  doubt  the  goods 

Uandnlmi      guards    hoped   to  have  completed    their   work   in   time,  and 

^"^'"^^       probably  there  was  haste  about  the  marshalling  they  had  to 

carry  out.      The   rear   van  must  have  been  secured  by  the 

brake,  or  it  would  not  have  rested  on  the  incHne.     While  standing  there  four 

wagons  loaded  with  petroleum  were  shunted  back  against  it,  and  very  shortly 

afterwards  the  whole  five  were  observed  to  be  moving  down  the  gradient.     The 

goods  guard  tried  to  overtake  and  jump  into  the  brake  van,  in  vain ;  the 

runaway  vehicles  acquired  speed  too  rapidly,  and  with  scarce  any  warning  to 

the  on-coming  Mail  train,  the  collision  occurred — the  driver  leaping  from  the 

foot-plate  as  the  blow  took  place — the  van  and  trucks  crushing  into  the  engine, 

and  in  a  moment  spreading  blazing  ruin  on  the  train,  and  sufiFocating  death  on 

the  doomed  travellers. 

The  construction  of  a  siding  on  the  level,  the  prohibition  of  shunting  on 
the  incline  at  this  place,  dealt  with  the  local  difficulty,  but  the  provision  of 
sprags  in  readiness  at  all  gradient  sidings,  and  similar  protective  steps,  were  the 
result,  not  only  on  the  North-Westem,  but  on  railways  generally,  together 
with  considerable  restrictions  and  special  regulations  for  the  conveyance  of 
inflammable  oils. 

The  late  Mr.  Binger,  the  District  Superintendent,  was  always  of  opinion 
that  the  cause  of  the  mishap  was  the  fracture  of  the  brake-plate  of  the  van 
by  the  blow  of  the  wagons  against  it.  The  van-brake  was  so  constructed  that 
the  brake-screw  depended  entirely  on  the  strength  of  the  brake-plate,  and 
shortly  after  the  accident  he  called  my  attention  to  another  van  of  same  sort, 
in  which  by  a  fracture  of  the  brake-plate  the  screw  was  rendered  quite 
useless.  At  the  close  of  the  inquest,  at  which  I  was  present,  the  brakesmen 
were  brought  in  guilty  of  manslaughter,  and  fled  to  avoid  apprehension ;  in 
somewhat  doubtful  taste  the  Company  did  not  object  to  their  flight. 

For  some  years  a  worthy  resident  of  the  Lake  District  was  accustomed  to 
visit  the  station  at  Oxenholme,  and  while  the  trains  stayed  there  to  distribute, 
very  politely  to  the  passengers  in  the  various  compartments,  religious  tracts. 
Among  these,  it  turned  out,  was  a  terrible  warning  to  passengers,  with  a  wood- 
cut of  the  Abergele  accident  flaming  as  a  frontispiece.  It  was  rather  too 
much  to  tolerate  such  a  startling  reminder  of  our  misfortunes,  and  a  stop  was 
put  to  this  particular  portion  of  his  zealous  labour. 

Misfortunes  are  said  seldom  to  come  alone.  The  facts  connected  with  the 
Abergele  accident  were  under  discussion  between  the  Chairman  and  Directors, 

lidiiiff  Aooam-  ^^^  ^^'  ^^^S^^'  when  tidings  came  of  another  accident  on  his 

mod&tioii  on    district  at  Hol3rwell.    The  result  was  a  general  inspection  of 

OuNitar  and    tj^g  district,  and  the  provision  of  numerous  shunting  sidings  and 

relief  lines,  in  addition  to  a  forward  movement  as  to  telegraph 

sections,  and  interlocking  along  the  whole  division.     Mr.   Mason  and  Mr. 

Hedworth  Lee ;  Mr.  Whale  and  Mr.  Lord,  for  the  Locomotive  Department ; 


1 64  RAILWAY   REMINISCENCES. 

Mr.  Farr  and  Mr.  Martin  Smith,  for  the  Goods  Department ;  Mr.  Day  and 

old  Inspector  Stretton  were  present  throughout  our  inspection — the  latter  had 

been  connected  with  the  line  since  its  opening,  but  he  was  unable  to  grasp 

the  details  of  the  new  system. 

In  November  of  this  year,  the  old  station  at  Warrington  was  abandoned 

for  passenger  traffic.      The  booking  office  had  been  attached  to  the  building 

then  known  as  the  "Patten  Arms,"  now  the  offices  of  the 

j^wa^^    Goods   Department.      The  new  station  at   Bank  Quay  was 

Upper  and     opened  for  traffic  with  upper  and  lower  level  stations.     Mr« 

Lower^pMied  g^nks  from  Dudley  Port  became  Station  Master.     Mr.  Shaw 
NoTember,  1863.  ^ 

and  Mr.  Footner  were  on  the  ground  with  me  all  day,  and  for  the 
first  time  a  connection  was  given  for  passenger  traffic,  but  not  for  the  exchange  of 
vehicles,  between  the  old  Grand  Junction  Line  and  the  Low  Level  Railway, 
between  Runcorn  Gap  (now  called  Widnes)  and  Broadheath.  Arpley 
Station  was  closed,  though  not  without  some  outcry  from  the  town  authorities. 
In  the  following  year  a  slight  concession,  with  a  view  of  meeting  their 
remonstrances,  was  made  by  stopping  a  couple  of  trains  daily  at  Wilderspool 
Ticket  Platform. 

Mr.  Bickersteth  joined  the  Board  in  1868,  and  among  the  questions  to 
which  he  early  turned  attention  was  the  settlement  of  claims  for  personal 

injury,  and  the   mode  of  dealing  with  medical  supervision. 

BiokarBtetli     ^^-  ^*S^  ^^  ^^®  Carlisle  district ;  Dr.  Bickerton  the  Liverpool 

appointed      district.     Dr.  Oliver  Pemberton  had  taken  the  cases  in  the 

^'**'*"*       Birmingham   division,  while   Dr.  Skelding  had  the   London 

portion,  and  frequently  took  the  outlying  districts.     It  was  decided  to  have 

one  consultative  man  for  the  whole  line,  and  Dr.  Annesley,  who  had  been 

known  to  Mr.  Bickersteth  in  India,  was  selected.    Subsequently  a  special 

''  Medical  Committee  "  was  organised,  at  which  Passenger  Claims  of  a  serious 

character,  or  beyond  the  limit  of  my  free  action,  were  dealt  with,  and  the 

Medical  Officer  attended  as  adviser. 

After  Mr.  Dawlings  left  Mr.  CawkwelFs  office,  the  whole  of  this  depart- 
ment was  taken  in  hand  through  my  office ;  Mr.  Wieland  being  specially  told  ofiT 
for  the  duty  of  effecting  settlements.  He  had  a  very  clever  knack  of  closing 
such  negotiations,  and  his  estimates  of  cost  of  injury  were  singularly  accurate. 

Mr.  Annesley  retired  in  1870,  and  was  succeeded  by  Dr.  Puzey,  who* 
held  the  position  of  Chief  Medical  Superintendent  till  1872. 

The  training  of  members  of  the  staff  in  the  practical  knowledge  afforded 
by  the  St.  John's  Ambulance  Society,  has  been  among  the  Company's  later 
developments^lasses  being  formed  for  acquainting  the  men  with  information 
as  to  "  first  aid,"  and  enabling  them  to  do  something  of  a  serviceable  nature, 
in  case  of  any  of  their  comrades  meeting  with  an  accident ;  prior,  however,  to 
these  skilled  lessons,  it  had  been  arranged  to  supply  "  tourniquets  "  to  all  the 
signal  boxes,  goods  guards'  depdts,  &c.  Elastic  india-rubber  tubes  were  at  first 
*lied  in  special  boxes,  with  instructions  as  to  their  being  constantly  kept 
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supple,  and  as  to  the  course  to  be  adopted  to  arrest  bleeding  in  case  of 
accident : — ^if  the  hand  was  injured,  the  tube  was  to  be  tightly  fixed  round  the 
wrist ;  if  the  upper  part  of  the  arm  was  injured,  the  tube  must  be  secured 
close  to  the  body ;  similar  course  to  be  adopted  in  all  parts.  One  of  the 
clerks  in  Dublin  wrote  back  in  acknowledging  the  circular,  to  the  effect,  that 
he  supposed  if  a  man  was  hurt  in  the  face  the  tube  must,  following  the 
instructions,  be  made  tight  round  the  man's  throat ! 

Another  of  the  Committees,  at  which  Mr.  Bickersteth  and  Mr.  O.  L. 
Stephen  were  very  regular  attendants,  was  that  which  dealt  with  Ticket 

Collection  and  Ticket  irregularities.  The  Committee  met 
C6Ueotioii  monthly.  There  was  found  to  be  a  remarkable  leakage  in  the 
und  Ticket  collection  of  tickets  as  compared  with  the  number  issued, 
particularly  in  those  for  single  journeys,  and  the  outward  portions 
cf  return  tickets.  It  might  naturally  be  expected  that  every  ticket  taken  for 
a  single  journey  would  come  into  collection,  and  the  same  might  be  predicted 
of  the  outward  portion  of  a  return  ticket.  The  passenger  taking  such  tickets 
would  be  supposed  to  intend  completing  the  journey  for  ^diich  he  had 
booked,  and  giving  up  his  ticket  on  so  completing  it ;  but  the  statistics  of 
*•  tickets  missing  in  collection  "  shewed  a  very  different  result.  The  various 
station  collections  were  tested,  the  excess  returns  checked ;  short  booking  was 
evidently  in  operation  for  probably  fraudulent  purposes.  A  gang  of  "  flying 
ticket  collectors  "  was  organised  to  check  frauds  and  attempts  at  fraud,  taking 
orders  only  from  my  office,  as  to  the  trains  to  be  examined,  when  and  where, 
the  stations  to  be  visited,  and  their  reports  were  made  to  me  without  any 
reference  to  the  District  Officers.  Some  of  their  greatest  harvests  were  made 
in  connection  with  race  meetings;  the  collectors  had  a  wonderfully  keen 
scent  for  a  fraud.  Concealed  jxissengers  under  the  seats,  covered  by  con- 
federates* rugs,  were  oftentimes  discovered ;  the  usual  plea  of  perfect  innocency 
was  of  no  avail ;  this  class  of  customer  was  not  highly  amenable  to  the  effect 

which  the  placarding  of  convictions  was  likely  to  produce,  but 

lA^nffum.    in  all  cases  of  prosecution  the  conviction  was  systematically 

Tietlons  for     included  in  the  public  "  list  of  convictions."     This  plan  was 

TlomtRaiuu.  perseveringly     adopted     in    spite    of     various     remarks     by 

magistrates,   and    threats    from    solicitors    and    traders.      The    idea    that 

damages  could  be  claimed  for  this  placarding  of  offenders  arose  from  an 

action  which  was  successfully  maintained  against  the  North-Eastern  Company 

for  an  individual  announcement  they  had  posted  up  at  their  stations,  but  in 

that  announcement  they  had  made  a  serious  error,  stating  that  the  conviction 

had  included  "hard  labour"  for  the  offender  in  case  of  not  paying  the  fine  : 

it  was  for  this  serious  mis-statement  that  damages  were  given  against  them. 

So  far  as  I  can  recollect  we  have  been  free  from  trouble  in  this  respect, 
except  in  one  case  where  a  son  having  the  same  name  and  the  same  address 
as  the  father  was  convicted,  and  the  placarding  of  the  name  naturally  was 
extremely  annoying  to  the  highly-respectable  parent. 
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Irrespective,  however,  of  the  question  of  placarding  offenders,  the 
knowledge  that  a  practice  of  unexpected  examinations  was  in  force  on  the  line, 
had  a  very  deterrent  effect  on  those  who  might  have  ventured  to  risk  the 
chance  of  detection,  and  the  percentage  of  irregularity  was  greatly  reduced. 
Notwithstanding  this,  the  flying  gang  of  collectors  far  more  than  paid  their 
wages  and  expenses,  and  after  some  years  it  was  determined  to  employ  a 
second  gang.  The  first  chief  of  these  flying  collectors  was  Stewart,  who 
ultimately  was  appointed  Station  Master  at  Edge  Hill. 

The  frauds  and  tricks  played  with  tickets  by  passengers  are  legion, 
and  at  the  "Ticket  Collecting  Committee,"  Mr.  John  Partington,  who 
became  head  of  the  Audit  Office,  submitted  from  time  to  time  many 
curious  instances : — alteration  in  dates  had  numerous  successful  speci- 
mens ;  and  to  guard  against  this,  Sloper's  perforating  dating  press  was  tried 
at  some  of  the  chief  offices.  It  often  clogged  however,  and  worked 
heavily,  and  was  by  no  means  clear  in  its  dates ;  frequently  attempts  had 
been  successfully  made  to  alter  by  pin  pricks  the  month  or  the  year,  the 
fraud  being  found  out  too  late.  In  many  cases  passengers  had  retained 
unused  tickets  for  twelve  months,  and  used  them  on  the  same  day  of  the 
month  one  year  after  original  issue ;  and  in  other  cases,  by  most  skilful 
touching,  the  names  of  stations  have  been  changed — such  as  Southport  on 
a  Southend  ticket,  Hampstead  on  a  Hampton  ticket,  &c. — a  quiet  scrutiny 
at  the  Audit  Office  detecting  that  which  had  been  passed  unnoticed  by  the 
collector  in  the  rapidity  of  his  manipulation. 

During  the  years  1 866-1 868  many  experiments  were  made  as  to 
electrical  and  other  means  of  communication  between  passengers,  guards, 

^    and  driver.     Unfortunately  for  the  progress  of  the  electrical 

DamoiurtratioiL  scheme,  at  Mr.  Preece's  demonstration  of  his  system  before 
Eleetrlo  Com-  the  Railway  managers  and  a  large  gathering  of  members,  in 
muuca  n.  ^j^^  Institute,  at  Westminster,  a  curious  contretemps  occurred. 
He  was  explaining,  by  his  working  model  of  various  vehicles  on  a  train, 
how,  by  a  severance  of  the  wire  or  by  pushing  a  button,  a  bell  would  ring 
alike  on  the  engine  and  in  the  guard's  van  :  There  was  the  train — there  the 
electric  connection  through  its  length — ^touch  this  button,  the  bell  will  ring — 
so !  But,  alas  !  there  was  dead  silence  ;  dead  silence  !  then  a  mocking  laugh  or 
two,  and  Mr.  Allport's  sonorous  voice  was  heard  saying,  "  Ah !  this  is  what 
we  may  expect  from  electricity."  The  effect  was  to  put  electric  communi- 
cation on  trains  back  for  years. 

During  the  experimental  trials  of  fitted  trains  on  the  North-Eastern 
Line,  near  York,  26th  and  27th  November,  1868,  which  I  had  to  attend,  an 

equally  unfortunate  circumstance  befel  the  train  of  the  South- 

^j^^^Jl^SSon,  E^^"^  Company  of  25  vehicles,  fitted  with  Mr.  C.  V.  Walker's 

rmMHiii  II  tn    electric  communication.      The  train  "  electric  tell-tales  "  had 

MratLa^   worked  perfectly  during  its  journey  down  to  York,  but  on  the 

Halloo,  Mtli,    trial  ground  it  failed  several  times,  and  was  ridiculed  out  of  the 

•^'*^*2J"*^'*'»  competition.      It  was  asserted  by  the  patentee  that  there  had 

been  foul  play,  and  that  the  instruments  had  been  tampered 
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with  ;  but  it  was  shewn  afterwards,  though  sadly  too  late  to  be  of  service,  that 
the  defects  arose  entirely  through  the  experimental  trips  being  run  upon  a 
section  of  un-fished  railway  between  Scarborough  and  Malton,  and  the  want 
of  rail  continuity  had  been  the  cause  of  the  frequent  failures — the  earth  contact 
was  fitful.  On  the  same  occasion  some  coaches  (two  and  a  van),  fitted 
with  an  electrical  communication  on  Mr.  Preece's  plan  for  the  South- 
western, together  with  six  and  a  van  of  North-Westem  stock  fitted  with 
Mr.  Martin's  system,  were  tested,  and  made  very  satisfactory  performances  ; 
but  the  prejudice  against  electricity,  the  estimated  cost  per  vehicle  of  fitting, 
and  the  unfortunate  failure  of  Mr.  Walker's  experimental  train,  induced  the 
Managers  to  decline  to  recommend  its  adoption. 

The  train  that  Mr.  Martin  had  been  permitted  to  fit  up  had  been  run 

experimentally,  with  very  satisfactory  results,  on  our  own  line.     It  was  so 

jjy  arranged  that  a  signal  once  given  could  not  be  withdrawn — 

8.  M.  Martin's  the   bell   would    continue    to    ring   till    attended   to    by   the 

Byitam.        guards,  whose  special  key  alone  could  replace  the  indicator. 

The  carriages  were  also  fitted  with  a  break-away   detector,  which,  in  case 

of  a   train   separating,   would  ring  the  bells  in  each  of  the  vans  :   but   the 

electric  system  did  not  at  that  time  meet  with  any  cordial  support  from  the 

Company. 

Another  electrical  expert  was  at  work  on  the  problem  of  communication 
between  passengers  and  guards  on  our  line,  and  had  completed  a  very  simple 

system  fitted  to  trip  trains  between  Holyhead  Station  and  the 
J.  w.  Fletcher,  ^^^^^  Mr.  Dinger  on  one  occasion  introduced  me  to  the 
BleetrioTriAli  designer,  Mr.  J.  W.  Fletcher,  then  a  junior  in  the  employ  of 

the  Electric  and  International  Telegraph  Company.  He 
became  Telegraph  Superintendent  of  the  North-Westem  Railway,  and  has 
had  the  opportunity  of  completing  his  scheme  and  applying  it  in  a 
perfected  state  to  the  carriages  allotted  to  the  Queen's  special  train. 

The  experimental  train  sent  by  the  L.  &  N.  W.  Co.  to  the  trials  at  York 
consisted  of  25  vehicles,  fitted  with  a  very  rough  scheme  of  Mr.  Ramsbottom's, 
of  an  outside  cord  on  the  off-side  of  the  train  running  through  hangers 
below  the  level  of  the  windows,  connected  with  a  spring  on  the 
engine ;  the  cord  to  be  cut  with  a  knife  in  case  of  emergency,  thus  releasing 
the  lever.  Mr.  Scott,  on  the  South-Western,  adopted  the  idea  to  a  certain 
extent  by  threading  the  cord  through  the  carriage  commode  handles ;  but 
the  inconvenience  at  off-side  junctions  was  considerable.  To  a  great  extent 
he  stood  alone,  for  the  General  Managers,  at  the  close  of  the  experimental 
running,  agreed  to  recommend  the  system  known  as  "  Harrison's "  (the 
Engineer  of  the  North-Eastem  Line).  The  train  of  the  North-Eastem 
consisted  of  25  vehicles — mixed  carriages,  horse  boxes,  and  carriage  trucks — 
fitted  with  an  outside  cord,  running  under  the  eaves  of  the  carriage  roofs 
over  friction  rollers,  working  to  the  van  at  the  rear  and  to  the  engine  in 
front.       The     train    was    submitted    to  various  tests — vehicles    detached, 
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re-marshalled,    and    reattached,  and    worked    satisfactorily  throughout   the 
trials. 

An  undertaking  was  given  to  bring  it  in  general  use  on  ist  August, 

1869,  and  to  one  class  of  men  it  has  been  a  trouble  ever  since.     The  wheel 

Tlie  aDDToved   ^"  ^^^  guards'  van  had  always  to  be  kept  in  tension ;  a  varying 

"Oonicom-    amount  of  slack  to  be  taken  up  ;    the  clockwork  bell   to  be 

mnnioatlonj    kept  wound  up;   when  the  cord  is  pulled  a  catch  ought  to 

me,  ist       strike  the  bell,    the    whistle  on    the  engine  ought    at    the 

Anguftk  1869     same  time  to  be  sounded  by  the  pull,  and  actuate  a  "detector  " 

suggested  (but  only  very  partially  adopted)  for  the  outside  of  the  carriages. 

The  cords    ran    on    pulleys   along    both    sides    of    the    train,    but    only 

one  side  was  coupled  up.      Passengers   imagined  all  that  was    necessary 

was    to    give    a    gentle   pull  at  the   cord   when   it  was   found — probably 

with  difficulty — over  the  door ;  then,  in  many  cases  the  wrong  side  cord 

was  pulled,  of  course  without  effect.     The  rain  would  tighten  the  cord,  and 

give  totally  unnecessary  alarms  to  both  guard  and  driver.     Needless  stoppages 

were  thus  made,  only  to  find  the  detention  totally  useless ;  the  snow  would 

congeal  around  the  cord,  and  prevent  its  acting ;  the  shunters  had  difficulty 

in  finding  the  connecting  dog-hook  with  which  the  separate  lengths  of  cord 

for  each  carriage  were  fitted ;  constantly  it  was  necessary  to  stand  on  the 

buffer-rods — everywhere  else  than  at  elevated  platforms — ^then  the  handy  knife, 

the  severed  cord,  the  surreptitious  knot !     Occasionally,  drivers  would  make  a 

shunt  before  the  cord  was  uncoupled  in  the  proper  place,  when  the  whole 

length  of  the  train  cord  would  be  run  out  or  snap  at  the  weakest  point ; 

the     testing      prior      to      starting      from     stations,     when     the     guard 

had  to  satisfy  himself  that  all  was  complete  by  awaiting  the  sound  of  the 

responding  whistle — the  startling   scream  of  this  whistle   suddenly   bursting 

out,   to  the  dismay  and  almost   terror  of  the  bystanders,  all  added  to  the 

annoyances  with  which  the  scheme  was  burdened. 

Such  was  the  cord  communication  adopted  by  the  General  Managers, 
to  enable  passengers  and  guards  to  call  the  drivers  attention  in  case  of 
Contlnnous  emergency.  Very  shortly  the  decision  was  followed  by 
Brakes.  experiments  with  the  view  of  adopting  some  form  of 
continuous  brake  that  would  give  the  needed  rapid  action  and  pull  up 
the  trains  in  case  of  urgency,  and  here  a  most  lamentably  varied  selection 
was  made  by  the  respective  Companies. 

On    19th    November,     1868,    in    company    with    Mr.    Rigg  for    Mr. 
Ramsbottom,  and  Mr.  Bore,  of  Wolverton,  I  travelled  over  the  Metropolitan 
Clarke's  t^x^Lin  ^^"^  ^^^^  ^^'  Clarke  the  patentee  of  a  new  continuous  chain 
Brake  tried  on  Brake,  testing  one  of  the  trains  so  fitted.    We  travelled  into  the 
'^Sn^^^"^    City  and  then  back  to  the  last  opened  station  at   Hammer- 
smith ;   the  brake  then  tested  was  the  same  in  principle  which 
afterwards    was    adopted    by    the   North-Western    Company,  and   obtained 
some  notoriety  in  the  subsequent  trials  as  the  Clarke-Webb  brake. 
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The  Mr.  Clarke,  who  was  responsible  for  this  chain-brake,  was  no  relation 
to  Mr.  Latimer  Clarke,  who  was  also  in  the  field  with  a  pneumatic  brake.  A 
trial  train  for  the  purpose  of  testing  his  system  was  run  on  the  4th  December, 
1868,  from  Ludgate  Hill  to  Seven  Oaks  and  back,  with  satisfactory  results  ; 
but  the  great  field  day  of  trials  was  yet  to  come.  One  remarkable  feature 
was  ever  present  on  these  occasions,  and  that  was  the  objection  felt  to  allow 
the  drivers  of  the  trains  to  be  the  responsible  parties  for  actuating  the 
brakes — "  dont  have  all  your  eggs  in  one  basket "  was  the  "  double  corner  " 
of  objection  urged  by  Mr.  Ramsbottom  on  all  such  trial  trips.  The  attempt 
to  force  responsibility  on  to  the  guards,  I  told  him,  was  like  expecting  the 
bus  conductors  to  pull  up  the  horses  of  an  omnibus  ;  but  all  in  vain,  the  idea 
permeated  the  Locomotive  Superintendents*  view  for  years.  The  driver's  whistle 
was  to  be  the  means  by  which  the  guards  should  be  warned  to  act  and 
apply  the  brake  ;  forgetful  of  the  fact,  that  oftentimes  the  brake  whistle  failed 
amid  the  jar  and  rattle  of  the  travelling  train  to  be  heard  by  the  guard  in 
rear. 

1869.  Coming  to  the  year  1869,  Mr.  Henry  Ward,  of  the  Caledonian 
Railway,  was  elected  Chairman  of  the  Railway  Superintendents  for  the  year. 
At  the  Quarterly  Meetings  the  Lancashire  and  Yorkshire  Company,  having 
lost  Mr.  Shaw,  are  still  represented  by  Admiral  Binstead,  Mr.  Blackmore,  and 
Mr.  Normington.  In  July,  Mr.  Cockburn  succeeds  Mr.  J.  P.  Knight  as 
Superintendent  of  the  South-Eastem  Railway,  Mr.  Knight  having  been 
appointed  Manager  of  the  Brighton  Railway,  a  position  in  the  contest  for 
which  I  only  succeeded  in  obtaining  the  second  place. 

In  October,  Mr.  J.  E.  Ward  is  announced  as  successor  to  Mr. 
Skipworth,  in  the  management  of  the  Midland  Great  Western,  the  latter 
gentleman  having  obtained  the  appointment  of  Traffic  Representative  of 
the  London  and  North-Westem  Railway  Company  in  Ireland, — ^a  post 
which  he  held  with  distinction  and  with  the  appreciation  and  respect 
of  his  fellow  officers  in  England  and  Ireland  till  the  day  of  his  death 
in  1898. 

In  October,  Mr.  Rowe  is  appointed  as  the  representative  of  the  Aylesbury 
and  Buckingham  Railway  :  in  the  previous  July,  with  Mr.  Frank  Stevenson  and 
Mr.  Rowe,  I  had  to  accompany  the  Duke  of  Buckingham  over  the  line  from  its 
terminus  at  Aylesbury  to  Verney  Junction,  where  it  joined  the  London  and 
North-Westem  Railway.  At  one  time  there  appeared  a  possibility  of  our 
connecting  with  it  at  the  Aylesbury  end,  but  the  traffic  over  the  line  was  very 
small  and  its  condition  very  poor.  The  advent  of  the  Metropolitan  Railway, 
under  Sir  Edwin  Watkin's  progressive  developments,  was  at  that  time 
unsuspected. 

Two  important  openings  took  place  in  April,  one  of  which  gave  rise  to 
many  train  schemes  before  finally  coming  into  operation.     This  was  the 
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establishment  of  the  new  route  to  Liverpool  across  the  River 

^2J^^'     Mersey  by  the  noble  bridge  which  ranks  as  one  of  Mr.  Baker's 

Bridge,  over    masterpieces.     The  distance  between  London  and  Liverpool 

Elver  Meney.  ^^  considerably  lessened,  but  the  fares   were   not  touched 

as  a  "  pontage  "  allowance  of  equal  distance  was  authorized 

by  Parliament.     All  the  trains  between  Crewe  and  Liverpool  were  affected 

by  the   opening,  which,  while  improving  the   train    service    to  and  from 

Liverpool   and    the    South,  had   the  effect  of  placing  Warrington  on  the 

North  route  irrespective  of  the  Liverpool  service. 

The  up  line  from  Liverpool  to  the  South,  at  Birds 

Wood  Junction,  was  carried  over  the  main  North-Western 

Rirda  ood      ^^"^    ^y    ^^   overhead,  line,    avoiding    all 

Junction,       mtersection  of  trains  there — the  first  instance 

Overbead      ^f  t^g  system  on  the  London  and  North- 
Line. 

Western,  though  subsequently  adopted  at 

Rugby,  Edge  Hill,  and  other  places  in  numerous  instances, 

sometimes    as    "flying"    junctions    and    sometimes    as 

**  burrowing  "  junctions. 

The  bridge  across  the  Mersey  had  a  footbridge  upon  one  side  by 
which  the  residents  of  Widnes  could  pass  to  and  from  Runcorn  for  a  small 
toll.  This  to  a  great  extent  superseded  the  Ferry  across  the  river  which  had 
existed  for  centuries,  but  which  had  ultimately  devolved  upon  the  Railway 
Company  to  maintain. 

A  little  south  of  Runcorn  a  new  station  was  opened  on  the  new  line 
close  to  villages  named  Sutton  and  Aston.  Now  there  were  places  of  these 
names  already  far  too  numerous  to  allow  us  to  adopt  either  of  them,  and  a 
new  selection  had  to  be  made ;  our  Directors,  seeing  the  river  Weaver  flowed 
near  the  village,  adopted  the  compound  word  "  Sutton-Weaver,"  which  has 
become  the  accepted  title  of  the  place. 

On  the  same  day  as  the  Runcorn  Line  was  opened,  we  were  busy  on  the 

Manchester  district,   as  the  transfer  from  Wellington  Station,  Leeds  to  our 

Leeds  "New"    J^^^^^^y  owned  station   called   New   Station  took   place.     The 

Station,  opened  signalling    here    had    been    carried    out    in    newly    adopted 

*^  *  completeness,  the  outcome  of  numerous  meetings  with 
Copperthwaite  and  Christison,  the  North-Eastem  Company's  officers.  The 
opening  of  this  station  gave  that  Company  a  route  across  the  town  of  Leeds 
they  had  not  previously  possessed,  linking  up  two  separate  portions  of 
their  system,  and  at  the  same  time  afforded  us  a  very  convenient 
junction  for  exchange  of  traffic  for  York,  Hull,  &c. 

In    July,    the    line     between    Carnarvon     town    and     Llanberis    was 

opened  for  traffic ;  the  temporary  terminus    of  the  line  being  at  "  Morfa," 

J.    .    .        a    service    of    Omnibuses    ran     between    Carnarvon  Station 

Line^opaned    and   Morfa.     The   line   of  the   Carnarvonshire   Railway    had 

July,  IMJ.       -^j^  temporary  terminus,  called  "  Pant,"  also  at  this  time  close 
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to  Morfa.  On  ist  August,  next  year,  both  these  lines  were  extended  through 
the  town  of  Carnarvon,  so  as  to  join  the  main  railway  system  at  Carnarvon 
Station,  both  "Pant"  and  "Morfa"  being  closed. 

In  July,   we  brought  into    operation    the  system  of  Registration   of 
passengers'    luggage    between    London    and    Belfast,  for  through   booked 

travellers  by  the  Irish  Mail — 3d.  per  package  being  charged ; 

meat  for       heretofore  at   Kingstown    Harbour    and   at   Westland     Row 

^•*j*J«'**»«     Station  passengers  had  been  obliged  to  claim  their  luggage 

Lngga^       amid   the   degree   of  confusion    naturally   appertaining   to   a 

*^2?J**®     transfer  of  luggage  in  Irish  stations.     Under  the  above  plan  all 

this  annoyance  was  avoided,   and   so    far  as    luggage    was 

concerned  the  passengers  were  unmolested.      It  was  many  years  before  the 

extension  of  the  line  across  Dublin  to  Amiens  Street  afforded  the  comfortable 

facility,  now  enjoyed,  of  a  through   carriage  from  Kingstown  Harbour   to 

Belfast,  not  to  mention  Cork  and  Queenstown. 

Some  correspondence  in   the    Times   in  July,   as   to   the  want    of    a 

good  service  in  the  grouse  season  to  the  islands  of  the  Highlands,  which 

WantofOon-    ^^^^    special    attention    to    the    fact    that    a   few   minutes 

iMctionby     acceleration,  via  the  East  Coast  route  to  Helensburgh,  would 

t^Si"^™?*  save  a  day  to  those  using  the  Clyde  steamers,  made  a  stir 

Btaamahip  on  among  the  Scotch  and  English  lines,  as  it  leaked  out  that  there 

was  every  probability  of  the  Kings  Cross  route  adopting  the 

suggestion.       A  rapid  exchange  of  telegrams  ensued  towards  the  close  of 

the   month,  with   the   result   that  at  a  West  Coast  Conference  at  Carlisle, 

28th  July,  Mr.  Cawkwell  and  Mr.  Smithells  instructed  Mr.  Ward  and  myself 

to  arrange  a  fast  train  from  Euston  at  8  p.m.  for  Greenock,  there  to  connect 

with  the  steamer  "  lona."  The  train  was  due  to  arrive  at  Carlisle 

of  Bootch      ^^  4-®>  ^^^  ^^  reach  Greenock  at  8.20,  the   "lona"  sailing 

Benrlcei,       thence  at  9.0.     The  train  commenced  running  on  ist  August, 

OcWbnr  um    ^^  pioneer   of  many   a   subsequent   racing   train   for  Scotch 

Tourist  Traffic,  and  continued  till  the  end  of  October. 

Commencing  also  on  ist  August,  the  restriction  of  the  Limited  Mail  to 

single    tickets    only,    was    removed ;  return  tickets,  first  and  second  class, 

being  allowed  to  travel  by  it,  and  the  concession  of  the  fourth  carriage  was 

made  permanent. 

Another  of  the  new  lines,  opened  for  traffic,  September,  1869,  was  the 
"  Mold   and  Denbigh "  Line,   giving  an  alternative   route   from  Chester  to 

St.  Asaph.     Inspection  visits  were  also  paid   to  the  Lancashire 

D6iibi^\iiie    ^"^on    Line    in    progress,    and    with      Mr.     Addison,     the 

opened        Engineer,  over  the  Walsall  and  Wolverhampton  Railway.     It 

itt  BeirtonlMr,  ^^^  ^  relief  to  go  over  these  lines  with  the  Board  of  Trade 

Inspectors,  as  otherwise  my  conferences  with  them  would 
unfortunately  only  have  been  in  connection  with  accidents  where  want 
of  telegraph  system  and  want  of  interlocking  were  sure  to  be  commented  on, 
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the  River  Anker.     One  passenger  and  two  servants  of  the  Company  were 

killed.     The  Post  Office  officials  had  a  marvellous  escape,  one  of  them  was 

swimming  about  in  the  deep  tank  for  upwards  of  half-an-hour  unable  to  escape. 

The  accidents  culminated  in  one  at  Harrow  on  Saturday,  the  26th 

November,  when  in  a  dense  fog  the   5  p.m.  Express  ran  into  the  tail  of  a 

Harrow  Acd-   ^^^^  train,  128  yards  north  of  the  down  main  signal.    Six  persons 

dfl&t^  nth      were  killed  on  the  spot  and  forty-one  injured.      In  this  case,  as 

^^^mm^'  *^^  ^^*^  ^^^  ^^  being  moved  forward  to  shunt,  a  coupling 
snapped,  the  wagons  separated,  and  the  rear  portion  of  the  train 
remained  on  the  line :  the  signalman  at  Harrow  blocked  the  line  by  telegraph 
to  Wembley  Cutting ;  there  was  an  inexperienced  man  on  duty  there,  and  he 
had  no  distant  signal ;  the  Express  passed  his  Box  without  observing  any 
main  line  signal.  The  fog-men  from  Harrow  were  not  ordered  out  until  the 
foreman  heard  the  break  away,  and  in  the  fog  the  distant  signal  at  Hxurow, 
was  not  sighted  by  the  driver  of  the  Express,  who  came  on  at  high  speed. 

The  journey  down  to  Harrow  by  special  with  Mr.  Cawkwell,  in  the 
chilling  fog  that  evening,  will  not  easily  be  forgotten.  The  wrecked  train,  the 
blazing  fitful  light  by  which  the  men  worked  amid  the  "  debris "  and  the 
dead,  forms  a  ghastly  reminiscence ;  it  was  2  o'clock  in  the  morning  before 
any  traffic  could  pass  up  or  down. 

Some  controversy  had  taken  place  in  the  newspapers,  originating  with 

Mr.  Wrigley  of  Bury,  urging  that  the  normal  state  of  the  signals  on  the  line 

Contxoveny    should  be  at  *'  danger ; "  and  contending  that  if  such  should  be 

M  to  Hmrmal   ^j^^  ^^^Lst  the  drivers  when  approaching  and  seeing  the  all-right 

■olved  by      signal  given  on  their  whistling,  would  have  a  thorough  sense  of 

mterlookliig.    security,  and  would  know  that  the  signal  thus  given  was  in 

response  to  their  known  approach,  while  the  "  all  right "  signal  as  the  normal 

condition,  gave  no  such  security.     Railway  Managers  were  wedded  to  the  old 

plan  — "  let  the  signal  be  normally  at  *  all  clear '  when  the  line  is  clear." 

The  question  was,  however,  decisively  set  at  rest  by  the  adoption  of  the 
locking  gear.     I  had  a  curious  illustration  of  this  at  Tamworth. 

Very  shortly  after  the  completion  of  this  inter-locking,  Mr.  Bruyeres  came 
to  me  with  a  very  long  face,  stating  that  the  work  entailed  on  the  signalman 
at  Tamworth  by  the  new  apparatus  was  immense,  the  simple  operation  of 
crossing  a  wagon  or  horse-box  from  the  up  to  the  down  side  entailed 
nearly  20  movements  of  the  levers,  and  that  the  work  of  this  character 
was  continuous  and  exhausting.  Mr.  Saxby  was  at  once  sent  down  to  report : 
the  explanation  was  easy,  the  men  carrying  out  the  old  time  system  were  in 
the  habit,  as  soon  as  possible,  of  lowering  the  signals  to  "  all  right,"  and 
maintaining  them  so  ;  when,  therefore,  any  vehicles  had  to  be  moved  across 
the  up  and  down  line,  before  the  point  lever  could  be  worked  all  the  signals 
for  both  the  up  and  down  lines  had  to  be  changed  from  "all  right"  to 
"  danger,"  and  when  the  crossing  was  complete  all  were  once  more  reversed 
and  put  to  "all  right."      Mr.  Saxby  reported  if  the  signalmen  would  only 
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leave  their  signals  at  "  danger "  they  would  be  free  to  carry  on  in  perfect 
safety  any  crossing  operation  that  might  be  required,  and  all  the  lowering  of 
signals,  and  subsequently  raising  them  would  be  unnecessary.  Let  the  normal 
state  be  "at  danger" — lower  the  proper  signal  when  a  train  is  to  pass.  "Why!" 
said  Mr.  Cawkwell  in  surprise,  "this  is  accepting  Mr.  Wrigley's  proposal 
with  a  vengeance,"  and  so  it  was — Soivitur  Ambulando, 

The  change  was  gradual,  but  the  inter-locking  settled  the  question,  as 
"  lock  and  block "  extended.  The  obligation  to  let  the  signals  normally 
stand  at  "danger,"  waiting  the  next  tel^raphic  call,  puzzled  the  old  signal- 
men, whose  former  training  had  led  them  to  be  anxious  to  shew  "  line  clear  " 
when  it  was  clear,  and  they  were  slow  to  understand  the  order  when  it  was  at 
last  promulgated  that  signals  must  normally  stand  at  danger. 

The  new  lines  that  were  opened  in  the  year  1870,  included  an  important 

portion  of  Joint  Line,  by  which  the  London  and  North-Western  obtained  their 

-     -.       .     first  direct  access  to  Blackburn.     The  "  Lancashire  Union  "  was 

liaw  LliiM  In  1  T  1  •  J 

ISTIL  partially  constructed  as  a  Joint  Line  with  the  Lancashire  and 

Opening  into    Yorkshire   from  Cherry  Tree    to    Chorley,  and   thence   from 

Adlington  Junction  to  Boar's    Head   Junction,    near  Wigan ; 

while  the  westerly  portion  of  the  line  from  Wigan,  through  Brynn  to  St.  Helens, 

was  the  sole  property  of  the  North-Westem  Railway. 

These  lines  were  opened  for  passenger  traffic  on  ist  January ;  so  also 

was  the  Brynmawr  and  Blaenavon  branch. 

In  March,  the  connecting  line  from  Acton  Bridge  to  North wich  was 

opened,  the  station  at  Northwich  being  the  property  of  the  Cheshire  Lines 

Committee :   a  service  of  trains  between  Liverpool  and  Crewe,  via  Middle- 

wich,  Northwich,  and  Sandbach,  was  established. 

The  Bootle  Branch,  from  Edge  Hill  to  Canada  Dock,  was  opened  for 

passenger  traffic,  on  ist  July,  with  stations  at  Stanley,  Tue  Brook,  Breck  Road, 

and  Walton.     "  Edge  Lane  "  was  not  opened  till  November. 

The   business  of  the  Telegraph   Companies  was    early   in    this  year 

transferred  to  the  State,  and  the  railway  officers  lost  the  personal  advantage 

^^,         they  had   enjoyed,   through    the    complimentary  passes    that 

Telagraphs     had  been  extended  to  them  in  the  past.     Mr.  S.  M.  Martin 

truifemdto  i^f^  q^^  service,  and  was  succeeded  by   Mr.  G.  G.  Newman 
tlMBtftte. 

formerly   of  the   Electric   Telegraph   Company,  now   free  to 

undertake  other  business.     He  proved  himself  a  most  able  officer  in  the 

carrying  out  of  the  Block  telegraph  extension.      Various  visits  being  paid  by 

Mr.  him  and  myself  in  1870  and  187 1,  with  the  engineers  of  the 

(LO.  Newman  different   sections,    in    concert    with   Saxby's   representatives, 

of  London  and  ^^  decide  upon  the  sites  to  be  selected  at  the  various  stations, 

Nortb-Westem  and  the  modification  in  sidings  to  suit  concentration  of  the 

Telamph*    poi^^s ;  for  as  before  stated,  crossings  and  sidings  had  been 

Bnperintandent  introduced    at    places    once    considered    suitable,    but    now 

presenting  great  difficulty  in  finding  space  for  the  new  signal  boxes,  and  sight 
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for  the  signalmen.  The  recommendations  passed  through  a  very  close 
scrutiny  at  Euston,  before  the  final  adoption,  in  conformity  with  the 
Chairman's  favourite  maxim,  "You  can  measure  your  cloth  half-a-dozen 
times — you  can  only  cut  it  once." 

The  development  of  these  improved  arrangements  for  interlocking  and  train 
signalling,  led  to  our  raising  up  a  more  highly  trained  class  of  Inspectors  on 

the  line.  Some  of  these  men  developed  into  excellent  District 
UuiMotonfor  Inspectors — ^the  stronghold  of  good  railway  working — and  have 
Train  Signal    earned  the  reward  of  their  attention  to  duty,  by  attaining  to  the 

orxing.      control  of  the  best  stations  on  the  line  to  close  their  career. 

A  system  was  established  by  Mr.  Findlay,  of  district  inspections,  repeated 
year  after  year,  by  which  the  whole  of  the  line  from  Carlisle,  Whitehaven, 
South  Wales,  North  Wales,  Leeds,  Liverpool,  Birmingham — for  both  goods 
and  passenger  departments — ^was  thoroughly  enquired  into ;  alleged  want  of 
accommodation  investigated,  and  as  the  inspectors  of  trains,  traffic,  and 
signalmen  were  in  attendance,  the  value  of  each  of  these  men  was 
thoroughly  tested. 

qqq^  Other  changes  took  place  under  Mr.  Findlay's  energetic 

Managen'  management,  and  the  following  are  the  names  and  positions  of 
Districts,  im   jj^^  District  Goods  Managers,  in  August,  1870:— 

T.  Kay,  Manchester  District.  E.  Farr,  Birmingham  and 

D.  Taylor,  Liverpool  District.  Wolverhampton  District. 
Fitzsimons,  Lancaster  and  Carlisle.  D.  Stevenson,  Rugby,  Coventry^ 
Tait,  Whitehaven.  and  Burton. 

Thurstan,  Warrington.  J.  F.  Mason,  Chester. 

G.  Bowen,  Stafford.  Martin  Smith,  Denbigh. 

E.  King,  Northampton.  E.   Wood,  Shrewsbury. 
J.  Bishop,  Abergavenny. 

Mr.  J.  H.  Roberts,  Superintendent  of  the  Manchester  District,  died  at 
the  close  of  the  year,  and  was  succeeded  by  Mr.  H.  B.  Corns,  who  had  Mr. 
Waldener,  from  the  Whitehaven  District,  allotted  to  him  as  assistant. 

Mr.  John  Roberts,  for  many  years  the  Company's  representative  in 
Dublin,  was  removed  to  Belfast,  Mr.  Skipworth  taking  Dublin. 

Mr.  John  Mason  retired  from  the  service  of  the  Company  at  the  close  of 
the  year.     His  district  was  added  to  that  in  Mr.  Parr's  charge. 

Mr.  Lord,  one  of  the  Locomotive  District  Superintendents,  died  this 
year,  and  was  succeeded  by  Mr.  A.  L.  Mumford  as  Southern  Division 
representative  at  Wolverton. 

It  not  unfrequently  happened  that  difficulty  arose  at  Euston  owing  to 
impecunious  passengers  requesting  advances  on  their  luggage,  and  the  orders 
respecting  this  were  very  strict.  The  chief  booking  clerk  had  a  limited 
authority.  I  had  been  myself  taken  in  by  a  youth  claiming  to  be  a 
Vanderbilt,  giving  his  luggage  as  security,  but  at  Edge  Hill  obtaining  it  by 
pressing  misrepresentation. 
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Warned  by  such  occurrences  my  clerk,  Raison,  came  into  my  room  late 
one  afternoon,  and  announced,  somewhat  mysteriously,  that  a  gentleman  who 

said  he  was  the  Marquis  of  Bute  wanted  some  money  advanced 
for  the  purchase  of  his  ticket,  &c.     The  gentleman  came  in, 


Finan^nff  the  ^^^  explained  that  he  had  expected  his  servant  with  his  purse 
Kaniuis  of  to  meet  him,  that  he  was  travelling  from  London  to  the 
neighbourhood  of  Kegworth,  and  had  some  distance  to  drive 
by  post-chaise.  I  asked  him  if  he  had  nothing  about  him  to  verify  his  name. 
He  felt  in  his  pockets  for  letters,  in  vain ;  looked  to  the  title-page  of  the 
book  he  had  in  his  hand,  in  vain.  At  last  he  pulled  out  his  handkerchief, 
and  on  it  was  a  thick  letter  "B"  and  a  coronet  embroidered.  I  thought 
this  could  not  be  a  plant,  and  accordingly  I  gave  him  in  exchange  for  his 
acknowledgment — ^which  was  signed  "  Bute  and  Dumfries  " — a  j£$  note.  I 
felt  at  the  time  I  must  be  dealing  with  an  honest  case  this  time,  and 
that  in  all  probability  while  the  master  had  come  to  Euston,  the  man,  better 
informed  as  to  train  services,  had  gone  to  the  Midland  terminus. 

I  was  much  chaffed  by  the  Directors  at  my  simplicity — our  deaf  quaker 
auditor  stopping  me  to  know  if  it  could  be  true  that  I  had  lent  £s  to  a  man 
calling  himself  the  Marquis  of  Bute  !  "  I  would  not  give  thee  half-a-crown 
for  thy  chance,"  said  he.  The  morning  of  the  second  day  brought  me  a 
letter  which  commenced  with  a  somewhat  dubious  motto—"  I  byde  my 
tyme  " — but  it  went  on  to  say  : — 

Donington  Park,  Derby, 

October  7th,  1S70. 
Dear  Sir, 

I  beg  to  forward  you  the  £$  you  were  so  good  as  to  lend  me  under  such 
extraordinary  circumstances  yesterday,  and  to  offer  you  at  the  same  lime  my 
most  grateful  thanks  for  an  assistance  without  which  I  should  have  been  put  to 
extreme  inconvenience. 

I  beg  to  remain,  Sir, 

Very  truly  yours, 

BUTE. 

The  laugh  and  the  chaff  were  on  my  side  now ! 

There  came  into  operation  this  year  an  entirely  new  arrangement  of 
Passes  on  the  North- Western  Line.     This  arose  in  consequence  of  the  theft  of 

one  of  the  office  pass  books,  signed  in  blank  throughout  with 

Ticket  Orden    Mr.    Cawkwell's  name  per  pro  Mr.  Dawlings.       One  or  two 

Hot  f^Paiiftt    Passes  coming  into  collection  that  had  been  taken  from  this 

purloined  book,  it  was  decided  to  abandon  the  issue  of  Passes 

throughout  the  line,  and  to  adopt  the  system  of  using  Pass  Orders  instead — 

the  Pass  Order  to  be  presented  at  the  Booking  Office  and  there  exchanged 

for  a  ticket  of  a  special  series  with  which  the  Stations  were  supplied. 

In  September  the  Lodges  erected  in  the  New  Road — since  called 
Euston  Road — were  opened,  but  the  road  that  had  been  constructed  across 
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Euflton  BtatloxL  ^^®  northern  portion  of  Euston  Square,  leading  towards  the 

TnrntettleB     ^^S^  portico  of  the  station,  was  not  brought  into  operation  till 

dispensed      the  following  March.     The  enlargement  of  the  station  was  in 

^^         hand,  and  we  were  able  to  meet  Mr.  Baker's  suggestions  by 

removing  several  of  the  turntables,  which  caused  so  much  rattle  on  the 

departure  of  the  trains. 

Closely  adjacent  to  the  departure  side  of  the  station  was  the  shed  called 
the   "Coach  Factory,"  in  which  small  repairs  were  done  and  where  the 

carriages  were  stored.    The  building  consisted  of  a  series  of 

Biding  Aocom^  ^^^^^  ^^  parallel  to  each  other,  with  a  traverser  on  a  line  at 

modatlon      right  angles  in  the  centre.     The  traverser  would  not  take  any 

33ft.stodk.     vehicle  more  than  33  feet  long,  nor  would  the  pillars  of  the 

building  allow  anything  wider  than  this  to  pass  ;  and  thus  the 

rolling-stock  was  for  years  kept  down  to  this  inadequate  length  of  frame. 

Lord  Caithness,  one  of  our  Directors  with  a  turn  for  mechanics,  was  very 

anxious  to  have  a  scheme  of  his  for  mechanical  cleaning  of  carriage  exteriors 

tried  in  this  factory,  but  the  Chairman  declined  the  experiment.     The  idea  of 

the  lengthened  trench  for  water  was  utilized  by  Mr.  Bore  elsewhere  on  the 

line. 

In  Clearing  House  matters  this  year,  before  a  Special  Sub-Committee, 

25th  February,   1870,  consisting  of  the  following : —  Mr.  Cockshott,  Great 

BaUway  Clear-  Northern,  in  the  Chair ;    Mr.  Hill  (for  Mr.  Harris),  London, 

ing  House      Chatham,  and  Dover ;  Mr.  Neele,  London  and  North-Western ; 

^^*°^Su  ^^     Mr.  Templeton  (for  Mr.  Hitch),  North  London  Railway ;     Mr. 

Tyrrell,  Great  Western  Railway ;    Mr.  Williams,  London  and 

South-Western ;    Mr.    Ward,    Caledonian    Railway  ;     with    the    Telegraph 

Engineers,  Messrs.  Dunn,  Preece,  and  Spagnoletti,  in  attendance — Messrs  Tyer 

and  Norman  submitted  the  instruments  for  their  one-wire  system  for  block 

telegraph  working;  Messrs.  Preece  and  Spagnoletti  commenting 
^ra^-wSe*   on      the      disadvantages      of     any     single-wire      signalling 
Ttaln         for  up  and  down  lines,  as  Mr.  Martin,  our  telegraph  officer, 
^vSf*''^^     had  previously  done.     The  avoidance  of  expense  by  adopting  a 
single   wire,   had   an   attraction   for   Mr.  Moon,    and   it    was 
decided  on  various  sections  to  have  the  one-wire  system,  though  the  three- 
wire  was  maintained  in  other  portions — a  divergence  of  practice  which  we  had 
to  provide  for  throughout  a  quarter  of  a  century. 

At  the  January  meeting,  Mr.  J.  C.  Wall  takes  the  place  of  Mr.  Dykes, 
B.  &  E. ;  and  Mr.  Kirkman  having  had  to  withdraw  from  the  management  of 

both  the   Altrincham  and  the   Ashton,  Oldham,  and   Guide 

Obanges  In     Bridge  Lines,  Mr.  H.  Morgan  is  appointed  Manager  for  Ashton, 

?|^^JJJ?^       Oldham,  and  Guide  Bridge,  and  Mr.  Richard  Haig  Brown  for 

the  South  Junction   Line;     the  latter  had   been   for  many 

years  in  the  Secretary's  office  at  Euston,  and  was  nominated  to  the  position 

of  Manner  of  the    Manchester,   South  Junction,   and    Altrincham    Line 
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through  the  kindly  remembrance  of  Sir  Edward  Watkin.  Mr.  Henshaw 
represents  the  Brecon  and  Merthyr ;  Mr.  Ray,  the  London,  Brighton,  and 
South  Coast;  Mr.  Elias,  the  Cambrian.  Later  in  the  year  we  find  Mr. 
Cattle  appointed  vice  Mr.  Elias  to  the  Cambrian,  and  Mr.  Peter  Thompson 
succeeding  Mr.  Cattle  on  the  Cockermouth,  Keswick,  and  Penrith ;  Mr. 
Morley  appears  for  the  Neath  and  Brecon,  and  Mr.  Phillipps  for  the  Llanelly. 
Mr.  Samuel  Mason  had  been  appointed  General  Manager  of  the  North 
British  Railway,  and  Mr.  Milne  to  the  Great  North  of  Scotland. 

At  the  Clearing  House  Meetings,  the  Midkind  Company  were  pressing 
their  route  to  Scotland,  via  Ingleton  and  Tebay,  but  in  view  of  the  English 
and  Scotch  traffic  agreement  we  were  not  in  a  position  to  authorise  their 
through  bookings. 

For  Excursion  trains  the  following  running  times  were  agreed  (May, 
1870). 

London — Nottingham 


)} 


)» 


)» 


»> 


»» 


Sheffield 

^  ' 

lAVrUlS 

30 

Manchester 

^5 

York     ... 

'5 

Leeds   ... 

0 

Bradford 

15 

II 


II 


II 


1} 


II 


In   August,  1870,  the  period  of  time  for  ordinary  return  tickets  was 
agreed  as  follows  : — 

Up  to  50  miles i  day. 


Up  to  125  „ 
Up  to  200  „ 
Up  to  300  „ 
Up  to  400  „ 


2  da)rs. 

3 
4 
5 


11 


II 


II 


Mr.    Bradley,    of   the    Manchester,    Sheffield    and   Lincolnshire,   was 
elected  Chairman  for  the  year  1871. 
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along  the  North  London  Railway  and  its  enlarged  stations  and  lengthened 
platforms  were  brought  into  use ;  the  terminus  at  Chalk  Farm,  extended 
from  Adelaide  Road  to  Regent's  Park  Road  Bridge,  adjoining  the  North- 
western Station,  was  opened  for  traffic  on  2nd  October. 

The  single  line  between  Cambridge  and  Sandy  was  made  a  double  line, 
the  opening  of  the  double  portion  being  completed  by  the  end  of  the  year. 

The  quadrupled  line  between  Huyton  and  Edge  Hill  was  opened  for 
traffic,  the  celebrated  Olive  Mount  cutting  being  widened  to  accommodate 
four  lines  of  way.  Arpley  Station  was  re-opened ;  Mr.  Shaw  being  repre- 
sented at  the  re-opening  by  Mr.  Fred.  Harrison,  who  had  recently  been 
appointed  his  Assistant. 

In  July  the  upper  level  station  at  Lichfield  (Trent  Valley)  was  opened, 
and  proper  staircases  and  luggage  lifts  arranged  for  exchange  traffic  between 
the  North-Westem  and  the  South  Stafford  Line  for  Burton  and  Derby. 

In  August,  Wormwood  Scrubbs  Station  was  opened,  but  the  develop- 
ment of  traffic  there  has  been  very  slow  in  spite  of  the  high-sounding  name  of 
St.  Quintin  Park,  which  at  the  application  of  residents,  has  been  added  to  its 
original  title. 

In  September  the  Merthyr,  Tredegar,  and  Abergavenny  Line  was  extended 

from  Nantybwch  to  Rhymney,  and  thus  a  new  narrow  gauge  service  to  Cardiff 

was  established ;  the  change  of  station  and  break  of  gauge 

Narrow  Gauge  ^jy  ^^e  Newport  route  entirely  avoided.     The  opening  was  a 

Btiynmey      very  important  one,  bringing  the  North-Western  into  communi- 

BaUwayto     cation  with  the  extensive  Dock  system,  over  which   running 

Btptemlwr^liL  Powers    had    been     granted     by     the     Marquis     of     Bute*s 

Commissioners.  At  the  preliminary  meeting  with  Mr.  Bishop, 
Mr.  Lundie  and  his  Assistant,  Mr.  Evans,  I  was  initiated  into  the  histories 
and  mysteries  of  the  New  Rhymney  and  the  Old   Rumney  traffic  disputes 

and  contentions. 

The  opening  of  new  stations  at  Waen  Avon,  Deighton,  Dunchurch,  and 
of  the  London  and  North-Western  Goods  Depot  at  Derby,  complete  the 
record  of  new  stations.  Mr.  David  Stevenson  had  Derby  added  to  his 
district,  and  Mr.  Fourdrinier,  who  subsequently  came    to   my   office,  was 

appointed  locally  in  charge. 

Mr.  Robert  Small,  formerly  of  the  Edinburgh,  Perth,  and  Dundee  Line, 
was  appointed  as  the  West  Coast  Traffic  Superintendent  for  all  traffic  north 

of  Perth. 

The   London  and   North-Westem   Railway   "  Insurance  "  Society  for 

dealing  with  cases  of  accident  to  the  men  while  on  duty,  which  in  after  years 

London  and     developed  into  an  Insurance  Society  with  a  Provident  Society 

Hortti-WMteni  and  a  Pension  Society  attached,  was  started  this  year  under 

Hif^xm^^     the  Company's  auspices.     It  was  managed  by  a  Committee 

Boolvtjr  firandid.  of  twelve  members  selected   by    the  men  jointly  with   three 

nominees  of  the  Company.    As  their  first  representatives,   the   Directors 

nominated  Mr.  Woodhouse,  Mr.  Houghton,  and  myself. 
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The  men  throughout  the  line  subscribed  week  by  week  to  this  Insurance 
Fund,  and  their  subscriptions  were  supplemented  by  an  annual  grant  by  the 
Company.  A  payment  in  case  of  death  or  permanent  disablement  was  made, 
and  a  weekly  sum  granted  while  off  duty.  The  line  was  divided  into  twelve 
districts,  and  the  members  in  each  district  elected  a  small  number  of 
delegates,  and  these  delegates  chose  one  of  their  number  to  be  their 
committee-man,  to  attend  the  monthly  meetings  and  carry  on  the  business  of 
the  Fund.  Thus  there  were  twelve  members  representative  of  the  men, 
against  three  representative  of  the  Directors.  The  work  was  carried  on  so 
steadily  and  satisfactorily  that  any  hostility  which  some  turbulent  spirits 
hof)ed  for  was  completely  disarmed,  and  the  Company's  representatives  have 
been  elected  as  Chairmen  throughout. 

Mr.  Woodhouse  was  the  first  Chairman,  and  with  varying  rotation  he, 
Mr.  Houghton,  and  I  were  elected  to  the  Chair  at  subsequent  annual 
meetings.  Mr.  Woodhouse  acted  on  the  Committee  from  ist  October,  187 1 
to  December,  1887  ;  Mr.  Houghton  from  ist  October,  187 1  to  April,  1891 ; 
myself  from  October  ist,  187 1  to  August,  1895.  Mr.  L.  H.  Viner  has  been 
its  Secretary  throughout  its  history  till  his  resignation  in  1902. 

At  the  Clearing  House  Meetings  for  187 1,  Mr.  Hunter,  at  the  January 
meeting,  represents  Mr.  Maclaren,  of  the  North  British.  Mr.  Hunter  is 
well  known  as  head  of  the  Railroad  Administration  for  Natal,  and  has  made 
a  respected  name  in  that  Colony.  The  good  work  he  has  done  in  connection 
with  the  transport  of  the  forces  and  the  conduct  of  the  line  during  the  trying 
period  of  the  Boer  War  having  obtained  for  him  his  well-earned  Knighthood. 

Mr.  W.  J.  Williams  succeeds  Mr.  Ray  as  the  representative  of  the 
Brighton  Line,  and  Mr.  G.  H.  St.  George  Caulfield  acts  for  the  Neath  and 
Brecon,  vice  Morley. 

The  first    suggestions  as  to    a    joint    interest    between   the   Railway 

Companies  and  the  Post  Office  in  the  carriage  of  small  parcels  not  exceeding 

First  Scheme    ^^^^'  ^"  weight  was  the  outcome  of  a  Special  Sub-Committee 

for  of   the    Superintendents    at   York,    14th   February,   but    dis- 

^^^i^h^opo**  cussion   was  deferred  by    the    General   Managers  pending  a 

forParcel  traffic,  conference  with  the  Postal  Authorities.    The  proposal  for  joint 

l4tli  Fetouary,  action  arose  as  a  side  issue  on  a  question  of  issuing  stamps  for 

prepayment  of  conveyance  of  small  parcels  raised  by  me. 
This  latter  question  was  not  very  warmly  received  by  the  Committee  at  that 
time,  and  lay  dormant  till  revived  by  some  extended  suggestions  in  1874. 

Mr.  Grove   (subsequently  Sir  George),  attended  the  railway   meetings 
for  the  first  time  as  representative  of  the  Crystal  Palace. 

Mr.  J.  S.  Forbes   is  named  as  representing  the  Metropolitan  District 
Railway ;  Mr.  Glascodine  the  Llanelly,  vice  Mr.  W.  D.  Phillipps,  who  had 

Cleftrinff  House  P^^^^  ^^^  London  and   North-Westem   Railway  as   District 

changes,       Goods   Manager  at   Swansea;    Mr.    £.    Ross   represents   the 

^'^  Macclesfield  Committee.  Mr.  Elias  appeared  for  the  Shrewsbury, 
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Potteries,  and  North  Wales'  Company,  vice  Mr.  J.  B.  Cooper.  Mr.  Roberts, 
of  the  Highland  Railway,  was  elected  Chairman  for  1872.  Mr.  Roberts  was 
a  man  of  peculiar  religious  views — a  mixture  of  Old  Testament  lore  and 
millenial  anticipation.  Two  houses  that  he  built  in  Inverness  were  named 
by  him  "  Eldad  "  and  "  Medad  "  respectively. 

1872— January  ist.      The  opening  of  the  direct  line  from  St.  Helens 

to  Huyton,  took  place  this  day,  and  a  new  shortened  route  from  Scotland, 

J-  Preston,   and  Wigan   to   Liverpool   was  thus   afforded.      An 

UneB  opened   arrangement  was  made  at  the  same  time,  whereby  the  trains 

In  1871        running  from  Rainford  Junction  to  St.  Helens,  were  extended 

to  Ditton,  and  ran  in  connection  with  the  Liverpool  and  Speke  service. 

The  Winwick  Branch  is  first  mentioned  in  the  time  tables  for  February 
in  this  year.       By  its  construction  the  traffic  to  and  from  the  North  was 

enabled  to  pass  direct,  without  encountering  the  double  curves 

^^JJJJ?       and  junctions  connected  with  Newton  Bridge  and  Earlestown, 

hitherto  a  serious  cause  of  slackening  to  all  the  express  trains. 

On  the  I  St  of  March,  the  North-Westem  Company  carried  out  the 

scheme    of  running  their  own   trains  through  from   Birmingham,  both  to 

London  and     ^^^on  and  Derby ;  the  extent  of  booking  office  accommodation 

North-WeBtem  to  be  given  to  us  at  Derby,  having  been  the  subject  of  an 

^^JJJJ^J^^^^"*  arbitration  before  Mr.  T.  E.  Harrison.     By  these  through  trains 

toDextiy,       we  avoided    the   annoying   detention,  which   for   years    had 

istiEaicii,  1871  inconvenienced    us    at    Wichnor  Junction.      We    had    been 

pressed,  prior  to  our  opening,  to  state  how  many  third  class,  and  how  many 

parliamentary  trains  we  proposed  to  adopt ;  the  number  of  the  latter  suggested 

by  us  did  not  commend  itself  to  Mr.  Allport,  and  he  determined  to  book 

"  Parliamentary "  passengers  (a  little  lower  than  the  third  class  in  operation 

in  that  district)  by  all  the  trains  between  Birmingham,  Burton,  and  Derby ; 

we  of  course  had  to  take  a  similar  course. 

This  was  followed — post  hoc  if  not  propter  hoc — by  an  intimation  from 

the   Midland   Company,   that  on    ist  of  April,   they    proposed    to    adopt 

M^^if^n^       pariiamentary  fares  by  all  trains,  and  after  hasty  conferences 

Oompany'B     with  the  other  companies — for  scarcely  any  of  the  large  lines 

!JJ|^5SJ[^ii^^  were  unaffected — the  adoption  of  third  class  by  all  trains  on 

FuroB  that  date,  swept  away  all  the  complicated  system  of  separate 

byaUtrainB,    t^jr^j    dass    bookings    between   competitive  places,   carefully 
lit  April,  1871     ,.    ^   ,     ^  .       ,  ..       ,        ,.  ; 

adjusted    to    suit    the     movements     of   other    Imes    month 

by  month,  and  third  class  had  to  be  adopted  for  all  trains  in  which  the 

Midland    Company  were  in    competition    with    us.      The   announcement 

"First  and  Second    only,"  still    remained  at  the  head  of  many    of   the 

columns;    but    third     class    gradually     extended     to    train    after    train. 

The    Scotch    Limited    Mail    held    out    till    the    autumn    of    1876,    and 

the  Irish  Mail  still  longer.    One  company  refused  to  give  way,  the  Little 
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**  North  London,"  who  adhered  to  their  system  of  a  cheap  second  class, 
and  no  third  class  announcements. 

In  May,  there  followed  a  long  list  of  companies  with  whom  third 
class  through  bookings  had  been  arranged,  and  month  by  month  the 
list  became  enlarged.  In  the  season,  third  class  tourist  fares  were 
adopted  at  places  to  which  the  issue  had  previously  been  restricted  to 
first  and  second  only.  So  considerable  was  the  effect  of  the  accession 
of  third  class  traffic  by  the  trains,  that  special  meetings  had  to  be  held 
to  arrange  for  the  alterations  in  train  marshalling,  and  much  of  the  stock 
on  which  we  had  relied  for  our  excursion  trains,  became  absorbed  in  the 
daily  train  requirements. 

Numerous  meetings  and  negotiations  had  taken  place  in  the  previous 

autumn,  as  to  the  North-Westem  Company  exercising  running  powers  on  the 

mm^^^    ,1^       Metropolitan  District  Railway,  a  very  handsome   sum   being 

Distriet        P^id  down  for  the  privilege.  Preparatory  to  the  arrangement  taking 

BailwEj.       effect,   numerous   train    schemes    were    submitted,    rejected, 

itainBervioeto  altered,  and  amended,  but  at  last  the  proposal  to  divert  the 

Btatton.       Broad  Street,  Kensington,  Victoria  half-hour  train  service,  on  to 

opMiadiit     the   District  Railway,   through  the  recently   inspected  EarFs 

nrnary,  1871  (^^y^  Junction,   was  adopted,  and  the    horse-shoe    service, 

mentioned    in    the    sketch    of    Willesden    Junction    on    page    143    was 

brought  into  force  on  the  ist  February,  1872. 

The  Locomotive  Department  was  represented  by  both  Mr.  Rigg  and  Mr. 
Mumford,  and  the  interest  taken  in  the  matter  was  shewn  by  the  fact  that  the 
Duke  of  Sutherland  accompanied  us  to  Willesden  Junction,  in  one  of  the 
trains  from  the  district  terminus,  called  **  Mansion  House  "  Station,  where  a 
separate  short  bay  was  allotted  for  our  use. 

The  extension  of  the  Central  Wales  Line  to  Llandovery,  and  the  opening 

of  the  Pembroke  and  Tenby  narrow  gauge  line  from  Whitland  Junction  into 

DlBxmtewltii  Carmarthen,   had    brought  us  into  conflict  with  the   Great 

Oraat  Western  Western  Company,  south  of  Llandovery.     The  disintegration 

^^J^J^       of  the  Llanelly  Company,  had  left  the  Vale  of  Towy  section 

the  joint  property  of  the  Great  Western  and  North-Westem 

up  to   Llandilo  (see  page  160) ;  at   that  station    it    was    contended    our 

powers    ceased,    and     that    the    Carmarthen    section,    over    which     Mr. 

•Grundy   had   been   appointed    Manager,   had    no   rights    beyond   Llandilo 

Bridge.     It  fell  to  my  lot  to  have  a  similar  duty  to  perform  at  this  place, 

as  I  had  at  Wichnor  Junction.    Approaching  the  junction  our  engine  stopped 

in  obedience  to  signals,  and  a  parley  ensued  with  the  Great  Western  officials. 

I  claimed  the  right  to  proceed,  and   after  a  protest  we   were    allowed    to 

pass.     The  same  thing  was  repeated  on  our  return,  but  the  days  of  physical 

obstruction  had  passed,  and  the  lawyers  were  left  to  fight  the  matter  out. 

Our    May  time    tables   announced,    in   attractive   form,    the    running    of 
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through  coaches  from  Pembroke  and  Tenby,  narrow  gauge  throughout,  to 
Shrewsbury,  Crewe,  and  Liverpool,  as  well  as  from  London. 

Mr.  Smedley,  the  Manager  of  the  Pembroke  and  Tenby  Line,  had  his 
difficulties  in  keeping  on  friendly  terms  with  his  broad  gauge  neighbours 
and  his  narrow  gauge  allies  ! 

In  June,  a  slight  acceleration  of  the  Scotch  expresses  came  into  force. 
The  down  lo.o  a.m.  being  due  in  Glasgow  at  9.0  p.m.,  15  minutes  earlier  than 
before  ;  while  the  15  minutes  in  the  opposite  direction  was  gained  by  a  later 
departure  of  a  quarter-of-an-hour  from  Edinburgh  and  Glasgow  in  the 
morning,  the  train  still  being  due  in  London  at  9.30  ;  but  in  July  a  forward 
movement  was  made,  and  the  10.15  ^^om  Glasgow  became  due  at  8.30  p.m., 
and  a  corresponding  arrival  in  the  down  express ;  lo.o  a.m  from  Euston  being 
due  at  Glasgow,  8.30  p.m. 

New  routes  to  Ireland  were  very  much  under  discussion  early  in  the 
year,  and  at  meetings  with  Mr.  Findlay  in  Dublin — ^which  of  course  included  a 
visit  to  St.  Patrick's  Cathedral,  and  a  pleasant  gathering  with  the  Skipworths 
at  Kilmashogue,  the  hospitable  home  of  Mr.  Elwin,  of  the  Irish  Railway 
Clearing  House — we  had  the  opportunity  of  seeing  many  of  the  Irish 
managers  on  the  subject,  alike  of  the  Larne  and  Stranraer  routes,  and  of  the 
new  one  in  which  our  company  was  interested — ^the  Greenore  and  Holyhead. 

With  regard  to  the  former,  both  Mr.  Ward  and  Mr.  Thompson,  of  the 

Caledonian,  were  present,  with  Mr.  Cotton,  of  the   Belfast  and  Northern 

^     »    «.       Counties,  and  the  route  was  announced  on  xst  July,  as  the  "short 
New  Routes  '  •'     '^ 

to  ikBiand.     sea  route  " — daily  and  day-light  route  —the  train  service  being : — 

Larne  and      Belfast        -   dep.    4      o  p.m.     Euston     -       dep.  9      o  p.m. 
Stranraer.     London     -    arr.     9    45  a.m.     Belfast     -        arr.   i    35  p.m. 

Greenore.  With  regard  to    Greenore, — at   Dundalk    we    met    Mr. 

Macrorie,  a  Belfast  gentleman,  who  had  taken  immense 
interest  in  this  route,  and  Mr.  Plews  now  become  the  Manager  of 
the  Irish  North-Western,  at  Enniskillen.  We  travelled  with  Mr. 
Webb  over  the  unfinished  line,  inspected  the  stations  en  route,  and 
went  over  the  station  and  hotel  buildings  at  the  terminus.  Thence 
by  steamer  we  traversed  Carlingford  Lough  to  Warrenpoint,  where  we  met 
Mr.  Roe,  of  Newry,  Manager  of  the  Warrenpoint  Line,  and  also  Lord  Newry, 
a  warm  supporter  of  this  new  route,  keenly  watching  our  proposed 
scheme  of  train  and  boat  service.  Return  tickets  between  English  and  Irish 
stations  had  heretofore  been  only  available  for  14  days,  they  were  now  agreed 
to  be  extended  to  one  month.  Lord  Richard  Grosvenor,  who  had  become 
one  of  our  directors,  took  much  interest  in  questions  affecting  Irish  traffic, 
and  in  the  train  service  generally.  He  was  Member  of  Parliament  for  Flint, 
and  Vice-Chamberlain  during  some  portion  of  Mr.  Gladstone's  Adminis- 
tration. I  was  indebted  to  his  Lordship  for  tickets  of  admission  to  the  service 
at  St.  PauFs,  February  27th,  1872,  on  the  occasion  of  her  Majesty  and  the  Prince 
of  Wales  being  present  at  the  public  thanksgiving  for  the  Prince's  recovery. 
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The  earliest  question  discussed  at  the  Clearing  House  in  1872,  was  that 
of  adopting  some  uniform  system  of  head  lights  for  engines,  when  running 
over  foreign  lines.  It  was  found  that  no  universal  principle  could  be  adopted, 
and  it  was  left  to  the  respective  companies  to  arrange  among  themselves  the 
distinctive  marks  to  be  carried.  The  North-Westem  Company  ahready  had 
the  White  Diamond  by  day,  a  mark  similar  to  that  upon  their  wagons,  and 
they  held  to  their  use  of  White  Lights  for  passenger  trains,  and  Green  for  goods, 
varied  in  position  or  number,  to  indicate  the  class  of  train.  The  Midland 
submitted  their  scheme  for  White  Lights  only,  so  varied  as  to  give  all  their 
needed  indications. 

At  the  April  meeting,  the  question  of  using  paper  tickets  for  passenger 
traffic  where  bookings  were  light,  instead  of  pressing  for  separate  sets  of  card 

tickets,  was  referred  to  a  Joint  Committee  of  Superintendents 

deftrixiff  HooM  ^"^  Accountants,  and  paper  ticket  books  were  agreed  to  be 

Moettng8»      permissible.      It  is  curious  to  note  the  names  of  those  who 

attended,  outside  of  the  usual  Conference  Members,  and  to 

recall  their  various  fortunes  and  fates  : — 

Bcnbow,  L.  &  Y.  Campficld  (for  Tjrrrcll),  G.  W.  R. 

Clutsom,  G.W  R.  Caldwell,  L.  &  N.-W. 

Conacher,  Cambrian.  Dymant  (for  Grinling),  G  N. 

Feam,  Great  Easem.  Hodges,  M.R. 

Marwood»  B.  &  E.  Matthews,  Cornwall  &  West  Cornwall. 

Morgan,  L.  C  &  D.  Murray,  Caledonian. 

Newman,  N.S.R.  Polliit,  M.S.  &  L. 

Powell,  Met.  District.  Steer,  L.B.  &  S.C. 

Waddington,  N.E.R. 

This  was  the  year  of  the  "  International  Exhibition,"  and  the  co-operation 

of  the  railway  companies  was  sought  to  strengthen  the  interest  among  the 

InternaUonal    "^^^ses.     Two  special  meetings  were  held,  at  which  the  plan 

EzhiUtlon,     of  through   tickets,    including   admission,  was  discussed  and 

Keni2ln^       settled.        On    behalf    of    the    exhibition    authorities,     were 

present : — Major-General  Scott,  Mr.    Cole,    C.B.,  Lieutenants 

Cole,  Glover,  Clayton,  and  Mr.  Philip  Owen  ;    for  the  railway  companies  Mr. 

Grierson,  G.W.,  Mr.  Harris,  L.C.D.,  Robertson,  G.E.,  Knight,  L.  B.  &  S.  C, 

Oakley,  G.N.,  and  myself. 

The  exhibition  was  held  in  the  galleries,  erected  round  the  gardens 
of  the  Royal  Horticultural  Society,  attached  to  the  Albert  Hall,  at  South 
Kensington.  The  arrangements  then  put  in  force,  for  mutual  interest 
between  the  railways  and  the  Exhibition  authorities,  became  the  basis  for 
several  of  the  subsequent  Exhibitions  held  at  South  Kensington. 

The  annual  Clearing  House  summer  meetings  were  held  this  year  in 
Brecon,  at  the  invitation  of  Mr.  F.  Broughton,  the  Manager  of  the  Mid 
Wales  Line.  The  standard  requirement  fixes  Scotland  as  the  place  for  the 
autumn  gathering ;    a  special  minute  being  passed  to  authorise  tlve  change. 

The  new  members  and  attendants  of  the  year  included   Mr.   Fred 
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Broughton,  Mid  Wales;  Mr.  John  Broughton,  Wrexham,  Mold,  and 
Connah's  Quay ;  Mr.  Lundie,  Rhymney  Railway ;  Mr.  W.  Harrison,  White- 
haven, Cleator,  and  Egremont  {pice  T.  S.  Dodgson) ;  Mr.  Cartwrlght, 
D.  C.  &  R. ;  Mr.  Grundy,  Swansea  and  Carmarthen ;  Mr.  Hamer,  Manchester 
and  Milford ;  Mr.  Mathieson  (for  Mr.  Gilmour),  Glasgow  and  South  Western 
Railway ;  Mr.  Young  (for  Forth  and  Clyde).  Mr.  McLaren,  North  British 
Railway,  was  chosen  to  be  Chairman  for  the  year  1873. 

The  pressure  of  holiday  traffic,  which  began  to  be  inconveniently 
felt  on  the  Bank  Holidays  (authorised  by  the  Act  of  187 1),  was  a  point  to 

Bank  which  I  thought  it  advisable  to  call  attention,  with  a  view 
Holiday       to  some  steps  being   taken  in  the  next  yearns  arrangements 

^'^^^  for  dealing  with  the  development.  The  precautions  did  not 
meet  with  much  sympathy ;  other  lines  eagerly  pressing  for  excursion  traffic, 
which  our  Board  desired  rather  to  restrict. 

The  new  lines  affecting  the  London  and  North-Westem,  which  were 
opened    this    year    included,    ist    August,   a  new  route  to    Banbury,   via 

Towcester  and  Blisworth,  joining  the  London  and  North- 
**^ira°^  Western  at  Cockley  Brake  —  Mr.  J.  Wilson  Theobold  was 
the  Secretarial  Manager  of  this  line  —  the  London  and 
North-Western  finding  stock  and  power. 

October  2nd. — ^The  railway  from  Whitchurch  to  Chester,  opening 
up  a  direct  line  of  our  own  from  Ireland  to  Hereford  and  South 
Wales,  and  a  competing  route  between  Shrewsbury  and  Chester,  unsatis- 
factory, probably,  to  the  Great  Western  Company,  who  had  hitherto 
possessed  a  monopoly  of  the  traffic:— on  same  date,  a  branch  line  from 
Penygroes  to  Nantlle,  for  the  slate  quarries  there. 

On  I  St  November  the  London  and  North-Westem  Company  com- 
menced to  work  the  new  line  between  Walsall  and  Wolverhampton 
(via  Bentley),  constructed  by  Mr.  Addison,  C.E.,  for  an  independent 
company :  this  line,  subsequently,  July,  1876,  was  handed  over  to  the 
Midland  Company,  and  formed  a  portion  of  their  route — ^Wolverhampton, 
Walsall,  and  Birmingham  —  and  thence  forward  disappeared  from  the 
London  and  North-Westem  time-tables. 

At  the  close  of  the  year,  the  question  of  changes  in  the  season  ticket 
rates  for  corn  dealers,  millers,  maltsters,  colliery  owners,  cattle  dealers,  was 
B«ason  Tickets,  d^^lt  with  by  a  joint  conference  of  goods  managers  and  super- 
RatMfor  intendents,  and  amended  tables  agreed,  which  continued  in 
Tradan' Tickets  force  for  some  years.  The  goods  managers,  who  then  attended, 
have  had  as  varied  careers  as  those  of  the  accountants  given  above : — 

Mr.  Noden,  South-Eastem  Railway,  in  the  Chair. 
Ashley,  G.  N.  R.  Pamphilon,  N.  S.  R. 

Grant,  G.  W.  R.  Pauling,  N.  E.  R. 

Houghton,  L.  &  N.  W.  R.  Shaw,  B.  (for  ColUn),  L.  &  Y.  R. 

Ormerod,  M.  S.  &•  L.  R. 
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Among  the  changes  that  took  place  this  year,  may  be  recorded : — 
Mr.  Meldrum  becoming  station  master  at  Chester,  vice  Mr.  C.  Mills,  retired  ;. 
Mr.  George  Turner,  of  the  Brighton  Line,  succeeds  Mr.  Grew  on  the  West 
London  Line,  at  Kensington ;  Mr.  Grew  retiring  after  34  years  service  on 
the  London,  Birmingham,  and  London  and  North- Western  Lines. 

Mr.  Kempt's  name  appears  among  those  at  a  Carlisle  meeting,  this 
year,  representing  the  Caledonian  Railway,  and  Mr.  Godfrey  Smith  acts  for 
the  North-Eastem  Line. 

At  the  close  of  the  year  a  fatal  accident  took  place  to  Sir  Donald 
McLeod,  entering  one  of  our  carriages  at  a  station  on  the  District  Railway. 

F^tal  ^^  official  enquiry  was  instituted  by  the  Board  of  Trade — 
Aoddentto  Captain  Tyler  being  instructed  to  conduct  it  —  the  object 
DonaldMoLeod.  ^^^"8  *^  ascertain  not  only  the  existing  variances  in  dimen- 
sions, but  how  far  the  Companies  in  the  Metropolitan  circuit, 
could  adopt  the  plan  of  continuous  upper  footboards.  The  inspection 
party  left  by  special  train  from  Broad  Street  in  a  North  London  train,  as 
far  as  Uxbridge  Road,  stopping  at  each  station,  and  taking  measurements 
of  the  height  of  the  platforms,  and  the  space  between  the  edge  of  the 
platforms  and  the  carriage  step.  Bruyeres,  Woodhouse,  Bore,  and  I, 
represented  the  London  and  North-Westem ;  Mr.  Mansel,  the  North 
London ;  Mr.  Denne  and  Mr.  Speck,  the  District  Line ;  Mr.  Tomlinson 
(Locomotive  Superintendent),  the  Metropolitan  Railway;  and  Mr.  Farrar, 
the  Board  of  Trade.  At  Uxbridge  Road  the  special  was  dispensed  with» 
and  the  party  proceeded  by  ordmary  train,  completing  each  measurement 
at  the  other  stations  within  the  few  moments  of  the  regular  stoppages. 

The  platforms  were  found  to  vary  in  height  to  the  extent  of  nearly  two 
feet,  the  highest  being  that  at  Westminster  Bridge  Station,  which  was 
3  feet  3^  inches  above  rail  level,  and  the  lowest  at  Kensal  Green  on  the 
Hampstead  Junction  Line,  which  was  only  i  foot  6j4  inches;  in  point 
of  space  between  platform  and  step  the  greatest  distance  was  9  inches 
at  Mansion  House  Station;  and  the  smallest  3  inches  at  Edgeware  Road. 

The  carriage  which  Sir  D.  McLeod  had  intended  to  enter,  was  one  of 
the  North- Western  Company,  provided  with  only  a  small  iron  step  at  the 
door,  and  no  continuous  footboard. 

The  result  of  the  enquiry  shewed  that  there  was  no  insurmountable 
obstacle  to  the  adoption  of  the  continuous  footboards.  The  North-Western 
Company  adopted  the  plan  of  lengthening  the  upper  steps^  so  as  to  be 
equaJ  in  width  to  the  doorway  entrance;  the  elongated  footboard  being 
viewed  with  disfavour,  mainly  on  account  of  the  low  platforms  with  which  the 
line  was  so  largely  equipped. 

1873.  On  I  St  January,  two  short  new  lines  were  opened ;  the  one  a 
curve  from  Allerton  to  Garston;    a  passenger  service  between  Lime  Street 
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Opening  to     ^^^  Garston  coming  into  operation  :  the  other  a  short  exten- 

DowiaiB»       sion  from  Rhymney  Bridge  to  Dowlais  Top  and  Dowlais, 

*^  '^i^"^'    ^^^^  ^^   omnibus  service    to   the   busy    town    of    Merthyr : 

visiting  this  branch  soon  afterwards,  I  came  across  the  Great 

Western   Deputy   Chairman,    Mr.   Alexander    Wood,    at    Rhymney   Bridge 

Station.     He  jokingly  enquired  what  I  was  doing  on   the   Great    Western 

Company's  territory,  and  expressed  a  considerable  degree  of  satisfaction  at 

the  notion,  that  both  the  North- Western  and  the  Midland,  had  had  to  pay 

a  smart  "footing"  for  entering  into  South  Wales. 

The  board  experienced  a  sad  loss  early  in  the  year,  by  the  sudden  death 

of  Mr.  S.  R.  Graves,  at  Euston  Hotel     He  was  one  of  the  most  noted  of 

of      ^^^  Liverpool  section  of  the  Directors,  one  of  the  Members  of 

Mr.  Parliament  for  Liverpool,  and  one  of  the  supporters  of  the 

8.  R.  Gravel.    DQ^hy  Cabinet.     I    had    the    painful    task,  same  afternoon, 

of    meeting     Mr.    Graves,    junior,    and    his    sister,    at    the    station,  and 

arranging,    in    company    with     Mr.    Bland,     another    of    the     Liverpool 

Directors,  for  the  conveyance  of  the  remains  same  night  to  Liverpool,  by 

special  train— one  of  the  Company's  engines  bears  Mr.  Graves'  name. 

The  increasing  interest  in  traffic  to  and  from  America,  is  well  illustrated 

by     the    addition    to     the     Liverpool-American     Steamship 
Increasing        '  •     ,  vt  .•  •        •        .       ▼       ,  ^    vt      1 

interest  in     Companies    Notices,    appearmg  m   the   London   and   North- 
American      Western   Time-table   Monthly  Book.       For    years   only    the 

Inman  Company  had  been  announced,  but  now  a  regular 
shower  of  rivals  appeared. 

The  Railway  Companies,  on  the  other  side,  also  commenced  their 
interviews  with  us,  mainly  at  that  time  in  connection  with  the  large  flow  of 

emigrant  traffic  from  Scandinavia  and  Central  Europe,  to  the 

^^"'^^f**®  States,  by  way  of  Hull;  Mr.  Loveland,  of  the  Erie  Line,  being 

United  States    one  of  the  most  pushing  and  energetic.     This  traffic,  via  Hull, 

viaHoUand    fg^^hed  very   large    proportions,   and    for    many   years    was 

regularly  divided  between  the  respective  routes  from  Hull 
and  New  Holland  to  Liverpool,  by  minuted  arrangement  (supple- 
mental to  the  Humber  Conference);  so  heavy  was  the  traffic  that 
the  Lancashire  and  Yorkshire  and  the  London  and  North- Western  had  to 
provide  special  storage  rooms  for  emigrants*  luggage  at  their  respective  stations 
at  Liverpool,  to  meet  this  occasional  glut  of  traffic.  Interpreters  had  to 
accompany  the  trains,  as  English  was  quite  unknown  to  this  class  of  traveller. 
The  fares,  at  one  time,  from  Hull  to  Liverpool  were  very  good,  but  gradually, 
owing  to  long  sea  competition,  this  cross-England  traffic  could  only  be 
retained  by  still  reduced  charges,  and  when  divided  between  the  Cheshire 
Lines  new  route,  the  Lancashire  and  Yorkshire,  and  the  London  and  North- 
western, the  traffic  became  almost  valueless. 
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It  was,  however,  the  London-American  traffic  in  which  the  London  and 

North-Western  Company  was  more  largely  interested,  and  with  the  advent  of 

^^        the  Midland  and  Great  Northern  Lines  into  Liverpool,  and  a 

UOIIiP0UblO11 

f or  jumdon-  more  pronounced  activity  on  the  part  of  the  Great  Western, 
Amwlcin  some  energy  was  needed  to  hold  the  traffic.  Among  the 
steps  taken  this  year,  was  the  publication  through  George 
Shaw  of  Messrs.  Norton  &  Shaw,  of  the  official  Guide  Book  of  the  London 
and  North-Western,  which  was  widely  disseminated  through  the  States,  mainly 
through  Loveland's  agency.  The  Guide  Book  was  one  for  American  tourists, 
arranged  so  as  to  embrace  tours  on  all  sections  of  the  London  and  North- 
Western  and  Caledonian  Lines.  Messrs.  Gaze  opened  an  office,  in  our 
interest,  in  New  York,  and  also  became  the  agents  of  the  Erie  Railway  in 
this  country. 

The  provision  of  sleeping  Carriages — a  facility  borrowed  from  the 
other  side  of  the  Atlantic — came  under  notice  this  year.     Messrs.  Ashbury,  of 

Manchester,  had  produced  a  vehicle  in  which  three  beds  in 

Carriage!.     ^^^  compartment  were  provided  by  pulling  down  the  apparent 

—  back  of  each  seat,  an  operation  which  resulted  in  three  coffin- 

fflMTgow.       ^^^®  ^^^  appearing   side  by  side,   the  access   to  all    being 

extremely  difficult,  and  the  centre  one  of  the  three  the  most 

inconvenient  of  the  lot.     It  was  for  some  time  run  on  the  Great  Northern 

and  North-Eastem.     Colonel  Mann  waited  on  the  Directors  and  submitted 

his  design,  which  ultimately  made  some  way  on  the  Continent.    Our  Directors 

decided  on  taking  their  own  course,  and  Mr.  Bore,  at  Wolverton,  built  a 

sample  sleeping  saloon,  which  was  the  model  for  some  years  on  the  line.     Its 

length  was  unfortunately  limited  by  the  Wolverton  standard  to  33  feet.       It 

accommodated  twelve  passengers,  as  against  the  Ashbury  of  six — four  places 

for  ladies,  eight  for  gentlemen.     The  four  day  seats  in  each  compartment,  the 

same  as  the  four  window  seats  in  an  ordinary  first-class,  by  a  mechanical 

appliance,  could  be  formed  into  two  beds,  while  "  hammock "  beds  brought 

down  from  the  roof  by  a  "  riser  "  on  each  side,  provided  the  third  and  fourth 

bed  in  each  compxirtment. 

The  carriage  commenced  running  on  ist  October,  travelling  by  the  8.40 
Limited  Mail  to  Glasgow,  on  Mondays,  Wednesdays,  and  Fridays;  back 
from  Glasgow  by  same  mail,  on  Tuesdays,  Thursda3rs,  and  Saturdays ;  an 
extra  fare  of  ten  shillings  being  charged.  Other  sleeping  saloons  were 
announced  as  being  in  course  of  construction,  and  a  daily  service  in  each 
direction  was  put  into  force  on  ist  of  February,  1874. 

On  ist  May,  1873,  the  line  from  Frodsham  to  Runcorn  was  opened,  and 
this  connecting  link  furnished  a  new  route,  without  change  of  carriage,  for 
Liverpool  passengers  to  Chester  and  North  Wales,  avoiding  the  River  Landing 
Stage  and  consequent  transfers  to  and  from  the  steamers  at  Monk's  Ferry, 
which  had  heretofore  formed  the  only  available  service. 

On  the  same  day,  the  line  from  Greenore  to  Dundalk  was  opened,  and 
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a  fixed  hour  for  sailing  to  and  from  Holyhead  was  arranged.   Greenore  was 

announced  as  a  "  sheltered  harbour  in  Carlingford  Lough,"  and  a 

Oponlng^^  commodious  hotel  was  opened  at  the  terminus.      It  was  a 

iitBiay.UTS.    public  advantage  to  have  such  a  cleanly  and  smart  hotel;  at 

that  time,  Irish  hotels  were  a  discredit  to  the  country,  only  one 

or  two  exceptions  could  be  made  from  this  assertion.     The  sea  passage  was 

announced  as  "  under  six  hours."     The  steamers  "  Eleanor,"  "  Isabella,"  and 

"  Earl  Spencer,"  were  allotted  to  the  route : — 

The  times  of  sailing  gave  the  following  service : — 


p.m. 

p.m. 

London  - 

dep. 

S  10 

Belfast  - 

dep. 

4  50 

Holyhead 

arr. 

12  45 

Dundalk 

>j 

6  55 

a.m. 

Greenore 

arr. 

7  15 

»» 

dep. 

I   15 

f> 

dep. 

7  3^ 

Greenore 

arr. 

6  50 

a.m. 

» 

dep. 

7  15 

Holyhead 

arr. 

I  55 

Dundalk 

arr. 

8     0 

•» 

dep. 

»  IS 

Belfast 

II 

II     0 

London  - 

arr. 

9  5» 

Mr.  Plews,  of  Enniskillen ;  Cowan,  of  Dundalk ;  Shaw,  Ulster  Railway, 
Belfast ;  and  Roe,  of  Newry,  were  the  officers  named  as  traffic  representatives^ 
Mr.  Chambers,  from  Crewe,  was  the  local  officer  in  charge,  under  the  direction 
of  Mr.  Skipworth,  of  Dublin.  A  special  supply  of  engines  and  carriages,  on 
the  Irish  gauge,  was  sent  from  Crewe  to  stock  the  line. 

The  opening  was  inaugurated  by  a  grand  banquet,  in  the  Goods  Shed  at 
Greenore,  at  which  Lord  Spencer,  the  Lord  Lieutenant  of  Ireland,  was 
present.     200  guests  altogether  sat  down  to  the  dejeuner. 

The  advantage  of  a  fixed  hour  for  sailing,  to  and  from  Holyhead  and 
Greenore,  had  the  effect  of  causing  a  similar  plan  to  be  adopted  for  the 

Holyhead-Dublin  North  Wall  service,  and  on  ist  September, 

nxed  the  following  fixed  table  came  into  force,  instead  of  the  tidal 
^^^jJ^JlT*  departure  heretofore  followed.      Five  and   a  half  hours  sea 

passage :  Leave  Dublin  ii.o  p.m.  and  7.0  p.m.,  the  latter  due 
Euston  9.50  a.m. ;  leave  Holyhead  1.30  a.m.  and  5.0  p.m.  In  November 
these  times  were  altered,  so  as  to  leave  Dublin  at  ii.o  a.m.  and  8.0  p.m.  ; 
due  in  Euston  at  11. o  a.m.,  and  these  remained  in  force  till  January,  i874> 
when  7.30  p.m.  was  adopted  as  the  sailing  hour  from  North  Wall. 

On  Tst  September,  an  important  line,  joint  with  the  Midland  Company, 
from  Nuneaton  into  the  Leicestershire  coalfield,  was  opened,  and  joint  stations 
up  to  Hugglcscote  on  the  one  side,  and  to  Overseal  on  the  other,  were  manned, 
including  intermediate  stations  at  Shackerstone,  Market  Bosworth,  and  smaller 
villages.  The  mineral  trains  went  throughout  to  the  Midland  connecting 
lines  of  Coalville  and  Moira,  but  the  passenger  trains  were  restricted  to  the  new 
lines  themselves.    The  supervision  of  the  Joint  Line  was  given  to  Inspector 
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Manning,  who  had  been  trained  on  the  Southern  Division,  and  had  shewn 
himself  thoroughly  well  posted  in  block  working,  while  in  its  infancy. 

On  3rd  June,  the  Prince  of  Wales  paid  a  visit  to  Haigh  Hall,  near  Wigan, 
the  seat  of  Lord  Crawford  and  Balcarres,  on  the  occasion  of  opening  a  new 
Infirmary  at  Wigan.  I  had  to  accompany  his  train  throughout,  and  in  like 
manner  to  take  charge  of  it  on  his  return  from  Bolton,  which  was  made  by 
London  and  North-Westem  route  to  Wigan  on  the  5th,  and  thence  by 
Up  Scotch  express  to  London.  A  new  Town  Hall  was  opened 
by  his  Royal  Highness,  at  Bolton. 

On  26th  of  same  month,  an  Oriental  potentate  visiting  England,  had  to  be 

dealt  with.   The  Shah  of  Persia  made  a  considerable  stir  on  the  occasion  of 

his  first  visit  to  this  country,  and  as  soon  as  it  was  intimated  that  he  would  visit 

Visit  of  tbe     Liverpool  and  Crewe,  steps  were  taken  to  put  Euston  Station 

ShaiL  en  fete  for  his  reception.  Mr.  Stansby,  the  architect,  would 
Biiston¥tatioiL  not  allow  the  use  of  the  gallery,  running  round  the  hall,  for 
June,  1878.  yisitors,  unless  it  was  carefully  under-pinned  with  scaffold 
poles  and  supports.  Mr.  Wieland  was  busy  selecting  cretonnes  for  the 
saloon  carriage;  the  police  authorities  had  to  be  consulted  as  to  the 
barriers  outside  the  station;  tickets  were  granted  to  the  Directors  and 
their  friends,  giving  special  facilities  for  seeing  the  Shah  pass  into  the 
station. 

The    special  train  ran  to  Liverpool  with  only  one  stoppage,  viz.,  at 
Lichfield.      The    speed  was    by  no  means  great.    We  left 
UvaxpooL     Huston  at  9.55,  and  reached  Lime  Street   at  2.20.      Lord 
Richard  Grosvenor  and  Lord  Sefton  were  with  us. 

The  Shah  left  Liverpool  the  same  night  by  special  train  to  Crewe  and 
Trentham,  staying  there  as  the  guest  of  the  Duke  of  Sutherland.  Our 
carriages  came  back  to  Crewe  that  night,  and  early  next  morning  we 
left  Crewe  for  Trentham.  The  running  times  of  the  train  had  to  be 
altered  to  suit  the  Shah,  and  the  hours  for  visiting  Crewe  Works  had  to  be 
somewhat  curtailed. 

On  reaching  Crewe  Works,  Mr.  Webb  took  the  Shah  in  charge,  and  he 
was  conveyed  through  the  major  portion  of  the  Works  in  a  small  carriage, 

specially  fitted  up  for  his  use,  drawn  by  one  of  Mr. 
Crewe  Works.  Webb's  little  "nippers,"  on  the  very  narrow  gauge.  The 
Shah  gives  the  account  of  his  visit  in  his  published  diary. 
He  was  much  struck  by  the  "butting,"  as>  he  calls  it,  of  Rams- 
bottom's  double-headed  hammer,  upon  the  fiery  steel  ingots,  but  he  does 
not  mention  the  start  of  panic  he  experienced,  when  the  red  hot  ingot 
was  first  brought  into  contact  with  the  circular  saw,  and  the  flaming  crash 
of  sparks  burst  out  with  an  unexpected  roar  of  blazing  metallic  fury : — his 
oriental  stolidity  was  gone,  but  only  for  a  moment  or  two ;  he  seemed 
angry  with  his  followers,  for  having  shewn  them  any  sign  of  weakness. 

From  Crewe,  the  Shah's  special  train  was  run  to  Manchester,  and  here 
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the  anxiety  of  the  people  to  see  the  Shah  was  extreme.      Generally  speaking, 

on  the  North-Western  Line»  in  any  of  these  receptions,  we  can 

to  MftnobeBter  ^^P^^  a  very  satisfactory  state  of  regulations,  ensuring  a  quiet 

And  Ttentliam,  and  uninterrupted  arrival  and  departure  platform.      On  this 

to^lln^^     occasion,  something  had  gone  wrong;    the  expected  public 

pressure   had  been    under-estimated,    and    the    whole    place 

was   in  possession  of  the    crowd.       Every  carriage  and  carriage  roof  was 

crammed  with  onlookers. 

This  was  remedied  all  too  late,  but  no  confusion  ensued  on  return.  The 
Shah  stayed  again  at  Trentham,  and  next  day  returned  thence  to  Euston, 
which  was  again  decorated  for  his  reception. 

There  were  numerous  changes  in  the  staff  attached  to  my  office  this  year : — 

Mr.  Wieland  obtained  the  post  of  Secretary  to  the  North  British  Railway, 

in  succession  to  Mr.  Walker,  who  took  a  seat  on  the  Board.     As  Secretary  to 

Staff  eiiaiigei.   ^^^^  Company,  frequently  in  troubled  waters,  he  has  distin- 

nr  wieland.    6^*^^^^    himself   by    his    financial    tact ;     he    has   gradually 

Mc  H.  A.  ivatt.  advanced  from  position  to  position  on  the  line,  and  in  1902,  he 

wiiMo  ^ondau  ^®^^°^^  ^^®  Chairman  of  the  Company.     I  was  not  aware,  from 

any  conversation  with  him,  of  his  partiality  for  cremation,  but 
very  shortly  after  his  arrival  in  Edinburgh,  he  became  one  of  the 
seven  first  subscribers  in  a  company,  registered  as  the  "  Cremation 
and  Urn  Society," — his  fellow  subscribers  being  London  men,  barristers,  and 
solicitors.  Mr.  Fourdrinier,  full  of  energy,  was  appointed  successor  to  Mr. 
Wieland  in  my  office ;  and  in  dealing  with  passenger  injuries  we  had  the  careful 
advice  of  Dr.  Guyer  Hunter,  who  subsequently  became  Sir  Guyer,  and  M.P. 
for  Hackney.  He  had  succeeded  Dr.  Puzey  as  our  Medical  Officer,  and  con- 
tinueid  to  hold  office  from  1872  to  1874.  Mr.  Fourdrinier,  after  a  short  time,  was 
selected  for  advancement,  and  became  Assistant,  first  to  Mr.  James  Shaw, 
in  Liverpool  district,  and  then  occupied  a  similar  post  in  Manchester,  ultimately 
becoming  one  of  the  district  officers  on  the  Oeat  Central.  The  other 
changes  were  in  the  outdoor  assistants.  It  was  at  this  time  alwa3rs  considered 
advisable  to  have,  if  possible,  one  of  the  locomotive  cadets,  as  part  of  the 
outdoor  staff,  and  Mr.  H.  A.  Ivatt  acted  thus  for  some  months.  Mr.  Ivatt 
was  an  exceptionally  tall  man,  and  however  the  post  on  the  foot  plate  of  the 
engine  might  have  suited  him,  he  could  not  accommodate  himself  without 
much  inconvenience  in  the  guard's  van,  and  ultimately,  probably  very 
fortunately  for  himself,  he  went  back  to  the  Locomotive  department,  and  at 
Inchicore  on  the  Great  Southern  and  Western,  and  at  Doncaster  on  the  Great 
Northern,  he  has  made  his  mark.  His  diagram  sketches  and  reports  on 
accidents,  were  most  careful  and  clear,  and  I  was  sorry  to  lose  him. 
Singularly  enough,  he  was  succeeded  by  Mr.  Wilson  W^orsdell — a  brother  of 
Mr.  Worsdell — who  was  Chief  Assistant  to  Mr.  Webb,  of  Crewe.  Mr.  Wilson 
Worsdell,  like  Mr.  Ivatt,  had  his  heart  more  in  locomotive  working  than  in 
watching  traffic  development,  and  he  in  turn,  has  distinguished  himself  in  the 
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railway  world,  by  becoming,  in  succession  to  his  brother,  the  Chief 
Locomotive  Engineer  of  the  North-Eastem  Railway.  It  is  not  a  little 
curious,  that  both  these  gentlemen  should  thus  have  been  associated  with  my 
office  in  their  earlier  career. 

Mr.  L.  D.  Price,  now  District  Superintendent  at  Lancaster,  was  a  most 
painstaking  officer  under  me,  and  Charles  Tait,  with  Eddy  and  Henry 
Goulbom,  were  all  active  at  this  time  in  developing  the  Block  regulations  ; 
having  to  instruct  the  inspectors,  and  through  them  the  signalmen  generally, 
in  the  new  "Be  Ready,"  "Preliminary,"  or  "Warning"  Signals — a  great 
improvement  in  the  general  code — ^which,  after  long  discussion  with 
Mr.  Cawkwell,  had  been  adopted.  A  "  Be  Ready  "  signal  for  such  and  such 
a  class  of  train  in  response  to  the  "  Call  of  Attention,"  being  given,  and 
accepted,  prior  to  any  train  being  allowed  to  enter  a  section. 

On  ist  August,  a  very  serious  accident  occurred  to  the  8.0  p.m.,  so 
called  "  Tourist "  train,  out  of  Euston,  running  through  Wigan  at  great  speed. 

The  two  engines  and  the  first  fifteen  carriages  of  the  twenty- 
five  which  constituted  the  train,  passed  through  in  safety,  but 


at  Wlgan.      from  some  cause,  the  sixteenth  carriage  from  the  front,  in  which 
«§.i  MW.    La^y  Florence   Leveson  Gower  was  riding,  broke  away,  and 
turning  to  the  left,   took  with  it  the  whole  of  the  rest  of  the  train;   the 
last  eight  vehicles  became  a  total  wreck,  with  a  terrible  loss  of  life. 

The  first  part  (fifteen  vehicles)  was  entirely  untouched  ;  its  night 
passengers  slept  soundly,  among  them  Mr.  Houghton,  the  Secretary,  who  knew 
nothing  of  the  cause  of  the  detention  beyond  Wigan  Station,  nor  had  he  any 
idea  of  the  disaster,  till  reading  his  newspaper  next  day  at  Newcastleton. 

An  early  journey  took  me  to  Wigan,  in  the  forenoon,  where  the  debris 
was  still  in  coiu"se  of  being  cleared  away.  There  was  no  room  for  blaming 
the  Company  for  not  providing  interlocking,  the  junction  box  was  complete 
in  that  respect;  the  mystery  of  the  accident  was  difficult  to  solve.  There 
was  a  facing-point  leading  to  the  loop  platform  line,  which  might  have  been 
responsible  for  the  trouble  had  it  been  moved.  The  signalman  declared 
he  had  not  touched  it;  further,  he  had  not  put  back  his  leading  signal 
to  "Danger,"  and  evidence  was  forthcoming  to  shew  that  at  the  time  of 
the  crash,  the  signal  was  still  "down,"  shewing  a  green  light.  The  tongue 
of  the  facing-point  was  perfectly  clear  of  any  mark  of  a  blow;  if  pulled 
over,  it  must  have  been  done  in  tlie  fraction  of  a  second,  between  the 
passing  of  the  rear  wheels  of  one  vehicle,  and  the  leading  wheels  of  the 
next.  The  experiment  was  too  serious  to  be  tested.  Innumerable  calcu- 
lations were  made.  Mr.  Worthington,  the  Engineer,  took  one  view; 
Captain  Tyler,  another;  Mr.  George  Edwards,  the  Signal  Superintendent, 
differed.  There  was  a  long  enquiry  and  inquest.  Mr.  Cawkwell  and 
Mr.  Findlay  both  gave  evidence,  so  did  Mr.  Bore  and  Mr.  B.  Connor, 
Messrs.  Webb,  Whale,  and  Rigg,  and  Mr.  J.  Shaw;  and,  as  experts  from 
other  lines,  Mr.  Loveday,  of  the  Midland;  and  Mr.  Piggot,  of  the   Great 
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Northern.  For  the  first  time  the  Board  of  Trade  sent  an  "assessor"  to 
accompany  their  inspector;  this  gentleman  soon  proved  that  he  was  out 
of  his  depth,  and  annoyed,  rather  than  assisted,  Captain  Tyler,  by  pressing 
impracticable  questions  as  to  "these  facial  points." 

In  the  result,  though  the  opponents  of  mechanical  security  made  a  great 

point  of  this  instance  of  assumed  failure,  it  was   decided  to  adopt  at  all 

_.         .  .    important  junctions,  where  trains  passed  at  speed,  the  additional 

locks  security  of  the  "  facing-point  lock."  It  has  been  the  fate  of  the 
Introduced  London  and  North-Westem  on  many  occasions,  through  some 
serious  mishap  or  other,  thus  to  have  become  the  pioneer  of  such  advances. 
Several  other  public  enquiries  were  held  by  order  of  the  Board  of  Trade, 
about  this  time,  consequent  on  accidents  on  the  Great  Northern  and  the  North- 
Eastem  ;  and  towards  the  close  of  the  year  1873,  the  Hon.  C.  P.  Fortescue, 
President  of  the  Board  of  Trade,  addressed  a  formal  letter  to  the  Chairmen 
of  the  various  railway  companies,  pressing  upon  them  the  need  for  insuring 
safety  for  travellers,  deprecating  excessive  speeds,  and  generally  administering 
good  advice. 

Among  the  replies  sent  in  by  the  various  Chairmen,  none  went  into  more 
detail  than  Mr.  Moon,  shewing  what  the  Company  had  done  in  safety 
appliances,  in  doubling  various  portions  of  the  line  and  in  station  extensions, 
and  he  repeated  his  favourite  assertion  that  "high  speeds  are  a  positive 
disadvantage  to  the  Companies."  Unfortunately  for  the  London  and  North- 
Westem  Company,  it  had  recently  occupied  an  unfavourable  position  in 
respect  to  accidents  in  the  Annual  Accident  Reports.  In  1870  it  stood  head 
of  the  list,  with  34  investigated,  and  in  187 1  the  North-Eastem  stood  first, 
with  22,  while  the  London  and  North-Western  and  Lancashire  and  Yorkshire 
each  had  21  to  their  discredit  In  1872  the  North-Eastem  topped  the  list 
with  36,  the  London  and  North-Westem  followed  with  35,  and  the  Lancashire 
and  Yorkshire  31. 

The  Autumn  Manoeuvres  took  place  this  year  at  Rugeley,  and  caused  us 

some  considerable  military  service  in  the  bringing  of  troops  and  supplies. 

Antnxnn       Etching  Hill,  at  which  General   Lyson's   headquarters    were 

BtonoBuviea,    situate,  an  old  British  fort,  on  an  elevated  hill  on  the  outskirt 

K1IfOl03^« 

187S.  of   Cannock  Chase,  is  plainly  visible  from   the  line.      The 

military  gathering  at  this  portion  of  the  Midlands  recalled  the  question  of  the 
suggested  Central  Arsenal  for  England,  for  which  Cannock  Chase  had  been 
selected.  The  barracks  at  Whittington  Heath,  near  Lichfield,  are  the  only 
tangible  survival  of  the  scheme. 

So  far  as  Clearing  House  records  go,  the  new  members,  in  1873,  were 
Mr.  Cockbum,  representing  the  South-Eastem ;  Mr.  Verrinder  attended  on 

behalf  of  Mr.  W.    M.  Williams,  and  in  the  subsequent  year 

•nparintendontfl  ^^^^^^^^^     him    as     Sup>erintendent     of   the    London    and 

—  South-Western  ;  Mr.  H.  A.  Denne  was  appointed  for  the  District 

*^  jg^^^  Railway;   Mr.   DifTord  for  the  Somerset  and  Dorset  {vice  Mr. 

R.  A.  Read) ;  Mr.  Rowe,  of  the  Aylesbury  and  Buckingham, 


StAILWAY  REMINISCENCES.  197 

was  appointed  also  for  the  Princes  Risborough  and  Watlington  Line ;  Mr.  J.  B. 
Burke,  and  subsequently  Mr.  J.  F.  Burke,  became  the  representative  of  the 
East  and  West  Junction  Company ;  Mr.  F.  Broughton  added  the  Neath  and 
Brecon  Line  to  his  others,  vice  Caulfield. 

Several  of  the  old  standing  subjects  cropped  up  this  year  before  the 

Superintendents.     The  attempt  to  reduce  the  number  of  through  booked 

parcels,  by  restricting   the    through  entering  stations,   proved  a  complete 

Q^^^^^l^jjj^      failure ;   it  would  have  restricted  instead  of  adding  facilities 

dMit  with  \tf  for  business.     Mr.  Dawson,  of  the  Clearing  House,  reported 

?^|^^      on  the  extent  of  the  traffic,  and  at  his  suggestion  a  simplifi- 

c<mf«z«iicea,    cation  in  settlements  between   the  companies  was  adopted, 

^^^         and  the  costly  division  calculations — totalling  up  to  36,000 

settlements  per  month — ^were  dispensed  with. 

The  late  issue  of  time  tables — under  minute  of  23rd  January,  1867 — ^was 
again  revived,  and  nine  clear  dajrs  were  agreed  to  as  the  latest  period  at  which 
notices  of  train  alterations  could  be  accepted,  before  the  end  of  each  month — 
anxiety  to  avoid  being  outwitted  by  competing  routes  had  very  much  to  do 
with  the  gradual  neglect  of  this  re-enacted  reguktion. 

Mr.  Ward,  Superintendent  of  the  Caledonian  Line,  who  was  alwajrs 
anxious  to  obtain  for  Scotch  and  English  through  traffic  the  advantages  oi 
English  concessions,  was  instrumental  in  getting  the  period  of  return  tickets 
to  and  from  the  north,  extended  thus : — 

401-500  miles six  days 

5oi'>6oo    „-----    seven  days 
601  miles  and  upwards       ...    eight  days 

The  provincial  newspaper  proprietors  obtained  additional  concessions,  to 
enable  them  to  carry  their  circulation  further  afield,  and  in  the  subsequent 
year,  Mr.  Ward  had  nearly  a  similar  scale  adopted  for  newspapers, 
Scotland  to  England. 

Mr.  Lockhart,  of  the  North  Stafford  Railway,  was  elected  Chairman  for 
the  year  1874. 

1874.     On  I  St  January,  the  Provident  Society,  for  men  on  London  and 

North-Western   staff,  was  added  to   the   Insurance  Society.     This  was  an 

^    ^     ^-        arrangement    to    provide    sick    pay    for  men   laid  aside   by 

W6tt«m       illness,  other  than  accident  on  duty,  and  to  afford  a  retiring 

'rovW^at      gratuity  to  those  who  left  after  a  lengthened  period  of  service. 

irt  January,  1874.^^®  Company,  of  course,  were  contributors  to  the  funds,  and 

the  management  was  similar  to  that  reported  in  the  case  of 
the  Insurance  Society. 

The  Midland  Company,  who  on  2nd  March,  1874,  as  part  owners  of 
the   "Cheshire  Lines,"  opened  their  Central  Station  in  Liverpool,  made 
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Pniman  Can  *  further  bid  for  the  American  traffic  by  adopting  Puhnan 
introdnoed  iqr  cars,  specially  imported  from  America,  in  their  Liverpool 
**^^*"*^'®'  and  main  line  trains.  All  sorts  of  evil  concerning  them 
were  prophesied  by  some  of  our  anti-bogie  people — "only  wait  till  they 
are  in  an  accident,  and  you  will  see  a  pile ;  "  but  the  result  falsified  the 
prediction,  as  in  one  or  two  serious  accidents  on  the  Midland,  the  firm- 
ness and  stability  of  the  Pulmans  were  most  marked. 

Mr.  Allport's  visit  to  the  States  led  to  his  expectation  of  considerable 
advantage  for  the  Midland  Company  from  the  American  traffic,  and  we  shortly 
had  some  sharp  experience  of  the  attempts  to  capture  the  business  at 
Liverpool. 

In  February,  Mr.  Cawkwell  resigned  the  active  management  of  the  line, 
having  been   elected  a   Director.      A  change  in  the  titles  of  officers  was 

adopted :  Mr.  Findlay  was  appointed  Chief  Traffic  Manager ; 
Railgiiatlon  of  Mr.  Kay,  removed  from  Manchester,  became  Chief  Goods 
mr.  <*w»w«.  j^^g^  .    ^^  ^^^^^  Chief  Passenger  Superintendent ;  next 


r.  a  Findlay  year  this  title  of  mine  was  in  May,  1875,  altered  to  Superin- 

appointed     tendent  of  the  Line.     Mr.  Cawkwell  still  retained  an  office  at 
Cmef 

Trafflo  Manager.  Euston,  and  among  the  subjects  he  kept  in  his  own  hands,  were 

the  plans  for  signalling  and  alteration  of  signals  at  the  stations  ; 
the  revising  and  settling  these  plans  brought  me  very  closely  in  contact 
with  him  throughout  my  Euston  history. 

His  former  Chief  Clerk,  J.  Entwistle,  had  been  appointed  Assistant  to 
Mr.  Bruyeres,  in  the  Southern  District,  but  in  September  of  this  year,  arrange- 
ments were  made  for  Mr.  Bruyeres,  who  had  served  the  Company  for  the  long 
period  of  34  years,  to  retire ;  and  the  Directors,  attracted  by  the  charm  of 
military  discipline,  selected  General  Luther  Vaughan  (now  Sir  Luther)  to 
succeed  him.  It  was  a  difficult  task  for  a  man  of  his  years  *to  undertake  ;  and 
though  he  struggled  manfully  to  grasp  the  work,  and  frequently  expressed  his 
sense  of  the  help  he  had  from  me  and  from  those  around  him,  yet  he  was  him- 
self conscious  that  it  was  an  undertaking  too  onerous  for  successful  efficiency. 

Among  the  subordinate  changes  in  the  year,  Mr.  Fred.  Harrison  became 
assistant  to   Mr.   Binger,   at   Chester,   Mr.    Fourdrinier  taking  his  place  at 

Liverpool ;  Mr.  Linaker  was  added  to  my  staff.      The  removal 

"2*^^      of  Mr.    Kay  to  Euston     made    numerous    changes    in    the 

Goods  Department ;    Mr.   W.    J.   Nichols  was  appointed   to 

Birmingham ;    Mr.    J.   Thurstan  to    Wolverhampton ;    Mr.    E.    Braide  to 

Warrington ;   Mr.  E.  Farr  to  Manchester  and  the  North-  Eastern  district. 

In  Ireland,  while  Mr.  Skipworth  retained  Dublin  as  his  headquarters, 
Mr.  John  Roberts  was  appointed  to  look  after  Newry  and  Greenore,  and 
Mr.  W.   D.  Parsons,   Belfast. 

Mr.  Herbert  Page  succeeded  Dr.  Hunter,  early  in  the  year,  as  Chief 
Medical  Adviser  to  the  Company,  and  was  highly  appreciated  in  that  capacity. 
He  was  always  clear  and  definite  in  his  views  in  discussing  medical  cases 
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before  the  Committees ;   there  was  an  entire  absence  of  ambiguity,  and 
implicit  reliance  could  be  placed  on  his  judgment 

The  death  of  Mr.  Edward  Tootal,  in  the  autumn,  removed  from  the 
Board  one  of  its  oldest  and  best  known  members. 

A  serious  accident  took  place  on  20th  February,  to  the  Limited  Mail,  a 

little  south  of  Euxton  Junction,  partly  by  a  mistake  on  the  part  of  a  signal- 

^  ^^    x^       roan   in   working    the    block    instruments,    which   had   been 

Limited  Mail    mtroduced  three  weeks  previously,  and  partly  from  the  distant 

at  Euton.      signal,  which  ought  to  have  been  sighted  by  the  driver,  being 

PnUio  Enquiry,  placed  at  such  an  elevation  that  in  the  fog  it  was  not  discernible. 

0.  H.  Kaaon'i    '^^^  accident  entailed  a  public  enquiry  at  Wigan,  conducted 

flnrt  by  Colonel  Hutchinson.      Our  solicitor,  Mr.  R.  F.  Roberts, 

^  ^^    was  present,  and  he  had  on  the  occasion  as  his  lieutenant 

Mr.  Charles  H.  Mason,  who  made  his  first  official  appearance,  so  far  as  my 

diaries  shew,  at  this  enquiry. 

On  2nd  November,  the  Prince  and  Princess  of  Wales  travelled  from 
London  to  Hampton  by  3.0  p.m.  train,  on  a  visit  to  Lord  and  Lady  Aylesford, 

at  Packington  Hall.     The  Duke  of  Sutherland,  Mr.   Moon, 

Railway       ^^    Bickersteth,   and    Mr.   Crosfield  were  in  attendance  at 
JonmeyB. 
BovaiPkmii     ^uston.      Mr.  Findlay  and  I  accompanied  the  train.       Next 

day  the  Czarewitch  went  down  to  Hampton ;  and  on  the 
7th,  the  Prince  and  Princess,  having  made  visits  to  both  Birmingham  and 
Coventry,  left  the  latter  place  by  special  train  for  Wolferton,  Sandringham, 
His  Royal  Highnesses  new  Norfolk  residence.  The  Czarewitch  was  in  the 
train,  and  met  and  greeted  their  Royal  Highnesses  when  they  reached  the 
station,  at  the  close  of  their  Royal  progress  through  Godiva's  dty.  Colonel 
Byng  was  the  officer  in  attendance,  and  at  the  station  the  Prince  recognised 
Adjutant  Edwards,  who  had  been  His  Royal  Highnesses  military  instructor  in 
his  youth.  The  train  travelled  via  Blisworth  to  Peterboro',  where  Mr. 
Mumford  and  I  handed  it  over  to  Mr.  Swarbrick,  of  the  Great  Eastern  Line. 

A  month  previously  it  had  fallen  to  my  lot  to  take  charge  of  the  Duke 
of  Edinburgh's  special  train,  from  London  to  Liverpool  and  back ;  Captain 
Haig  being  the  officer  in  attendance  on  His  Royal  Highness. 

There  were  but  few  changes  in  the  main  line  service  during  the  year ; 
the  principal  advance  was  the  extension  of  the  lo.o  a.m.  express  from 
London  to  Perth,  due  9.52,  and  Dundee  10.55;  the  train  to  those  desti- 
nations had  heretofore  been  the  10.10  from  London,  with  midnight  arrivals 
at  Perth. 

The  Harborne  Line,  from  Monument  Lane  to  Harbome,  was  opeiied  for 
traffic  in  September. 

The  passenger  station  in  Great  Moor  Street,  Bolton,  was  opened  for 
traffic  in  October,  in  substitution  for  the  old  erection,  which  had  done  duty 
since  the  early  existence  of  the  line.  At  the  time  of  opening  the  new 
terminus,   the   Little   Hulton  Branch  was  in  progress,   and  on    xst  April, 
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subsequent,  was  opened  throughout,  giving  via  Plodder  Lane,  a  new  route 
between  Bolton  and  Manchester. 

The  adoption  of  third  class  bookings  by  all  trains  had  had  an  unsettling 

effect  on  the  arrangements  for  remission  of  duty,  as  a  very  large  number  of 

Q^  .     the  trains  on  which  a  claim  was  made,  failed  to  comply  with 

Duty  on       the   conditions    of    the    old    Parliamentary   trains.      Several 

'*'*ipSn^**'^  meetings  took    place,    with    varying   suggestions,    but    amid 

the  debates,  an  intimation  arrived  from  the  Midland  Company 
that  they  proposed  to  abandon  second  class  altogether,  and  to  run  only  first 
and  third  by  their  trains. 

Ultimately  it  was  decided  to  add  the  5  per  cent,  passenger  tax  to  the  third 
class  fares  that  were  challenged,  and  the  following  elaborate  notice  appeared 
in  the  Time  Book,  commencing  ist  November : — 

"  In  consequence  of  the  intimation  received  from  the  Board  of  Inland  Revenue,  that 
they  will  no  longer  sanction  a  remission  of  duty  on  tickets  at '  Parliamentary '  &res,  issued 
by  any  other  trains  on  week-days,  than  those  calling  at  all  intermediate  stations  on  the 
journey,  it  Yoa  been  necessary  to  adopt  special  fares  and  separate  tickets  for  third  class 
passengers  by  those  trains  which  do  not  conform  to  the  requirements  of  the  Board  of  Inland 
Revenue. 

**  These  third  class  fares,  which  will  be  the  former  Parliamentary  &res,  with  five  per  cent. 
Government  duty  added,  are  now  in  operation. 

"  Parliamentary  tickets  are  issued  at  those  stations  opposite  to  which  a  thick  line  is  marked, 
on  the  right-hand  side  of  the  columns  in  the  several  time  tables,  and  will  be  available 
between  those  points  where  no  break  in  the  thick  line  occurs." 

This  arrangement  of  restricted  Parliamentary  bookings,  and  distinguishing 
black  lines  appearing  at  scattered  intervals  through  the  time  tables,  continued 
in  operation  till  January,  1884. 

The  time  tables  for  1874  contained  in  their  pages,  for  the  first 
time,  divisional  maps  of  the  lines — North  Wales,  South  Wales,  the  Lancaster 

and  Carlisle — (those  of  Scotland  and  Ireland  had  appeared 


?^^Ta      previously); — also  the  Bye-Laws  (new),  dated  4th  November, 

TlmeBooki.     1874,  signed  by  Stephen  Reay;    the  Steamboat   Bye-Laws, 

dated    30th   May,    1867,    also    signed   by    him;     and     they 

reproduced  a  "Bye-Law  as   to  Sidings,"  obtained    14th   December,  1865, 

signed  Chas.  £.  Stewart,  on  which,  at  the  time,  great  store  was  set,   as  it 

required  that — 

**f.very  private  railway  or  siding  joining  the  Company's  main  line,  by  means  of 
switches,  points,  or  moveable  rails,  should  be  furnished  with  signals ;  that  the  switch-points 
shall  be  kept  locked  when  not  in  use ;  that  the  private  railway  or  siding  shall  be  furnished 
with  a  stop-bar  across  the  same,  to  be  locked  down  when  wagons  or  other  carriages  shall 
have  passed  in  or  out  of  the  said  railway  or  siding." 

The  wording  of  that  Bye-Law  had  reference  to  systems  of  working 
fa.st  becoming  obsolete,  as  the  discussion  at  the  Clearing  House  Superin- 
tendents' Conference,  January,  1874,  will  shew.  In  order  to  avoid  hand 
signals  given  at  night  intended  for  drivers  on  main  line  being  taken  by 
drivers  on  sidings,  I  had  proposed  that  White  lights  should  be  used  for  shunt- 
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ing  signals,  for  directing  trains  on  main  lines ;  and  Green  for  shunting  on 
sidings.     The  subject  was  fully  debated,  but  the  decision  given  was — 

"  That,  as  the  use  of  safety  points,  interlocked  with  signals,  preventing  egress  to  main 
line  from  sidings,  without  permission  from  the  signalman,  Mras  being  so  generally  extended, 
it  was  unnecessary  to  adopt  distinctive  hand-lights." 

The  increase  in  signals,  especially  of  Red  lights  at  sidings,  being 
calculated    to  confuse    drivers,   led    to    the    London    and    North-Westem 

Company  adopting  a  Purple  light  for  sidings,  and  ultimately 

lidiiif  ttgnals.  for  platform  bays,  but  the  opinion  of  the  superintendents,  when 

Piirpl«       the  Purple  light  was  submitted  at  same  meeting,  24th  January, 

Uflitt  adopted,  jgy^^  y^2LS  imfavourable  to  the  adoption  of  Purple  as  a  stop  or 

danger  signal. 
The  reports    of  accidents    shewed   a  very  large    percentage    in    the 
vicinity  of  stations;    the   system   of  telegraph    block   working   had,   to  a 

considerable  extent,  reduced  the  class  of  "  End  on  "  collisions, 

^^S!^^^    arising  from  trains  overtaking  trains  in  transit ;  yet  at  stations, 

"Baetton  olaar  a^d  approaching   stations,    collisions  still  occurred ;    and   in 

intt  station    March    of   this    year,  after  numerous  conferences  with   the 

Uookod."      locomotive  authorities,  Mr.  Rigg,  Mr.  Whale,  and  Mr.  Mumford, 

the  Manager  authorised  the  issue  of  a  circular  to  the  signalmen 

at  principal  stations  and  junctions  introducing  a  new  code,  which  it  was 

hoped  would  avoid  delay  to  trains  waiting  ^'line  clear"  under  the  strict 

block  rules  without  impairing  the  safety  afforded  by  such  rules. 

The  circular  laid  down  the  instruction  that  in  cases  where  any  train  had 
arrived  at  a  station,  and  was  standing  under  cover  of  the  rear  signals,  the 
signalman  at  such  place  on  receiving  the  warning  "  Be  Ready  "  for  another 
approaching  train  from  the  signalman  at  the  outer  section,  must  not  telegraph 
back  "Line  Clear"  but  give  a  new  special  code,  • — • — • — •  beats — 
• — • — •— -•  beats  (called  4  pause  4),  to  intimate  that  the  station  was 
blocked,  but  the  intermediate  running  space  was  clear.  On  receipt  of  this 
special  code  (4  pause  4)  it  became  the  duty  of  the  signalman  at  the  outer 
section  to  stop  the  approaching  train  and  verbally  ** caution"  the  driver 
as  to  the  state  of  things  ahead  —  allowing  him,  after  being  cautioned,  to 
proceed. 

This  was  the  origin  of  the  signal  known  subsequently  as  "  Section  clear 
but  station  or  junction  blocked."  In  some  subsequent  enquiries,  v/here 
this  system  came  under  review,  "caution  tickets,"  to  be  handed  to  the 
driver,  were  recommended.  The  Great  Western  Company  adopted  them* 
but  the  North-Westem  did  not. 

The  rules  for  "station  yard  working"  were  the  outcome  of  the  circular, 
as  it  was  not  found  possible,  in  our  then  state  of  knowledge,  to  extend  the 

absolute  block  to  the  sections  in  large  stations.     For   years 
StiUloaTard    ^j^jg     ^  ^  source  of  trouble  —  collisions  in   station    limits — 

as  trams  must,  at  some   pomts,  be  united;  and  even  up  to 
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the  present  day  necessity  exists  at  such  places  for  special  exemptions  from 
absolute  block. 

One  of  our  directors,  Mr.  O.  L.  Stephen,  had  tak^n  much  interest  in 
the  question  of  Parcel  Traffic,  and  was  always  pressing  that  action  should 

be   taken   to  retain  this  traffic  to   the  companies'  revenue, 

First  Bcheme    rather  than  Packed  Parcel  Agencies  should  obtain  it     At  his 

PaimilaiMiB.    ^^^^  ^i^  ^f*  Cawkwell's  concurrence,  I  drew  out  a  tenta- 

8iiiau1paTc«i   *^^®  scheme  for  labels  for  conveyance  of  parcels,  irrespective 

Tnflla       of  distance,  from  ilb.  up  to  3lbs.,  and  this  was  submitted  to 

a  sub-committee ;    the  proposition  being,  that  the  whole  of 

the  railway  companies  in  Great  Britain  should  unite  in  using  one  universal 

label,  to  be  sold  by  all,  to  be  honoured  by  all;    the  receipts  from   the 

sales  to  be  pooled  and  subsequently  divided. 

This  label  was  to  be  called  the  Railway  Clearing  House  Parcel  label 
The  value  to  be  4d. ;    the  labels  to  be  sold  in  sheets  of  60 ;   to  be 
issued  by  the   Railway  Clearing   House  to   the  various  railways,  with  a 
discoimt  of  two  per  cent,  to  the  purchasers  in  quantity. 

A  single  label,  4d.,  to  convey  zlb.  parcel  anywhere  on  the  Associated 
Railways. 

Two  labels,  8d.,  „        2lb.  parcel  „  „  „ 

Three  labels,  is.,  „        31b.  parcel  „  „  „ 

The  label  to  state  on  its  face,  that  it  is  used  on  the  understanding 
that  the  railway  companies  liability  for  loss,  damage,  or  delay,  is  not  to 
exceed  the  sum  of  20s. 

Booking  fees  not  to  be  charged  for  these  labelled  parcels. 

It  will  be  noticed,  that  this  scheme  anticipated  in  many  respects,  the 
advantages  of  the  system,  which  many  years  afterwards,  the  post  office — 
and  the  railways  combined  —  put  in  force.  The  former  scheme  retained 
the  whole  receipts  in  the  hands  of  the  railway  companies ;  the  latter 
scheme  dividing  the  proceeds,  so  as  to  leave  a  large  percentage  in  the 
hands  of  the  Post  Office. 

The  Sub-Committee,  which  consisted  of  the  Superintendents  and 
Accountants  of  the  leading  companies,  could  not  be  induced  to  take  a 
sufficiently  broad  view  of  the  matter,  and  reported,  "  that  whilst  the  advantages 
to  be  derived  from  the  use  of  parcels  labels  were  conceded,  difficulties 
were  pointed  out  which  would  require  to  be  overcome,  in  regard  to  the 
division  of  the  receipts,  etc.,  and  which  would  render  the  universal  application 
of  the  system  suggested  impracticable." 

The  scheme  accordingly  fell  through,  and  the  opportunity  was  lost. 
The  Post  Office,  at  a  subsequent  date,  stepping  in,  and  putting  in  force 
the  general  scale  for  small  parcels,  which  has  penetrated  through  their  agency 
-r-with  railway  co-operation  and  partnership — to  the  remotest  parts  of  the 
United  Kingdom. 
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This  want  of  breadth  of  view,  I  fear,  is  to  be  laid  to  the  charge  of 
the  Superintendents,  on  other  questions  than  that  of  the  parcel  rates. 
Thus  the  Superintendent  of  the  North  London  Company,  took  the  trouble 
to  tabulate  the  various  codes  of  telegraph  "  beats "  or  "  ticks,"  in  force 
on  the  English  lines,  in  the  hope  that  some  steps  might  be  taken  towards 
uniformity,  but  unfortunately,  he  was  not  successful,  and  the  minute 
records  that  the  Committee  considered  it  impracticable  to  adopt  a 
universal  code. 

The  subject  was  not  allowed  to  rest  thus,  as  the  signalling  at  junctions 
with  other  lines,  was  a  matter  of  daily  and  hourly  importance,  and  the 
following  regulation,  as  mentioned  on  page  137,  was  laid  down : — 

"That  where  running  powers  are   exercised,  the  running  company 

TaTyliic        shall  adopt  at  their  Telegraph  Signal  Box  nearest  the  junction  of  the  line 

GodM  ^        over  which  they  run  (in  respect  of  the  signalling  up  to  the  junction  of  that 

Wjpi^mwy       line),  the  telegraph  code  and  system,  in  use  by  the  company  orer  whose 

line  their  running  powers  are  exercised." 

A  serious  accident  at  Canonbury  Junction  in  1883,  formed  a  striking 
commentary  on  the  importance  of  this  question,  which  the  North  London 
representative  raised  at  this  time! 

The  level  intersection  of  the  Dundalk  new  line  from  Greenore,  and  the 

Great  Northern  Line,  close  to  Dundalk  Station,  had  its  record  of  accident 

RaliwavB      ^^^^  shortly  after  the  opening  of  the  line ;  the  6.0  p.m.  from 

oroMiiig  each   Greenore,  coming  into  collision  with  the  5.0  p.m.  express  from 

JJ^^L^^?    Dublin  to  Belfast ;  one  passenger  was  killed,  26  and  two  guards 

injured.      The  level  crossing  was  condemned,  and  of  course 

Block  working  recommended.     The  question  of  signalling,  and  observance 

of  signals,  between  ourselves,  the  Dundalk  and  Enniskillen,  and  the  Dublin 

and    Belfast    Companies,    was    remitted   as   a   triangular    question    to    the 

arbitration  of  Mr.  Ilbery,  who  conducted  the  enquiry  at  the  Four   Courts, 

Dublin.     Mr.  Parsons,  who  had  been  removed  from  Belfast  to  take  charge  of 

the  Newry  district,  Mr.  Chambers,  of  Greenore,  with  Mr.  Edwards  and  Mr. 

Skipworth,  were  our  witnesses.      It  was  pleasant  to  come  across  old  friends 

as  Mr.  J.  E.  Ward,  Midland  Great  Western,  Mr.  E.  B.  Ivatts  of  the  same 

company,  and  Mr.  Culverwell,  of  the  Dublin  and  Drogheda. 

The  officers  whose  names  appear  on  the  Superintendents'  records 
this  (1874)  year,  are  : — For  the  Crystal  Palace,  Mr.  Wilkinson  and  Mr. 
Flood  Page ;  Mr.  J.  B.  Cooper  acts  for  the  Stafford  and  Uttoxeter  Railway  ; 
Mr.  Maddock  appears  for  Mr.  Blackmore ;  Mr.  Pendleton  for  Mr.  Cockshott. 

Mr.  Henry  Cook,  of  the  Furness  Company,  was  elected  Chairman  for  the 
year  1875. 

At  the  close  of  1874 — ^by  instructions  of  the  General  Managers — 
a  special  committee  of  the  Superintendents  was  appointed,  with  instructions 
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to  draw  up  rules  and  regulations  for  the  guidance  of  officers 

avpc^it^rto    ^^^    °^^"    °^   ^^^    railway  service,    which  shall  be  generally 

firame        applicable  to  the  working  of  all  railways.      The   Committee 

standard  BqIm  consisted     of    Messrs.      Blackmore,      Bradley,      Christison, 

Regulations.    Cockshott,  Harris,  Needham,  Neele,  Robertson  (Great  Eastern), 

Tyrrell,  and  Ward.      In  1875,  Mr.  Maddock  came  on  the 

Committee,  vice  Blackmore. 

The  Midland  Company's  abolition  of  second  class,  and  modification  in 
first  class  fares,  led  to  a  general  adjustment  of  the  first  and  second  class 

Second  olaM  ^^^^^ '  though  wherever  unsettlement  could  be  avoided  the 
Faree  old  figures  remained  in  force.  On  the  East  side  of  our  line — 
adjusted.  where  the  Great  Northern  action,  following  the  Midland, 
afiected  us,  commencing  with  St.  Alban's  and  Bedford,  and  including 
Liverpool,  Manchester  and  Carlisle — the  change  was  carried  out  on 
I  St  January,  1875.  The  Great  Western  were  more  slow  in  their  action,  and 
held  their  hands  and  ours  back,  until  ist  March,  when  Oxford,  Banbury, 
Leamington,  Birmingham,  Wolverhampton,  Shrewsbury,  Chester,  Birkenhead, 
and  South  Wales  fell  into  the  altered  scale. 

In  addition  to  the  change  in  fares,   return  tickets  were  agreed  to  be 
limited ;  50  miles,  seven  days ;  above  50  miles,  one  month. 

1875.     On  the  ist  January,  the  North-Westem  Company  commenced 
to  run  their  own  trains  throughout,  from  Shrewsbury  via  Hereford  to  Mill 

Street  Station,  Newport,   over  the   Monmouthshire  Railway; 

K^^ertern  ^^^^®  trains  each  way,  daily.      Passengers  booked  through  to 

Ttaini  ran    destinations  on  the  Great  Western  Line  beyond  Newport,  had 

thronghto     ^q  change  stations  at  Mill  Street,  and  resume  their  journey  by 

the  Broad  Gauge  from  High  Street  Station,  Newport. 

On  the  ist  March,  in  this  year,  sleeping  saloons  were  commenced  to  run 
between   Euston  and  Holyhead,  by  the  Irish  Mail  trains,  at  an  extra  fare 

of  5/- ;  seats  to  be  obtained  on  application  to  Rich,  Euston  ; 

g2^J       or  Massingberd,  Holyhead.     The  provision  of  this  night  facility 

London        niade,  I  fancy,  a  considerable  inroad  into  the  little  perquisites  that 

mndEoiyiiead  had  been  the  recognised,  but  illegitimate,  earnings  of  the  mail 

*?9?"*^*2S_  guards,  for  the  provision  of  the  "  two-sticks,"  which  it  had  been 

their  custom  to  furnish  to  likely  patrons :  by  means  of  these 

sticks    and  a  spare  cushion,  the  space  in  the  compartment  was  comfortably 

bridged  over,  and    a  long    sofa-shaped    seat    established;     indeed,    these 

" t¥rin-sticks "    were    quite     a    portion    of    the    officer's    travelling    stock; 

the    messenger  at    Euston,     Henry    Wellings,    being  an  expert    in    their 

construction. 

Similar  night  saloons  between   Liverpool  and    London,    commenced 
numing  on  ist  of  the  following  month;   and  in  July,  in  order  to  attract 
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American  travellers,  "  day  saloons  "  were  run  between  the  same 
?J^^       points,  by  the  mid-day  train  in  each  direction. 

London  and  ^  important  alteration  was  made  this  year  in  the  running  of 

Liverpool,  the  morning  train,  conveying  the  daily  papers  out  of  London. 

^**  ^Sd  ^^^  ^^  ^^  ^^^*  Euston  for  many  years  at  6.15  a.m.    Mr.  McDonald, 

Day  Saloons,  the    Manager    of   the    Times,  negotiated    with    the    North- 

ut  July,  1876.  Western  Company  for  a  special  train,  solely  in  the  interest  of 

Momiiiff  ^^^^  P^P^r>  ^o  leave  about  an  hour  earlier,  and  by  this  means  it 

Hewipaper  ^'^s  hoped  they  could  secure  the  monopoly  of  sale,  by  their 

Train  ftom     earlier  distribution  in  the  provinces.        By   some  means  the 

London.  /> 

scheme   became   known   to  the  Press.       The  proprietors  of 

the  Standard^  in  particular,  were  combative  and  indignant,  and  brought  pressure 

to  bear  on  Mr.  W.  H.  Smith  on  the  subject.    As  the  result,  the   newspaper 

trains  by  all  the  Northern  Companies  left  much  earlier ;  in  April,  5.25  a.m. 

was  adopted;   in  May,  5.20  a.m.;  and  in  August,  5.15  a.m.  ;  the  London 

papers  reaching  Manchester  at  lo.o  a.m.,  as  against  their  previous  arrival  at 

11.45  2i.m.     The  departure   at   3.45  a.m.  from  Marylebone,  Great  Central 

Railway,  in  the  interests  of  the   Daily  Mail,  a  spurt  made  in  1900,  takes 

my  recollection  back  to  the  scheme  we  elaborated  with  so  much  pains  for 

the  Times ^  in  1875. 

In  May,  a  through  service  of  North-Westem    trains   (superseding   the 
Euston  and  Crystal  Palace  train  working),  was  adopted  between  Willesden 

Junction  and   Croydoii;     it  was  worked  by    North-Westem 

Jimo^nimd   ^'^S^'^^  ^"^  carriages,   though    Mr.   J.   P.    Knight   was   very 
Croydon       desirous    of   coming  through    to    Willesden    with    Brighton 
^'iSJ'mitb^*    Company's    engines,    and     from    time    to    time    raised   this 
question. 

In  June,  the  ordinary  train  service  of  the  line  was  entirely  overhauled, 
and  considerable  improvements  made.   It  had  heretofore  been  the  custom  for 

the  Birmingham  service  to  the  South,  to  be  run  in  connection 
^.j^JJJJJ^  with  that  from  Liverpool  and  Manchester,  joining  at  Rugby : 
and  in  like  manner,  for  the  trains  from  Birmingham  to  the 
North,  to  be  joined  at  Stafford  to  those  from  London,  for  Liverpool, 
Manchester,  &c.  These  were  now,  in  very  many  instances,  dissevered,  and 
run  separately,  adding  considerably  to  the  mileage,  but  very  much 
simplifying  the  working. 

In  July,  after  considerable  discussion,  the  through  train  service  between 
Willesden  and  Waterloo  was  resumed ;  Mr.  Archibald  Scott  agreeing  to  our 

putting  on   eight  trains  each   way.     By  this   means  a  very 

^^••^  *^*  effective  connection  was  given  for  years,  between  the  I-ondon 

Barrioe.       and    North-Westem    and    the    London    and    South-Westem 

systems ;  it  being  also  announced  to  the  public  that  traffic  to 

and  from  the  South-Eastem  Line  could  be  exchanged  in  Waterloo  Station. 
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This  system  of  trains  worked  well  on  normal  days,  but  at  busy  seasons, 
Waterloo  was  a  sadly  crowded  station,  and  these  extra  trains  were  not  viewed 
with  a  friendly  eye  by  all  parties.  Year  by  year,  after  some  busy  holiday, 
their  discontinuance  would  be  threatened.  It  was,  however,  not  until  1893 
that  the  final  determination  was  come  to,  and  once  more,  the  through 
service,  Willesden  to  Waterloo,  was  discontinued. 

In  June,  the  celebrated  trials  of  trains,  fitted  with  continuouB  brakes, 

were  made  at  Newark,  on  the  Midland  Line,  between  Newark  and  Bleasby. 

The  Royal  Commissioners  on  Railway  Accidents  were  present : 
Br^e  Trtaifl    ^^le   Duke  of    Buckingham,    Lord    Aberdeen,    Mr.    Ayrton, 

Ab  NOWftTJC. 

Mr.  Gait,  Mr.  T.  E.  Harrison,  Mr.  Woods,  and  Colonel 
Ingles ;  the  Board  of  Trade  being  represented  by  Colonels  Yolland  and 
Hutchinson.  The  experiments  extended  over  three  days.  Eight  trains 
altogether  were  on  the  ground,  and  each  had  to  run  between  three  and  four 
miles,  before  sufficient  speed  was  obtained  to  give  a  satisfactory  trial. 

The  London  and  North-Western  train  was  fitted  with  Clarke  and  Webb*s 
chain  brake ;  the  Caledonian  with  SteeFs  air  brake  ;  the  London,  Brighton, 
and  South  Coast  with  Westinghouse  vacuum ;  the  Lancashire  and  Yorkshire 
with  Fay*s  old  patent  brake ;  the  Great  Northern  with  Smith's  vacuum ;  the 
Midland  Railway  had  three  trains — (i)  Barker's  hydraulic;  (2)  Clarke's 
hydraulic  ;  (3)  Westinghouse  air  brake. 

The  result  of  each  of  the  experimental  runs  was  eagerly  watched  for ; 
the  sp>eed  attained,  the  length  of  time  occupied  in  coming  to  a  stand,  the 
space  traversed  after  application  of  the  brake,  etc.  The  Duke  of  Sutherland 
and  Lord  Richard  Grosvenor  requested  telegrams  to  advise  them  of  results. 

Unfortunately,  our  train — making  the  first  trip  of  the  whole  lot — ^when 
the  chain  brake  was  applied,  broke  into  two  portions,  the  coupling-hook 
snapping  off.  Mr.  Worsdell,  of  Crewe,  was  present,  and  he  made  all  right  for 
the  next  day's  exp>eriment,  when  all  passed  off  well.  Speed,  49  miles  per 
hour;  stoppage,  23  seconds;  distance,  326  yards.  This  was  a  very  good 
stoppage,  but  the  Midland  Westinghouse  stopped  in  i8j4  seconds.  The 
weather,  the  weight  of  the  train,  the  state  of  the  rails,  were  all  the  subject  of 
comment,  if  not  dispute,  among  the  experts  ;  and  each  of  the  patentees  went 
away  from  the  refreshment  tent  at  RoUeston  Junction,  self-satisfied  that  their 
own  system  was  the  best. 

And  so  it  came  to  pass,  that  for  years  afterwards,  our  rolling  stock  was 
fitted  up  with  the  incumbrance  of  the  chain  brake.  The  jerks,  administered 
to  the  passengers  by  its  application,  were  much  complained  of.  The 
stoppages  at  roadside  stations  were  accompanied  by  a  sharp  shock,  for  which 
the  guards  frequently  got  the  blame.  The  application  of  the  brake,  by 
shortening  up  the  connecting  chain  of  each  carriage,  had  a  singular  effect  on 
the  ball  of  the  carriage  coupling,  lifting  it  up  so  that  the  coupling  itself  was 
laised,  and  the  free  end  was  lifted  off  the  carriage  hook,  thus  parting  the 
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train,   except  for  the  side  chains.      To  remedy  this,  small  catches  "were 
introduced  on  all  the  carriage  hooks,  and  continue  to  this  day. 

Very  few  of  the  Companies  followed  our  lead,  the  Caledonian  being 
loud  in  their  condemnation  of  the  arrangement.  The  system  completely 
failed  to  comply  with  the  Board  of  Trade  requirements,  promulgated  in  1876, 
viz.,  that  the  brake  should  be  applicable  to  all  the  vehicles  on  the  train  ;  that 
its  control  should  primarily  be  in  the  hands  of  the  driver ;  that  the  guards 
should  also  be  able  to  apply  it ;  and  that  it  should  act  automatically  on  the 
vehicles  in  case  of  a  break-away. 

In  March,  we  had  another  instance  of  the  unwisdom  of  allowing  lines  of 
railway  to  cross  each  other  at  right  angles  on  the  level — "  at  grade,"  to  give 

the  American  expression.     The  accident  took  place  at  Bedford, 

nmx  Bedford,    where  the  Midland  Company's  Line  from  Bedford  to  Hitchin, 

TwoDrtran    ^^^  ^^  ^^^  ^  ^^^^^  main  line  to  London,  King's  Cross,  crossed 

named        the   Bedford  and   Bletchley   Line,  near  to   the  London  and 

®       ^  fJorth-Westem  Bedford  Station.     The  signals  for  the  London 

and  North-Westem  driver  to  cross,  were  not  lowered,  and  he  ought  to  have 

stopped  clear  of  the  crossing ;  but,  failing  to  do  so,  he  came  into  collision 

with  the  Midland  train,  running  from  Hitchin  towards  Bedford,  for  which  the 

signals  were  lowered.     One  passenger  was  killed,  and  four  injured.     It  was 

very  Angular,  that  both  the  North-Westem  driver  and  the  Midland  driver  had 

the  same  name,  **  John  Perkins !  "    The  signals  were  badly  placed  originally, 

and  had  not  been  modernized ;  they  had  been  passed  by  Colonel  Yolland  in 

1857,  who  did  not  relish  being  reminded  of  the  fact. 

The  Board  of  Trade  was  becoming  very  restrictive  in  their  permission  to 
allow  fresh  crossings  of  main  lines,  and  a  proposal  for  one  at  the  north 
end  of  Rugby  having  been  submitted,  the  whole  of  the  four  Inspectors — 
Yolland,  Tyler,  Rich,  and  Hutchinson — met  on  the  ground  to  debate  the 
arrangement.  Captain  Rich  was  the  only  one  to  hold  out  against  the 
proposal,  though  he  was  aware  that  the  alternative  he  pressed  for,  of  an 
underground  connection,  would  at  that  place  have  been  of  great  cost, 
and  of  comparatively  little  utility;  and,  further,  that  at  all  points  where 
the  arrangement  had  been  reasonable  or  beneficial  the  Engineer  of  the 
Company  had  not  hesitated  to  adopt  the  plan. 

Early  in  the  year  the  Board  lost  another  of  its  old  members  in  the 
person  of  Mr.  Robert  Benson.     He  had  been  on  the  Board  since  the  year 

1844,  having  previously  been  a  Director  of  the  Manchester 

Board  of       ^^^    Birmingham,   and    during   the  time   Admiral  Moorsom 

Direeior^  1875.  had   been  Chairman  he  had  been   Deputy  Chairman.      He 

represented  the  Company  on  the  Managing   Committee  of  the   Clearing 

House,  after  the  death  of  Lord  Wolverton,  and  was  elected  Chairman  of 

Ihe  delegates. 
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The  Directors  attended  his  funeral  at  Kensal  Green,  special  arrange- 
ments being  made  to  stop  the  train  at  Hodgson's  level  crossing,  closely 
adjoining  ;  the  present  Queen's  Park  Station  not  then  existing. 

Many  changes  took  place  in  the  Board  ;  the  South  Staffordshire  district 
had  a  new  representative  in  Mr.  Henry  Ward,  of  Penkridge.  The 
Lancashire  mining  district  also  had  a  new  member  in  Mr.  Thomas 
Knowles,  of  Wigan,  M.P.  for  that  borough,  and  a  leading  partner  in  the 
firm  of  Pearson  and  Knowles.  Liverpool  added  Colonel  Bourne  (afterwards 
Sir  J.  Bourne),  and  Mr.  A.  Fletcher  to  its  representatives  ;  while  Manchester 
had  Mr.  Greg  as  a  successor  to  Mr.  Edward  Tootal.  Mr.  George  Crosfield 
was  recognised  as  the  Warrington  Director. 

Among  the  officers   and  their  assistants,   Mr.  Corns,  of  Manchester, 

resigned,  and  subsequently  went  to  the  Sheffield  Company.     His  position 

--^^       was    filled    by  the    removal   from    Swansea  of   Mi.  W.   D. 

in  Offlcen,     Phillipps,   who  held  the   position  for  seven   years,  and    was 

^^^         then  appointed  General  Manager  of  the  North  Staffordshire 

Railway   Company. 

Mr.  B.  A.  Bedford  succeeded  Mr.  Phillipps  as  District  Manager  at 
Swansea. 

Mr.  F.  Harrison,  considered  to  be  one  of  the  most  distinguished  of 
Mr.  Findlay's  well-trained  staff  of  young  men,  was  selected  to  act  as  my 
assistant.  He  accordingly  gave  up  the  post  of  assistant  to  Mr.  Binger,  at 
Chester,  and  came  up  to  London  at  the  end  of  March. 

His  place  at  Chester  was  taken  by  Mr.  Eddy,  who  left  my  office  for 
the  purpose.  He  acted  in  the  Chester  district  as  assistant  till  15th 
November,  when  my  old  comrade,  J.  O.  Binger,  died,  and  Eddy  was 
fortunate  enough  to  receive  the  appointment  of  District  Superintendent. 

Another  of  my  old  friends  was  added  to  the  list  of  deaths  this  year,  in 
the  person  of  Mr.  H.  R.  Marcus,  formerly  our  Excursion  Agent  He  was 
run  over  while  straying  on  the  sidings  of  the  Victoria  Colliery,  near  Rainford, 
in   which  he  was  a  shareholder. 

The  vacancy  at  Euston  arising  from  Mr.  Fourdrinier*s  removal  was 
filled  by  Mr.  Penson,  a  painstaking  fellow,  whose  conduct  of  passenger 
injury  settlements  was  most  efficient  and  guarded.  Mr.  Robert  Tumbull 
and  Captain  Blakeney  were  added  to  my  staff.  The  latter  made  but  a 
short  stay,  the  former  became  my  assistant  and  successor. 

Mr.  Colhoun  was  removed  from  Dublin  to  Belfast.  He  had  been 
not  unfrequently  m  London  about  this  time,  and  made  his  mark  among  us 
for  discretion  and  judgment.  The  fraudulent  use  of  London-Cork  return 
tickets,  by  re-sale  in  Dublin,  was  one  of  the  abuses  we  were  trying  to  stop. 

The  fourth  bne  (down),  between  Watford  and  Tring,  was  inspected  on 
6th  November,  by  General  Vaughan,  Mr.  Joseph  Entwistle  and  myself; 
Mr.  F.   Stevenson,   the    engineer    in   charge,    with    Fothergill  for   Farmer 
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and  Saxby.     It  had  been  opened  from  Willesden  as  far  as  Watford  on 
the  20th  of  September. 

I  accompanied  General  Vaughan  on  many  of  his  enquiries ;  his  Station 
Masters  and  Inspectors  came  closely  under  my  observation,  such  as  Malin 
and  Toogood,  of  Leicester ;  Allen  and  Martin,  of  Rugby ;  Male,  of  Burton ; 
Best,  of  Cambridge;  with  Horton,  Manning,  Rivett,  and  Marshall,  District 
Inspectors. 

The  Newport-Pagneil  Railway  was  taken  over  by  the  London  and 
North-Westem  on  ist  July.  Mr.  Maltby,  who  as  Local  Manager  had  been 
in  charge  before  the  London  and  North-Westem  took  over  the  line, 
was  removed  for  a  while  to  my  office  as  one  of  my  out-door  staff.  He 
was  then  transferred  to  Mr.  Shaw's,  at  Liverpool,  but  only  remained  with 
the  Company  a  short  time. 

The  only  record  of  special  journeys  for  Royal  parties  this  year  was  on 
20th  May,  when  the  Duke  and  Duchess  of  Edinburgh  made  a  visit  of 
inspection  to  the  London  Orphan  Asylum,  at  Watford ;  a  special  train,  of 
which  I  had  charge,  being  run  from  Euston  and  back  for  their  accom- 
modation. 

At  the  Clearing  House,  Mr.  Henry  Cook,  as  Chairman,  having  called 
attention  to  the  desirability  of  a  uniform  system  of  colours  for  the  various 

classes  of  tickets ;  a  Sub-Committee  reported  on  the  subject, 
2^^;      and  it  was  agreed,   3rd   March,    1875,   to    recommend    the 
Confemoe.     following  : — 

UnifDrm  ORDINARY     Single    Tickets.  —  ist    Class,     White  ; 

^^J"     2nd  Class,  Pink ;   3rd  Class,  Light  Green. 

Ordinary  Return  Tickets. —  ist,  Yellow,  outward 
half — ^White,  return  half;  2nd,  Grey,  outward  half — Pink,  return  half;  3rd, 
Buff,  outward  hall — Light  Green,  return  half. 

Tourist  Tickets,  same  colours,  with  addition,  of  horizontal  stripes. — 
ist,  one  stripe ;  2nd,  two  stripes ;  3rd,  three  stripes. 

At  the  Tourist  meeting  at  Scarborough — ^at  which  Mr.  Lewis  Wood's 
name  is   mentioned   for  the   first   time  attending  as  the   Clearing    House 

representative,   and  to  whom  the  Superintendents  have  been 
as  to  conpon    subsequently    indebted   for   many   courteous   attentions — Mr. 

form  of  Needham  intimated  that  the  Midland  Company  could  only 
Tonrirt  Tlckoto.  ^^^^^  ^j^j^  pj^.^^  ^^  ^j^j^.^  ^^^  j^  ^j^^j^.  ^.^^^^^  arrange- 
ments ;  and  Mr.  Ilbery  called  attention  to  the  advisability  of  adopting 
the  Coupon  form,  for  Tourist  Tickets. 

This  latter  question  was  referred  for  a  report  on  the  working  of  the 
system  in  Ireland,  where  Messrs.  Norton  and  Shaw  had  adopted  a  folder 
coupon  form  of  ticket,  which  appeared  likely  to  meet  the  requirements. 
A  very  full  report  was  made  by  Mr.  H.  Smart  on  the  subject,  shewing 
that  the  Irish  companies  were  fully  satisfied  with  the  system,  but  the  cost 

IS 
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came  out  unsatisfactorily,  and   coupon  tickets  were  only  adopted  in  a  few 
restricted  cases  by  the  English  companies. 

A  special  communication  from  the  General  Managers,  28th  June,  1875, 

signed  by  Messrs.  Allport,  SmitheUs,  Findlay,  Oakley,  and  Underdown,  sum- 

Cftxxl«n'  Aot   ™^"^  *  Joint  Meeting  of  Superintendents  and  Goods  Managers, 

Am^ded      ^°  arrange  an  amended  scaile  of  charges   fOT  insurance 

Scale         of  Goods  under  the  Carriers*  Act.      In  1868,  a  Sub-committee 

tar  insuraiuM.  j^^d  recommended  a  considerably  reduced  scale,  to  meet  the 

well-founded  compilaint  that  five  per  cent,  for  insurance  was  prohibitive, 

and  2s.  6d.  for  every  ^^50  had  been  fixed.     This  concession  was  considered 

insuflicient,   and  acting  on  a  suggestion  made  by  Mr.   Allport,   before  the 

Carriers'  Act  Committee  of  the  House  of  Commons,   this  special   meeting 

was  summoned  to  formulate  a  new  scale  : — 

Mr.  Birt,  Great  Eastern  Railway,  was  in  the  Chair ;  among  the  Goods 
Managers  were  Mr.  Haddow,  of  the  South-Westem ;  Mr.  Kay,  London  and 
North-Westem ;  Mr.  Light,  London,  Brighton,  and  South  Coast;  Mr. 
Newcombe,  Midland ;  Mr.  Scotter,  Manchester,  Sheffield,  and  Lincolnshire ; 
Mr.  Ashley,  Great  Northern ;  Grant,  Great  Western ;  and  Thompson, 
Caledonian. 

A  rate  of  is.  per  cent  was  adopted  for  all  distances  in  England, 
Scotland,  or  Wales,  up  to  ;^5oo,  with  a  minimum  of  6d,  increasing  by 
steps  of  3d. ;  thus,  ^^50,  6d. ;  up  to  jClSt  9d. ;  up  to  ;^ioo,  is.  The  scale 
being  applicable  to  the  bulk  of  the  articles  named  in  the  Carriers*  Act. 
The  arrangement,  very  promptly  adopted,  came  into  force  publicly  on 
the  2nd  August,  and  continued  till  June,  1877,  when  a  further  concession 
was  adopted,  by  which  articles  up  to  ^£2^  can  be  insured  for  3d.,  in  lieu  of 
the  previous  minimum  of  6d. 

The  Superintendents  at  the  close  of  the  year,  had  the  task  of  settling 
the  various  forms  for  charging  the  fares  of  voters  at  parliamentary  elections 
to  attend  their  place  of  polling ;  an  expense,  at  that  time,  legally  chargeable 
to  the  candidates,  though  the  individual  payment  of  money  for  railway 
journeys  was  illegal.  All  these  conditions  and  political  safeguards  have  since 
become  obsolete,  and  have  been  swept  out  of  the  Railway  Clearing  House 
regulations. 

Mr.  Roberts,  of  the  Highland  Railway,   retired  through  ill  health,  and 

was  succeeded  by  Mr.  Thos.  Robertson,  who  soon  shewed  the  masterful  grip 

-^    _   .       of  matters   which  have   carried    him   to  the    front,   not  onlv 
CIUUIC61  m     , 

Railway       in  Ireland    as   a    General    Manager  —  and   subsequently    as 
Offloen»  1878.    Chairman  of  the  Board  of  Works  there — but  as  being  selected 
as  a  chief  adviser  to  the  Government,  as  to  the  working  of  the  whole  of  the 
Indian  Railways. 

The  records  of  the  Superintendents'  Meetings  during  the  year 
shew  that — 
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Mr.  A.  L.  Stride  succeeds  Mr.  Louth,  Liondon,  Tilbury  and  Southend. 

Mr.  Mathieson,  succeeds  Mr.  Gilmour,  Glasgow  and  South  Western. 

Mr.  Henshaw  is  appointed  for  the  Brecon  and  Merthyr. 

Mr.  John  Roberts  is  appointed  for  Waterford  and  Limerick. 

Mr.  Q.  Y.  Lawson  is  appointed  for  City  of  Glasgow  Union  Railway. 

Mr.  Maddock  succeeds  Mr.  Blackmore. 

Mr.  F.  Grundy  succeeds  Mr.  F.  Broughton,  Mid  Wales. 

Mr.  G.  Howell  succeeds  Mr.  F.  Broughton,  Neath  and  Brecon. 

Mr.  F.  G.  Burton  succeeds  Mr.  J.  B.  Cooper,  Stafford  and  Uttoxeter. 

Mr.  Templeton  attends  for  Mr.  Hitch,  North  London  Railway. 

Mr.  Bates  attends  for  Mr.  Harris,  L.  C.  &  D.,  on  one  or  two  occasions. 

Mr.  J.   Robertson,   of  the  Great   Eastern,   was  elected  Chairman  for 
the  year   1876. 


CHAPTER  X.         1876— 1880. 

Model  Rules  and  Regulations  adopted— Midland  Opening  from  Settle  to  Carlisle— Expiress  Service 
to  North  Wall— Luncheon  Baskets  for  Irish  Mail  -  Pictorial  Posters— Quadrupled  Line  to  Crewe — 
Mr.  Jerome  K.  Jerome — Wire  Locking — London  Parcel  Delivery — Mr.  David  Stevensco's  Universal 
Offices— Empress  of  Austria— Joint  Lines  with  Great  Northern  Nottingham  District — "  Calais  Douvres  " — 
General  Vaughan— Midnight  Train  from  Euston — Tell-tale  Block  Instruments — Queen's  Park  Station- 
Agricultural  Show — Blaenau  Festiniog — Continental  Visit — Family  Omnibuses — Lime  Street  Tunnel 
doubled— American  Traffic— Lime  Street  Hotel— North  Walrs  Floods— Llandulas  Viaduct— Booking  Fees 
abandoned— Holyhead  Harbour  and  Goods  Shed— Attempt  to  Wreck  Irish  Mail— Parcels  Traffic  Free 
Collection. 
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The  Committee  appointed  in  1874,  to  draw  up  rules  and  regulations 

for  the    guidance    of    the    servants    of    all    ranks    and    classes,   selected 

Committee     ^^'     Needham     as     their     Chairman,     and,      under      his 

appointed  to    presidency,    had     numerous    sittings    throughout    the    year; 

■•^J?*^?^!*'**  formulating  a  Model  Rule  Book  which,  it  was  hoped,  would 

be  adopted  very  generally.  The  advantage  of  keeping  to  a 
defined  "number,"  to  be  attached  to  each  rule  alike,  throughout  the 
kingdom,  was  one  of  the  points  strongly  urged. 

No  appendix  showing  diversity  of  signals  was  necessary;  for  in  the 
interval  between    1865   and    1875,  ^®  "^e  of  the   semaphore    signal  had 

become  so  general,  that  it  was  shown  in  this  book 
as  the  standard  form  of  signal.  The  varying  shapes 
of  the  distant  signals  had  become  simplified, 
almost  all  the  Companies  fell  into  the  scheme  of 
adopting  a  "fish  tail"  arm  for  the  distant,  as  com- 
pared with  the  plain  arm  of  the  station  or  main 
semaphore;  and  another  great  step  towards 
uniformity  was  gained.  This  "notching,"  or  fish- 
tailing  of  the  arm  of  the  distant  signal,  to  distinguish 
it  from  the  arm  of  the  main  signal,  was  first  introduced  by  Mr.  W.  J.  Williams, 
the  Superintendent  of  the  Brighton  Line.  It  was  simple,  inexpensive,  and 
effective. 

In  compiling  this  Rule  Book  it  required  no  little  care  to  make  the 
wording  of  the  regulations  sufficiently  elastic  on  the  one  side  as  to 
include  the  general  practice  of  the  company;  and,  on  the  other,  to  avoid 
further  divergencies  growing  up. 

The  three  colours — red,  green,  and  white  as  signals — are  enumerated. 
Fixed  signals  are  divided  into  home  signals,  starting  signals,  and  distant 
signals. 

The  starting  signals  being  a  growth  on  the  old  station  signals, 
following  unavoidably  on  the  adoption  of  the  block  system. 

The  whole  of  the  rules  indicate  the  importance  of  the  "  block  "  system 
as  a  factor  in  railway  working,  and  the  wording  shews  the  sharp  line  drawn 
as  to  "  where  the  block  system  is  in  force  '*  and  "  at  places  where  the  block 


Distant 


Main 
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system  is  not  in  operation;"  many  of  the  rules  being  separable  into  two 
portions  to  provide  for  the  difference  in  system. 

Practically  the  old  "  time  system  "  remained  in  force  where  the  "  block  "' 
system  had  not  extended. 

1876. — ^The  report  of  the  Sub-Committee  was  approved   by  the  General 

Managers    in    March,    1876,    and    the  book    was    recommended    to    all 

Hew  standard  ^^^^^Y  Companies  for  adoption  as  from  the   ist  July,  1876, 

Bole  Book  '   in   lieu     of  the      respective    codes    of  rules    in    force,  and 

is^jSS^m.   '^^  ^^^^  ^^   substituted  for  the  "Rules    for  Working  over 

Foreign  Lines,  dated  12th  June,  1867."      The   London  and 

North-VVestern  adopted  the  new    Rule    Book  in   its  entirety,  introducing, 

in  separate   and   distinct    type,   some   few  additions,   which  the    Manager 

considered  of  importance. 

So  soon  as  the  General  Managers  had  agreed  to  the  issue  of  the  Rule 
Book,  it  became  incumbent  on  the  Superintendents  to  bring  up,  not  only 
their  own,  but  all  joint  rule  books,  into  line  with  the  new  standard; 
and  this,  in  1875-6,  led  to  many  meetings  with  the  officers  of  the  West 
London  Extension,  the  Great  Western,  the  Lancashire  and  Yorkshire,  some 
being  more  advanced  than  others  with  block  telegraph,  and  requiring  special 
wording  in  consequence. 

To  celebrate  the  completion  of  the  Model  Rule  Book  the  members  of 
the  Committee  were  invited  by  Mr.  Needham,  the  Chairman,  to  make  a 
special  trip  from  Settle  to  Carlisle,  on  the  Midland  Line  then  about  to  be 
opened.  A  Pulman  car  train  was  provided,  with  luncheon,  and  we  had 
the  pleasure  of  viewing  the  striking  scenery  of  the  new  route.  Ingleborough 
and  Penyghent  were  pointed  out  to  us,  and  we  saw  more  of  Blea  Moor  and 
Dent  Head  than  was  intended  through  some  want  of  preparation  for  our 
train.  The  scenery  here  was  stern  and  wild,  but  further  north,  when 
Appleby  was  passed,  and  the  Valley  of  the  Eden  was  reached,  an  unexpected 
panorama  of  lovely  English  scenery  was  traversed,  and  the  Committee  much 
enjoyed  the  trip  across  the  entirely  new  ground. 

The  members  present  were: — Needham,  Neele,  Cockshott,  Bradley, 
Maddock,  Blackmore,  Robertson  (Great  Eastern  Railway),  Vincent  Hill, 
H.  Ward,  and  Lewis  Wood  (Railway  Clearing  House). 

On  the  I  St  May,  1876,  the  Midland  opened  the  Settle  and  Carlisle 

Line  for  general  traffic,  and  a  thorough  system  of  through  trains  between 

Openinx  of     ^''  ^^'^cras  and  Edinburgh  and  Glasgow,  and  between  Bristol, 

Souie  and      Birmingham,   Liverpool,   and  Manchester  to   Edinburgh  and 

Carllile  Line.    Qi^ggow  came  into  operation.      Half-an-hour  was  allowed  at 

Normanton    for   dinner.      Sleeping   saloons  and   Pulman  cars  commenced 

to   run  through,   and  another   new   competitor  with   a   Nunquam    Dormio 

reputation    had    henceforward  to   be  reckoned  with  by  ourselves  and  the 

Caledonian  Company. 
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The  opening  led  to  announcements  that  op  and  after  ist  May  the 
fares  between  England  and  Scotland  by  the  West  Coast  route  would  be 
considerably  reduced.  They  had  been  kept  up  through  the  high  scale  of 
charges  authorised  on  the  Lancaster  and  Carlisle  section,  while  on  the 
line  obtained  by  the  Midland  through  the  rough  country  from  Settle  to 
the  North  no  such  difference  in  charge  had  been  authorised. 

Third  class  traffic  had  further  facilities :  our  la.o  a.m.  express  from 
London  was  announced  to  convey  ist,  2nd,  and  3rd  class,  and  to  be  eiEtended 

to  Paisley  and  Greenock ;  while  Stirling,  Perth,  and  Dundee 

Third oiasi     were  served  by  a  train  at  ii.o  a.m.  out  of  Euston.     In  the 

'*^^JyJ^^  ^  autumn  the  Limited  Mail  out  of  London  was  also  advertised 

oonveyedby    as  conveying  ist,  2nd,  and  3rd  class  to  Scotland. 

DayBqjvress  'j^jg  y^^^j.  ^j^^  Midland  pressed  forward  in  other  directions. 

Uxnltad  MaiL   They  negotiated  for  the  lease  of  the  North  and  South-Westem 

Junction    (Kew,  Acton,   and    Hammersmith)    to  themselves, 

but    this  was    afterwards  changed  to  a  lease   by  the  three  companies — 

the  North-Western,  the  North  London,  and  the  Midland — the  London  and 

South-Westem  Company  contenting  themselves  with  their  running  powers. 

The   traffic  to   and   from    Ireland   continued    to  have  close  attention, 

and  on  ist  July  a  new  service  was  established  between  London  and  Dublin  ; 

an  express  train  leaving  Euston  at  9.0  a.m.  arrived  at  Holyhead  at  4.45  p.m. ; 

Bmreaiei  ^^  express  steamer  in  connection  left  at  5.15,  and  was  due  at  the 

from  London    North-Western  Quay,   North  Wall,  Dublin,  at  10  p.m.  Irish 

•»*  time.     In  the  opposite  direction,  the  service  was  afforded  by 

DnbUn,        express  steamer  lea\'ing  North  Wall  at  9.30  a.m.,  with  a  fast 

ut  July,  1878.    train  from  Holyhead  at  3.0  p.m.,  due  to  arrive  in  London  at 

10.40.      The   important  announcement  is    made  that    live  stock  are  not 

conveyed  by  these  steamers,  and  so,  though  the  City  of  Dublin  captains 

continued  to  speak  of  the  North-Western  Company's  "  pig  boats,"  this  new 

express  service,  which  was  most  carefully  nursed  by  Captain  Dent,  was  free 

from  the  taint  of  cattle  traffic. 

The  steamers  appointed  for  this  new  service  were  the  "  Rose "  and 
the  "Shamrock,"  paddle  steamers  of  a  very  high  class. 

A  novel  announcement  found  its  way  into  the  time  tables  for  the  month 

of  March    affecting   the  Irish    MaiL      It   was   the   commencement   in  this 

Lnncheon      country  of  the  now  familiar  luncheon  basket.      The  public  are 

Baskets  by  the  informed  that  luncheon  baskets  are  obtainable  at  Chester  by 

'^^chftStt**    passengers  travelling  by  the  Irish  Mail,  up  and  down.     Tliey 

apj)ear  to  have   been  of  two  sorts — the  aristocratic  and  the 

democratic — the  charges  being  :  — 

For  pint  of  claret  or  half-pint  sherry 

Chicken,  ham,  or  tongue       |-  5/~ 

Butter,  cheese,  bread,  condiments 
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Cold  meat  or  pie 
Bread  and  cheese 
Pint  bottle  ale  or  stout 


•«« 


•  •  • 


2/6 


This  facility  appears  to  have  been  confined  for  some  time  to  the  Irish 
Mail  passengers  at  Chester;  it  is  not  till  January,  1878,  that  a  similar 
announcement  is  made  that  luncheon  baskets  are  obtainable  at  Perth  for 
Scotch  express  passengers. 

On  ist  August,  1876,  the  line  from  Greenore  to  Newry  was  opened  for 
traffic,  and  a  through  communication  established  across  the  town  of  Newry, 
via  Goraghwood,  to  Belfast  and  Armagh. 

In  Dublin,  also,  the  line  of  railway  connecting  the  G*«at  Southern  and 
Western  and  the  Great  Northern  of  Ireland,  with  the  passenger  station  at 
North  Wall,  was  approaching  completion,  and  frequent  conferences  had  to 
be  held  to  arrange  a  suitable  service  to  and  from  the  night  steamers. 

The  novelty  of  pictorial  posters  came  into  vogue  this  year.  Mr.  Sutton 
Sharp,  acting  with  Messrs.  Grant  &  Co;,  submitted  copies  of  the  design  in 

preparation  for  a  rival  line,  and'  though  the  plan  has  grown  to 

Poitan.       extraordinary    dimensions    since    that    day,    and   remarkable 

displays  of  artistic  productions  are  to  be  seen  on  all  hands, 

our  directors  at  that  time  were  not  disposed  to  embark  on  pictorial  rivalry, 

but  contented  themselves  with  a  modest  cartoon  of  the  North  Wales  coast 

from  Rhyl  to  Snowdon. 

Among  the  royal  and  distinguished  visitors  of  the  year  were  Prince  John 
of  Glucksburg,  who  visited  Balmoral ;  Sir  Salar  Jung  (who  went  over  Crewe 
Works),  the  guest  of  the  Duke  of  Sutherland;  the  Duke  of  Connaught; 
and  the  Princess  Louise,  who  with  Lord  Lome  visited  Northampton. 

A  very  considerable  facility   was   afforded    for  working  the  traffic  by 

the  completion  of  the  quadrupling  of  the  line  between  Stafford  and  Crewe. 

OuAdni  led    ^^^  detentions  of  trains  and  traffic  at  the  former  place  had 

Line  between    become  serious,  and  the  improvement  in    working   was  very 

Stafford       manifest.     Unfortunately  one  result  was  to  press  on  to  Crewe 
and  Crewe. 

the  vast   stream   of    trains,    and  at  busy  times  that  station 

suffered  from  a  glut  of  traffic  almost  beyond  the  talent  of  the  best  inspectors 
to  overcome. 

Passengers  who  took  notice  of  the  work  going  on  at  Crewe  during 
1900  and  1 90 1  would  see  in  what  a  bold  and  thorough  manner  the  Managers 
Engineers,  and  Directors  have  dealt  with  the  difficulty. 

The  principal  addition  made  to  the  North-Westem  mileage  this  year, 
was   the   absorption    of  the   Anglesey   Central   Line,   in    July.      The   line 

extends     from     Gaerwen     Junction,    through     Llangefni,     to 

aadStattona    Amlwch.     It    was    a    single    line    of    way,    with    very  small 

accommodation  for  crossing  places. 

The  new  stations  opened  were : — Witton,  near  Birmingham,  close    to 

the  site  of  the  Royal  Agricultural  Show  Ground;  Winson  Green,  on   the 
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Stour  Valley;  Great  Bridgeford,  a  station  between  Stafford  and  Norton 
Bridge,  on  the  newly-widened  lines.  This  was  a  restoration  of  an  historical 
station,  for  Bridgeford  will  be  found  marked  as  an  intermediate  station  on 
the  old  Grand  Junction  maps. 

Among  the  changes  in  railway  officers,  Mr.  Lane  retires  from  the 
Monmouthshire  Railway,  Mr.  Boucher  succeeding  him  ;  Mr.  C.  Duffield  was 

Railway       appointed  to  represent  the  Stafford  and  Uttoxeter   Railway. 

Offloen:  In    the    list    of    those    attending    the    Superintendents 

Gbaagesinum  meetings,  we  find  :— Mr.  Corns  (for  Mr.  Bradley) ;  Mr.  Drury 
(for  Mr.  Robertson),  Great  Eastern;  Mr.  Lucas  (for  Mr.  WiUiams), 
London,  Brighton,  and  South  Coast;  Messrs.  Potts  (who  had  for  some 
years  been  on  my  staff),  and  Mcllvenna,  for  Caledonian  Railway  and 
North  British  Railway  respectively ;  Mr.  Grundy  represents  both  the  Mid- 
Wales  and  the  Central  Wales  and  Carmarthen  Junction ;  and  at  a  Conference 
as  to  Insurance  Charges,  in  October,  among  the  Goods  Managers  the  following 
representatives  appear: — Cooper  (for  Mathieson),  Glasgow  and  South-Westem; 
McDougall,  North  British ;  Ross  (for  Walker),  Great  North  of  Scotland ; 
Lambert  (for  Grant),  Great  Western  Railway;  Gardner  (for  Birt),  Great 
Eastern. 

Mr.  Mortimer  Harris  (London,  Chatham,  and  Dover),  was  elected 
Chairman  of  Superintendents  Conference  for  the  year  1877  (his  death  is 
recorded  as  these  pages  pass  through  the  press  in  1903). 

Among  the  North- Western  officers  in  the  Goods  Department : — 

Mr.  W.  Keen  succeeds  Mr.  Guest  at  Northampton. 

Mr.  W.  Jones  succeeds  Mr.  J.  Thurston,  Wolverhampton. 

Mr.  Guest  is  removed  to  Chester,  vice  Mr.  J.  F.  Mason,  who  is  entrusted 
with  a  new  district  at  Leeds,  called  the  Yorkshire  and  North  Eastern  District. 

My  outdoor  staff  had  an  addition  in  Mr.  Lane,  son  of  the  Manager  of 

the  Monmouthshire  Railway ;  and  also  in  Mr.  Adolphus  Graves,  who  after  a 

offloe  Staff     ^^^  years  service  became  Manager  of  one  of  the  Indian  lines. 

inoindM       The  indoor  staff  at  this  time  included  among  its   members, 

Bev. O.W.Pope,  ^,.  q  ^  Pope,  who  has  since  entered  the  ministry,  and  has 
Kr.JaroxiioX. 

Jerome.      ^or  many  years  been  elected  to  serve  as  representative  of  his 

district    on    the    Metropolitan    Asylum    Board  ;    also    the  better    known, 

Mr.  Jerome  K.  Jerome.     The  following  note  will  give  some  pleasant  idea  as 

to  his  own  views  of  his  railway  career. 

[Copy.]  Savage  Club, 

Savoy,  W.C, 

24/A  September^  1889. 
Dear  Mr.  Neelb — 

Finding  myself  writing  to  you  on  a  matter  of  business — about  an  imfortunate 

Gladstone  Bag  full  of  luggage  that  your  people  seem  to  have  lost  for  me — I  am  tempted 

to  write  a  few  private  lines,  that  I  have  often  thought  of  writing,  but  wanted  some 

excuse,  as  without  one  it  seemed  making  a  business  of  it,  to  thank  you  for  your  kindness 
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to  me  in  the  past.  I  sadly  fear  you  must  have  been  disappointed  with  me,  and  thought 
me  an  ungrateful  3roungster  after  the  trouble  you  had  taken,  but  I  was  never  fitted  for 
business,  and  the  more  I  tried,  the  more  imsuccessful  I  became. 

Having  seemingly  found  now  what  Carlyle  says  is  the  great  object  of  every  man  to 
find — the  work  he  is  meant  for — I  am  sure  you  will  be  glad  to  know  I  am  settling  into  my 
groove  very  comfortably,  and  so  far  as  worldly  condition  is  concerned,  I  suppose  I  ought 
to  consider  myself,  for  my  age,  lucky  enough. 

I  never  come  to  Euston  Station — which  in  the  way  of  travel  I  do  pretty 
frequently — without  pleasant  thoughts  of  the  time  when  it  fed  and  clothed  me. 

Trusting  sincerely  that  all  goes  w^U  with  you  and  yours  in  all  things, 

I  remain, 

Very  truly  yours, 

JEROME  K.  JEROME. 

Mr.  Newman  still  continued  to  organize  the  block  telegraph  on  extend- 
ing portions  of  the  line,  ably  seconded  by  Mr.  G.  Edwards  as  to  signals.    The 

latter  gentleman  had  the  gift  of  quickly  grasping  the  require- 

DTZlSf^    ments  of  any  station  work,  and  the  simplification  of  the  roads  on 
.^  ^  .T    _^    plans  submitted  to  him,  became  a  second  nature.    Mr.  Dick,  of 

Kr.  0.  Dick.  Crewe,  came  on  the  scene  this  year  with  reference  also  to  these 
plans,  and  in  subsequent  years  the  signal  construction  for  the 
line  was  placed  in  his  hands,  under  the  chief  superintendence  of  Mr.  Webb,  of 
Crewe.  Mr.  Dick  had  a  singular  history;  he  had  actually  tramped  to 
Crewe  in  search  of  employment,  and  his  excellent  work  at  the  night  schools  at 
Crewe,  had  attracted  Mr.  Webb's  attention.  He  was  a  very  clever  mechanic, 
and  the  system  of  "  slotting  "  signals  so  that  two  men  in  separate  signal  boxes 
could  mutually  work  the  same  signal,  or  the  distant  signal  of  one  box  could  be 
controlled  by  another  main  signal,  was  largely  brought  into  use  in  his 
re-arrangement  of  signals  along  the  line.  He  supervised  the  laying  out  or 
Queen's  Park,  presented  by  the  Directors  of  the  Company  to  the  in- 
habitants of  Crewe,  and  after  his  death,  which  occurred  June  2,  i888,  a 
shelter  was  erected  in  the  park  to  his  memory. 

The  system  of  wire  locking  which  had  been  partially  adopted  to  control 

points  lying  at  a  distance  from  the  signal  boxes,  received  a  rude  check,  and 

WiroLookixic    i'^ter-locking  altogether  was  once  more  questioned  at  head- 

Aoddant  t     ^"^''^^^s,  through  a  serious  accident  that  happened  at  Wolverton, 

Wolyertoii,     on  14th  November,  when  the  5.30  from  Liverpool,  travelling 

^*^  ^Swl"^^*^'  ^^  speed,  came  into  collision  with  a  coal  train,  supposed  to  be 

standing  safely  in  a  siding  adjoining  the  up  main  line.  There 
were  a  set  of  points  leading  out  of  this  siding,  419  yards  from  the  signal  box, 
worked  by  wire.  A  previous  coal  train  had  been  passed  through  these  points, 
and  though  the  signalman  imagined,  from  the  fact  of  his  lever  working 
properly,  that  the  points  had  gone  safely  back,  such  was  not  the  case ;  they 
had  stuck,  leaving  the  siding — into  which  a  second  coal  train  was  turned  by 
the  signalman,  through  points  at  the  station — free  for  any  train  to  pass  on  to 
the  main  line.      There  were  no  ground  discs  or  signals  to  the  siding.     The 
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driver  of  this  second  coal  train  imagined  he  was  secure  on  the  siding,  but  he 
had  passed  out  on  to  the  main  line  with  a  small  part  of  his  train,  and  was 
standing  there,  when  the  express  rushed  into  the  obstruction.  Fortunately  the 
front  portion  of  the  express  consisted  of  carriage  trucks,  loaded  with  meat  and 
market  traffic  from  Ireland.  The  crushing  up  of  these  vehicles  took  off  the 
effect  from  the  rest  of  the  train,  which  escaped  injury. 

The  accident  led  to  numerous  inspections,  and  a  revolution  in  the  mode 
of  working  such  sidings,  long  rods  being  adopted  in  some  cases,  and  in  others 
small  ground  frames  (with  signals)  to  be  worked  by  breaksmen,  in  accordance 
with  an  uniform  code  adopted  for  their  guidance,  and  included  in  the 
Appendix. 

1877. — The  Easter  Monday  review,  which  in  1876,  under  the  direction  of 
Prince  Edward  of  Saxe-Wiemar  and  Lord  Ranelagh,  had  been  held  at  Tring, 

Salter  Kond&v  ^^  ^"   ^^'^  ^^^^  "^^^  Dunstable — Stanbridgeford  being  the 
&evlew8»      station  appointed  for  the  forces  to  detrain  and  entrain.  Numerous 

Irtng,  1876 ;    interviews  had  to  be  held  with  General  Stephenson  and  other 
XhuistelilB,  1877' 

authorities,  to  settle  details.     There  being  no  siding  accommo* 

dation  at  the  place,  the  only  available  plan  was  to  work  the  line  as  a 
single  line  for  traffic,  and  to  rank  the  volunteer  trains  one  after  the  other  on 
the  one  line ;  the  vehicles  extending  nearly  the  entire  length  of  two- 
and-a-half  miles,  from  Dunstable  to  Stanbridgeford.  General  Vaughan  entered 
fully  into  the  scheme  of  working,  and  all  passed  off  satisfactorily ;  the  District 
Inspectors,  with  Jupp,  Allen,  Marshall,  and  Mr.  Mum  ford,  taking  their  share 
of  a  very  busy  day's  work. 

In  June,  "  Milford  and  Brocton  "  was  opened  as  a  new  station,  near 

Stafford,  and  the    list  of  double  names  for  stations  was  enlarged  by  the 

H     8tati(m8    ^^option  of  "  Lowton  and  Preston  Junction,"  and  of  "  Clifton 

opened  in      and  Lowther,"  and   "Wortley  and  Famley,"  in  lieu  of  their 

^'^'  former  simple  names. 

In  July,  I  had  to  meet  Captain  Tyler,  with  Mr.  Henshaw  and  Mr.  Gardiner 

(Engineer),   relative   to   the   Brecon    and    Merthyr    Junction,    at    Morlais, 

—  ^  *  T  ^^  near  Dowlais,  the  route  by  which  our  trains  were  to  run  over 
Moxlals  Junction  '  '' 

—  the  Brecon  line  to  Merthyr  Tydvil.     This  was  the  last  occasion 

^*"*  ^'"'^5^^  of  his  official  inspections,^as  he  had  already  read  his  paper  on 

Continuous  Brakes  before  the  Society  of  Arts,  and  had  thrown 
in  his  fortune  with  the  Westinghouse  enterprise. 

In  August,  the  Whitehaven,  Cleator,  and  Egremont  Line  was  added  to 
the  London  and  North-VVestem  Whitehaven  District. 

In  September,  the  Carnarvon  and  Afonwen  trains  were  appointed  to  call 
at  Dinas  Junction,  for  traffic  to  and  from  the  North  Wales  Narrow  Gauge 
Railways,  recently  opened  to  Quellyn,  en  route  for  Snowdon. 

A  fixed  hourly  service  of  fast  even  hour  trains  was  adopted  in  October, 
between  Liverpool  and  Manchester,  commencing  at  9.0  a.iXL,  and  terminating. 
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1     *^  ^'^  P'™*  ^"  ^^^^  direction,  in  competition  with  the  Cheshire 
TtainSorvioa,   Lines,  who  had  intimated  their  intention  to  give  such  a  service 
LiToxpool  and  between  Liverpool  and   Manchester,   with  one    intermediate 
stoppage  at  Warnngton. 


After  numerous  meetings,  the  North  Wall  Extension  Line  was  opened 
on  ist  October,  1877.    The  line  starts  from  the  London  and  North-Westem 

station,  adjoining  the  quay  at  North  Wall,  and  running  round 
Bztenaion  Line*  ^Y  Glasnevin,  skirts  the  Royal  Canal  to  the  north  of  Dublin, 

opened  then  tunnelling  under  Phoenix  Park,  joins  the  Great  Southern 
*  '  and  Western  Line,  near  Inchicore.  By  this  means,  passengers 
were  conveyed  to  and  from  Kingsbridge  and  North  Wall,  without  change  of 
carriage.  On  ist  January,  1878,  the  other  connections  from  North  Wail  for 
Amiens  Street  on  the  one  hand,  and  for  Broadstone,  by  Liffey  Junction 
on  the  other,  were  also  brought  into  use. 

On  one  of  the  journeys  from   Dublin,   our  Director,  Lord  Richard 

Grosvenor,    then    also    acting    as    Parliamentary    Whip    for    the     Liberal 

Government,  had  crossed  over  by  the  "  Rose,"  and  as  he  was 
A  Spedftl  . 

nin,  witb      ^uixious  to  be  present  in  Parliament  at  an  important  division, 

diiapiKriirtlTig  it  was  arranged  that  we  should  run  Special  by  Mr.  Webb's 

coup^  and  engine,  to  catch  a  train  at  Crewe.     The  needful 

wire  announcing  our  coming,  was  sent,  and  the  speed  made  was  very  ^eat. 

Unfortunately  a  detention  of  three  or  four  minutes  arose,  through  some 

wagons  being  off  the  road  at  Tattenhall  Junction,  but  getting  past  the 

blockade,  our  engine  sprang  along  splendidly,  and  on  pulling  up  at  the  North 

end  of  Crewe,  we  were  met  by  Mr.  Humphreys,  the  Station  Master,  who  with 

smiles  in  his  face,  told  us  "  we  were  in  time,"  it  was  all  right !   Turning  to  the 

other  end  of  the  platform,  what  was  our  dismay  to  observe  the  train  we  were 

to  join,  going  away  for  the  south  without  us  !    Humphreys  was  chap-fallen. 

His  foreman  had  felt  sure  from  the  telegram  as  to  the  train  running  that  we 

could  not  catch  the  express,  and  had  started  it  in  the  absence  of  the  Station 

Master.     Lord   Richard  was  righteously  annoyed,  but  shortly  after  became 

reconciled   to   the   position,    joined    the    succeeding   train   we  had  vainly 

endeavoured   to  anticipate,  and  reaching  London  by  it,  managed  to  attend 

the  parliamentary  division. 

In  July,  an  accident  occurred  to  an  Up  Liverpool  train  running  between 

Crewe  and  Basford  Wood,  of  a  class  which  fortunately  is  very  exceptional. 

Some  channel  bars  of  iron  on  a  down  goods  train  running  at 

Ba^fl^wood.  speed  down  the  Madeley  incline,  had  gradually  shifted  in  transit, 

fromeiilftlng   and  projecting  considerably  beyond  the  proper   width,   came 

load  tm       jj^  violent  contact  with  the  passenger  coaches  of  the  up  train, 
opposite  Idne.  «r  o  jr  » 

dashed  into  the  compartments,  struck  off  one  female  pas- 
senger^s  head,  and  seriously  injured  a  male  passenger  in  the  next 
compartment,     who     described     his     horror    at    the    appearance     of    a 
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decapitated  head  in  his  compartment — a  sufficiently  unnerving  cause — and  as 
an  additional  factor  in  his  claim  for  compensation  stated  that  he  was 
"always  seeing  ghosts." 

This  class  of  accident  is  one  fortunately  of  rare  occurrence,  but  difficult 
always  to  guard  against.  In  this  case  the  projecting  channel  irons  had 
quite  safely  met  the  Irish  Mail  but  a  few  minutes  previously.  I  must 
confess  to  some  diffidence  afterwards  in  riding  on  the  guards'  seats  of  the  vans, 
on  the  side  exposed  to  such  occurrences. 

In  October  of  this  year  a  fatal  accident  occurred  on  the  line  between 
Northampton  and  Wellingboro' ;  one  line  was  being  worked  as  a  single  line 
of  rail ;  two  trains,  a  ballast  train  and  a  Midland  passenger  train  met,  three 
passengers  were  killed,  and  twenty  injured.  The  accident  arose  through  the 
gross  neglect  of  the  inspector  to  make  proper  arrangements  for  single  line 
working,  and  of  the  signalman  at  Castle  Ashby  to  see  that  the  man  appointed 
as  pilotman  was  on  the  engine.  There  was  no  excuse  for  the  inspector ; 
there  had  long  been  in  use  regular  printed  forms  for  emergency  single  line 
working,  supplied  to  all  the  Boxes  on  the  line,  instead  of  as  heretofore  a 
"  memorandum  in  writing  "  for  the  information  of  the  men  affected. 

The  changes  among  the  Superintendents  at  the  Clearing  House  for  1877, 
were  the  following  : — 

In  March,  Mr.  John  Broughton  is  recorded  as  the  appointed  represen- 
tative of  the  Wrexham,  Mold,  and  Connah*s  Quay  Railway,  but  in  October, 
Snotrlntend'&ti'  ^^'  ^'  Cartwright  succeeds  him ;  in  June,   Mr.  J.  Crabtree 
Oonferenoe.     follows  Mr.  R.  J.  Watt,  as  representing  the  Colne  Valley  and 
ChaagOB       Halstead  ;   and  in  October,  Mr.  C.  L.  Templeton  appears,  vice 
in  1877.         Mr.  J.  L.   Hitch,  for   North  London;    and  Mr.    H.   St.    G. 
Caulfield,  vice  Mr.  G.  Howell,  for  the  Neath  and  Brecon. 

Mr.  Verrinder,  of  the  London  and  South  Western  Railway,  was  appointed 
Chairman  for  the  year  1878. 

The  changes  among  the  officers  of  the  London  and  North-Western 
Railway,  during  1877,  include: — Mr.  B.  A.  Bedford  appointed  to  the 
Whitehaven  and  West  Cumberland  district ;  Mr.  J.  Lodge  succeeding  him 
at  Swansea. 

Mr.  R.  D.  Sharpe  appointed  to  take  charge  of  a  new 
in  Offlcen,  district,  called  the  Cheshire  district,  embracing  Stafford,  Crewe, 
L.  ft  K.  w.,      Sandbach,  Winsford,  &c. 

1877. 

Mr.  J.  C.  Haines,  late  Manager  of  the  Belfast  and  County 
Down  Railway,  becomes  the  representative  of  the  London  and  North- 
Western  in  Belfast,  vice  Mr.  Colhoun,  who  shortly  after  succeeded  Mr.  Ilbery 
as  Manager  of  the  Great  Southern  and  Western  of  Ireland. 

Mr.  David  Stevenson  was  removed  from  the  Rugby  District  of  the  Goods 
Department,  and  came  up  to  Euston  to  take  charge  of  the  Parcel  Delivery  and 
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Kr  DATld     Goo^ls  Delivery  arrangements  throughout   the   Metropolis,   a 

steyenion.     system  which,  under  his  hands,  developed,  so  far  as  the  light 

Uniyenal      parcel  traffic  was  concerned,  into  a  thorough  organization  of 

Parcel  Offices,   collecting  and   delivery  vehicles   belonging  to  the  Company, 

in   substitution    for   the  lumbering  vans   which   Home   and  Chaplin   had 

been  contented  to  supply. 

1878. — From  time  to  time,  new  offices  were  added  to  the  old  list,  but 
Mr.  Stevenson's  model  idea  was  to  have  "  universal  offices,"  to  which  the 
public  might  bring  parcels  for  any  destination,  rather  than  establish  receiving 
offices  for  the  North- Western  traffic  only.  The  Time  Books  for  January, 
1878,  contained  the  following  notification : — "  The  business  of  Messrs. 
Chaplin  and  Home,  as  Goods  and  Parcel  Agents  for  the  London  and  North- 
western Railway  Company,  has  been  transferred  to  the  Company,  and 
Mr.  David  Stevenson  has  been  appointed  Superintendent,  to  conduct  the 
agency,  with  the  assistance  and  co-operation  for  a  time  of  the  members  of 
the  late  firm.  His  office  will  be  at  the  *  Swan-with-Two-Necks,*  Gresham 
Street,  E.C.  Messrs.  Pickford  and  Co.  will  continue  to  act  as  Goods 
Agents  for  the  Company,  and  arrangements  have  been  made  to  open  all 
their  receiving  offices  for  passenger  parcel  traffic." 

In  the  August  following,  the  issue  of  tickets  to  passengers  at  thesa  town 
offices  commenced  :  "  The  Swan,"  Albert  Gate ;  "  Golden  Cross,"  Charing 
Cross  ;  "  Spread  Eagle,"  Regent  Circus  ;  being  announced  for  the  issue  of 
tourist  tickets,  and  in  October  it  was  arranged  that  at  all  the  London 
offices,  ordinary  passenger  tickets  should  be  obtainable. 

I    take   credit    to   myself  for  adapting  the  model  parcel  cart,  sent  up 

from    Wolverton    for   inspection,    to   the  service    of  advertising — the  four 

Parcel  Carte    framed  space  for  a  poster,  being  the  result  of  our  first  criticism. 

ae  Advertieing  The  parcel  cart   traversing  the  city  streets,  is  an  excellent 

Agente.        medium    for  public   announcements,  and  it  will  be  observed 

how   generally   the   other   lines    followed    our    lead    in    this   respect. 

Mr.  F.  Simpson  succeeded  Mr.  D.  Stevenson  in  the  Rugby  district. 

In  1878,  on  the  ist  January,  the  Empress  of  Austria  paid  the  first  of  her 
visits  to  this  country,  in  connection  with  the  enjoyment  of  her  passion  for 

hunting.      She,  on  her  early  visit  to  Northamptonshire,  was 

visit  to  England  accompanied  by  her  sister,  the  ex-Queen  of  Naples,  and  those 

Anetrla.       ^^^  ^^^  these  two  ladies  walking  along  the  platform  to  their  train, 

could  not  fail  to  be  struck  with  the  majestic  grace  of  the  two ; 

they  looked  like  goddesses ;  it  is  sad  to  think  of  the  fate  attending  their  lives. 

The  "  Intendent  "  of  the  household  who  came  over,  was  Herr  Linger,  and 
as  he  thoroughly  understood  English,  there  was  no  difficulty  in  carrying  out 
any  of  the  wishes  of  the  Empress,  who  always  travelled  in  this  country  as  the 
Countess  Hohenembs,  and  was  accompanied  by  one  or  other  of  the  family  of 
Austrian  nobility,  named  Festitics. 
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The  Empress  was  peculiar  in  some  martJiers.  On  one  occasion,  when  we 
were  at  Dover  waiting  her  arrival  from  the  Lord  Warden  Hotel,  Mr.  Mortimer 
Harris  had  arranged  a  very  beautifully  sceitted  bouquet,  to  grace  the  table  in 
her  saloon.  When  Herr  Linger  came  to  the  train  to  see  that  all  was  in 
readiness,  he  made  strong  remonstrance,  and  requested  the  scented  flowers  and 
all  trace  of  scent  to  be  removed — Her  Majesty  detested  it — and,  he  added  in  a 
joking  manner,  if  it  were  the  smell  of  the  stable,  it  would  be  far  more 
acceptable. 

The  Empress  made  several  visits  to  this  country,  and  more  than  once 
crossed  to  Ireland  with  her  numerous  stud  of  horses.  All  these  journeys  were 
arranged  by  Herr  Linger,  with  Mr  Mortimer  Harris  for  the  Chatbam 
Company,  and  Mr.  Findlay  for  the  North  Western,  and  although  the  trips 
were  made  semi-incognito^  we  generally  had  the  pleasure  of  seeing  Count 
Karolye  at  Dover.  The  flowers  and  scent  were  not  again  en  evidence^  at  the 
hands  of  the  Chatham  Railway  authorities — but  the  noble  presence  of  the 
Empress  and  her  winning  greeting  of  the  officers  in  attendance,  are  memories 
that  recur  when  her  name  is  mentioned. 

On  one  of  these  trips  to  Ireland — she  visited  it  both  in  1879  and  in 
1880 — luncheon  had  been  taken  at  Dover,  as  usual,  shortly  after  arrival;  tea 

had  also  been  served  in  the  saloon  at  Crewe,  but  on  the  train 

^SSirLton.**  stopping  to  take  water  at  Prestatyn,  I  was  instructed  to  wait 

—  awhile  as  the  Countess  desired  to  have  some  beer ! — which  was 

j^j^J^     accordingly  brought  from  a  little  public-house  adjacent  to  the 

station.    Beer !  it  was  rather  a  startling  idea  for  an  Empress  to  an 

Englishman's  mind,  but  I  have  since  seen  it  stated  that  Filsener  beer  is  the 

usual  drink  of  Emperor  Franz  Joseph  himself,  and  in  this  respect  the  custom 

may  be  an  imperial  one. 

Captain  Dent  took  charge  of  the  Countess  on  arrival  at  Holyhead,  and 
she  slept  on  board  the  North  Western  steamer  leaving  for  Dublin  early  in  the 
morning. 

Captain  Middle  ton— called  for  some  reason  Bay  Middleton  —  was  Her 
Majesty's  pilot  in  the  hunting  field,  from  her  first  visit  to  County  Meath.  She 
is  said  to  have  been  a  splendid  rider,  and  her  "  lepping  "  noted  for  grace  of 
attitude.  "  She  had  almost  a  mesmeric  influence  over  her  favourite  animals, 
and  on  the  £eld  and  riding  school  was  considered  absolutely  matchless  with 
regard  to  seat,  grace,  and  ability." 

It  was  during  the  second  of  her  visits  to  Ireland,  that  the  following 
incident  at  Maynooth  occurred.     The  fox  she  was  pursuing  sprang  over  the 

IhiexiMoted  ^^^^^8^  ^^»  ^^^  rushed  across  the  exercise  ground.  The  young 
VUlt  to       priest-students  were  astonished  to  see  the  wall  immediately  after- 

"■^^'"*^^^  wards  cleared  by  a  lovely  woman,  with  amazing  skill,  on  a  mag- 
nificent hunter,  flaked  with  mud  and  foam.  The  Empress  had  followed  the  fox 
through  thick  and  thin,  and  through  a  great  deal  of  water ;  she  was  dripping 
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wet.  The  principal,  Dr.  Walsh,  could  find  no  suitable  garment  for  her — 
feminine  attire  was  not  kept  at  Maynooth — she  had  to  accept  his  own  cloak, 
which  she  retained  in  memory  of  her  unexpected  visit 

On  the  occasion  of  one  of  the  return  journeys  from  Holyhead,  I  arranged 
in  order  to  give  the  Empress  the  opportunity  of  enjoying  one  of  the  prettiest 
views  in  North  Wales,  to  stop  the  train  near  Llanfair,  shortly  before 
reaching  the  Britannia  Tubular  Bridge,  at  a  well-known  point  from  whence  the 
charming  scene  of  the  Menai  Straits,  the  Telford  Bridge,  and  the  Snowdon 
range  of  mountains,  were  all  obtainable,  and  with  which  she  was  much 
pleased;  but  before  reaching  the  appointed  spot  the  train  had  been 
unexpectedly  brought  to  a  stand  through  the  electric  communication  ringing 

in  the  vans,  indicating  that  something  was  wrong.      The  train 

Conmmiiicatlon  ^^  stopped  in  accordance  with  rule,  but  no  one  made  any  signs 

inftain;      of  help  being  required;    the  compartment  from  which  Ihe 

i^^^^^     signal  had  been  given  was  easily  discovered,  and  we  found  that 

in  total  ignorance  vf  ihe  English  notice  that  the  handle  was 

only  to  be  pulled  in  case  of  emergency,  one  of  the  Austrian  footmen  had  hung 

up  his  great  coat  on  this  convenient  peg,  and  innocently  caused  the  signal  of 

danger  to  be  given.      Herr  Linger,  in  somewhat  forcible  language,  put  the 

poor  fellow  right. 

On  her  journey  homeward,  on  24th  March,  1879,  ^^  Empress  was 
met  at  Rugby  by  Lady  Spencer,  and  at  Kensington  by  H.R.H.  the  Prince 
of  Wales. 

In   1 88 1   and    1882  the    Empress  visited   England   and    travelled  to 

Wrenbury  for  Combermere  Abbey.     On  the  return  journey  in  1881  (March 

VlBiti  of      28th),  instead  of  going  direct  to  Dover,  the  train  was  taken  into 

Bmpreas  to     Victoria  (Pimlico),  and  remained  an  hour,  while  the  Empress 

^"fj^y^^'**  paid  a  flying  visit  to  the  Queen  at  Buckingham  Palace. 

ctWlndior.  ^  bad  a  difficulty  while  waiting  here,  with  Baron  Nopsca, 

one  of  the   Empress's  courtiers,  who  tried  to  speak  English. 

"  Ow  iz-ze-zee,"  said  he.    I  tried  for  a  repetition,  **  Ow  iz-ze-zee."      At  last  the 

sound  caught    on,    and    I    gleaned    that    he    fancied  we  were   near  the 

coast,  and  the  time  was  approaching  for  voyaging!      "How   is  the  sea," 

was  therefore  an  important  point  for  his  coming  comfort  or  discomfort.     I  do 

not  think  he  asked  on  the  Empress's  behalf.     She  seemed  quite  happy  on  the 

bridge  of  the  "  Maid  of  Kent." 

In  1882  (February  4th),  on  her  journey  from  Dover  to  Wrenbury,  the 
train  experienced  a  thick  London  fog  passing  irom  Clapham  Junction  to 
Willesden,  but  afterwards  a  bright  clear  afternoon.  On  her  return,  6th  March, 
from  Wrenbury,  a  special  journey  was  made  from  Kensington  to  Windsor,  for 
another  interview  with  our  Queen.  This  was  the  last  occasion  on  which  the 
Austrian  Empress  travelled  over  the  London  and  North- Western  Line,  and  I 
treasure  the  likeness  which  she  kindly  had  sent  to  me  by  Herr  linger. 
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1878. — Returning  to  the  events  of  the  year  1878,  the  Prince  of  Wales  left 
Euston  for  Hamilton  on  12th  January,  and  by  the  same  train,  although  un- 
notified to  the  authorities,  the  Prince  Imperial  was  a  traveller, 
Wales'  Visit  to  personally  unknown  to  us.     This  youth  was  walking  up  and 
Hamilton,      down  the  platform  apparently  unattended,  when  some  French 
annary,  „  ^^^^  looking  Parisians  "  commenced  hissing ;  they  were  speedily 

requested  to  move  off.  When  the  Prince  of  Wales  arrived,  he  asked  for  Prince 
Louis,  and  I  had  the  duty  of  escorting  him  to  the  Prince's  Saloon.  Next 
night  the  Crown  Prince  of  Austria  foUowed  the  Prince  of  Wales  to  Scotland. 

We  had  numerous  journeys  of  Royal  passengers  this  year.  The  Prince 
of  Wales  went  to  Liverpool  in  March,  and  to  Northampton  in  April ;  the 
Princess  to  Brampton  in  the  month  of  February.  In  November,  Lord  Lome 
having  been  appointed  Governor  General  of  Canada,  his  journey  to  Liverpool 
with  H.R.H.  Princess  Louise  by  night  train  had  to  be  specially  arranged,  in 
connection  with  their  embarcation  on  board  the  "Sarmatian"  for  Halifax. 
The  Duke  of  Connaught  and  Prince  Leopold  who  had  accompanied  them, 
returned  from  Liverpool  to  London  next  day. 

A  somewhat  unusual  trip  was  also  organised  in  July  of  this  year,  m.,  the 

visit  in  state  of  the  Lord   Mayor  of  London  to   Blackpool — an  attempt  to 

Lord  Kayor's  Popularise  in  the  Metropolis  that  very  energetic  seaside  resort, 

^^itto       beloved    of   all    the    operatives    of   the  teeming    towns    of 

»**<*i»^      Lancashire. 

It  was  not  a  little  singular  that  this  year,  which  saw  the  transfer  of 
Chaplin  and  Horro's  business  to  the  Company,  should  also  see  the  decease 

of  two  of  those  who  had  been  foremost  in  dealing  with  the 

Deaths  of      system  under  which  the  traffic  had  previously  been  carried  on. 

Dawson.    Mr.  John  Dawson  had  for  37  years  held  the  position  of  manager 

Mr.  8.  w.         to  the  firm,  and  had  had  charge  of  all  their  branch  offices  from 

_      "*    their  early  coaching  days,  when  at  "  Golden  Cross,"  Charing 

Mr.  Wm.  Baker.  Cross,  they  had  their  head-quarters.      His  office  latterly  had 

been  at  the  Lodge  at  the  entrance  to  Euston  Station,  opposite  to 
the  West  Wing  of  the  Hotel,  then  called  "  the  Victoria,"  and  there  the  books 
for  the  firm  were  regularly  dealt  with.  Mr.  S.  W.  Brooks  was  the  officer  who,  on 
behalf  of  the  Company,  had  charge  of  the  whole  of  the  London  Parcel  traffic ; 
in  earlier  years  he  had  been  quite  a  power  along  the  line,  when  through  way  bills 
and  through  parcel  rates  were  in  their  infancy,  and  he  had  been  intimately 
concerned  in  establishing  and  organizing  that  which  is  now  a  thoroughly 
understood  system.     Mr.  Brooks  died  23rd  September. 

On  December  20th,  the  North-Westem  Company  lost  their  well-known 
engineer,  Mr.  William  Baker  ;  he  died  at  the  early  age  of  62  ;  the  viaduct,  at 
Stockport ;  the  splendid  bridge  at  Runcorn  over  the  Mersey ;  and  that  of 
the  West  London  Extension  Railway  over  the  Thames  at  Battersea,  are 
among  his  most  noted  works. 
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The    Tenbury    and    Bewdley    Line,    owned    by  the    Great    Western 

Company,  but  over  which  some  running  rights  were  granted  to  the  North- 

Openiiw  of    Western,   was  opened  on  the    ist    June,   and    considerable 

Tenlrary  and    discussion  ensued  as  to  the  train  service  to  be  afforded  us. 

m?^*^  MTO    ^  "^  agreement  could  be  arrived  at,  the  question  was  left  to 

arbitration,  with  the  singular  result  that  one  train  in  one 
direction,  and  two  in  the  other,  were  conceded;  probably  the  most 
one-sided  and  unpractical  decision  ever  given  by  an  experienced  railway 
arbitrator. 

In  March  we  had  a  couple  of  days  inspecting  the  line  constructing 
jointly  between  the  Great  Northern  and  the  North-Western,  filling  up  the 

country  north  of  Market  Harborough  to  Melton  Mowbray,  and 
Nottiiigluun  and  ,  *.t      •     i_  t 

MftlUmMowbray  thence  to  Nottmgham  on  the  one  side,  and  to  Newark  on  the 

QreAt  Northern  other.  The  proposed  sites  for  stations  were  inspected,  slippery 
^Jl^*^^  cuttings  climbed,  and  splendid  views  over  the  undulating  slopes 
of  "  the  shires  "  obtained,  including  a  most  extensive  one  across 
the  whole  vale  of  Belvoir.  There  were,  during  the  construction  of 
the  line,  some  serious  slips,  owing  to  embankments  which  refused  to  become 
stationary,  and  spread  themselves  out  in  a  most  uninvited  manner  into 
adjacent  fields,  to  such  an  extent  as  to  postpone  the  opening  of  the  line  for 
many  months.  It  was  not  until  July,  1879,  that  any  of  the  stations  were  open 
for  Goods  traffic,  nor  until  ist  January,  1880,  that  the  line  was  in  use  for 
passenger  trains. 

There  was  a  singularity  in  the  working  of  this  joint  line, — it  was  assumed 
to  be  divided  at  Melton  Mowbray ;  the  Great  Northern  system  of  signals  and 
telegraph  and  block  regulations,  applying  to  the  north  of  that  station,  while 
those  of  the  other  partner  were  applicable  to  the  station  itself  and  south 
thereof. 

Through  the  courtesy  of  Mr.  J.  S.  Forbes,  I  was  a  passenger  on  the  trial 
trip  of  the  double  steamer,  "  Calais  Douvres,"  on  9th  May,  1878,  from  Dover 

to  Calais  and  back.  The  steamer  was  built  by  Mr.  Leslie, 
—  of  Hebbum-on-Tyne,  as  an  improvement  upon  the  unfortunate 

^^  "Castalia,"  and  at  the  luncheon  at  Calais  he  expressed 
himself  as  perfectly  satisfied  with  the  performances  of  the  "Calais 
Douvres."  Certainly  its  equipment  and  the  comforts  for  passenger  accom- 
modation were  everything  that  could  be  desired,  but  though  driven 
apparently  at  its  best  speed,  and  requiring  water  to  be  constantly  poured 
on  to  prevent  the  bearings  heating,  we  occupied  one  hour  and  39  minutes 
from  pier-head  to  pier-head ;  scarcely  any  improvement  on  this  trial  trip 
on  the  average  passages  of  the  other  steamers  on  the  service. 

Havmg  inspected  the  works  in  hand  for  the  improvement  of  the  Port 

of  Calais,  the  party  re-embarked,  and  then  the  discovery  was  made  that 

the  supply  of  coal  on  board  was  insufficient  for  the  return  trip.      An  hour 

and  a  half   was  occupied  in  getting  stock  on  board,  and   at  7  p.m.  we 
x6 
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commenced  our  return  voyage.  Unfortunately  we  had  not  proceeded  far 
when  the  steam  steering  gear  became  disarranged,  and  another  hour  was 
occupied  in  putting  this  to  rights  while  we  drifted.  However,  by  10.30  we 
reached  Dover,  and  arrived  in  London  shortly  before  midnight.  All  the 
officers  of  the  Chatham  Company  were  with  us,  including  Captain  Godbold, 
the  Continental  Superintendent ;  Mr.  Mortimer  Harris ;  Mr.  Morgan,  the 
Secretary ;  Mr.  Kirtley  and  Mr.  Mills ;  Mr.  Chapman,  the  Goods  Manager ; 
Captain  Morgan,  Marine  Superintendent;  Mr.  B.  Smyth  and  Mr.  Vincent 
Hill,  District  Superintendents  of  the  Line. 

There  had  been,  on  several  occasions,  a  failure  to  obtain  convictions 
under  the  Bye-Laws,  owing  to  county  court  barristers  and  judges  having 
Bve-Lawa.  spoken  strongly  against  their  validity,  and  these  cases  had 
Interview  with  become  so  well  known  that  the  solicitors  of  the  Companies 
Mr.  CaicrafL  hesitated  to  take  action  under  them.  It  was  decided  that  the 
mtervention  of  the  Board  of  Trade  should  be  sought.  Mr.  Roberts,  our 
solicitor ;  Mr.  Brewer,  of  the  Brighton ;  with  Mr.  J.  P.  Knight  and  myself 
met  Mr.  Calcraft  on  the  subject.  We  had  his  sympathy  in  our  difficulties, 
but  the  draft  Bye-Laws  subsequently  submitted  scarcely  came  up  to  my 
expectations. 

General  Vaughan  resigned  his  position  as  District  Superintendent  of  the 

Southern  Division,  and  Mr.  Eddy,  from  Chester,  was  selected  to  succeed 

Q^j^^^^       him.     Mr.  J.  Entwistle,  who  had  acted  as  assistant,  both  under 

Yangiian       Mr.  Bruyeres  and  General  Vaughan,  was   appointed  to  take 

S^^^       charge  of  the  Shrewsbury  District,  Mr.  Ephraim  Wood  being 

■uoceedB.       chosen  to  fill  the  vacancy  at  Chester. 

Mr.  Mawby  was  appointed  to  take  duty  as  assistant  to 
Mr.  Massingberd,  at  Holyhead,  and  very  shortly  the  latter  gentleman  retired 
from  the  service. 

On  I  St  July  the  Denbigh,  Corwen,  and  Ruthin  Line — ^a  single  line  of 
way — was  taken  over  by  the  North-Western  Company,  and  another  junction 
Hew  Linei  and  ^^^^  ^^^  Great  Western  Railway  (Corwen)  was  effected.     The 
Stations  in     line  fell  into  the  district  under  Mr.  Wood's  management.     In 
^*^  the  South  Wales  section  the  line  from  Blaenavon  was  extended 

to  Abersychan.  New  stations  were  opened  at  Padbury  (Bucks),  and  at 
Bamfurlong,  near  Wigan.  Bury  Lane,  a  noted  old  station  on  the  Liverpool 
and  Manchester  Line,  was  re-christened  "  Glazebury." 

In  June,  after  some  difficulty,  it  was  decided  to  extend  the  trains  of  the 
Joint  Manchester  and  South  Junction  system  from  Oxford  Road  to  London 
Road  Station,  Manchester,  and  a  separate  platform  and  station,  adjacent  to 
the  terminus,  was  constructed  to  accommodate  them. 

In  November  the  running  of  a  midnight  train  from  Euston  for 
Birmingham,   Liverpool,  and   Manchester,  with   sleeping   saloons  attached, 
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^      ,       ^     was  commenced.     The  goods  people  complained  much  about 
Bnxming  of.  ,  .,       f.  ri         -  ^ 

Midnight  Train  *^s  running,  as  they  considered  the  transit  of  the  night  goods 

ftom  Boston    trains  would  be  interfered  with,  but  a  little  judicious  scheming 
NovamlMr  187&  ^^^    modification    of    the    working    diagram     overcame    all 

difficulties,    and    the    midnight    trains    out  of    London    are 
now  a  travelling  necessity. 

At  the  Clearing  House  Meetings  Mr.  J.  G.  Harris  was  appointed  to 
succeed  Mr.  Cockbum,  who  had  resigned  from  the  South-Eastern  Railway. 
Clearing  Hoiue  ^^'  Cockbum  took  some  interest  in  the  Granville  Hotel  at 
SaiMrinten-     Ramsgate,  and  the  Superintendents  paid  him  the  compliment  of 
Ckmferenceo,    holding  their  spring  meeting  at  that  place.     Mr.  Vincent  Hill 
1*^  appears  representing  Mr.  Mortimer  Harris,  of  the  London,  Chat- 

ham, and  Dover ;  and  Mr.  Conacher  attends  with  Mr.  Cattle  for  the  Cambrian. 
Commander  Pitman  interviewed  the  Superintendents  at  their  April 
meeting,  and  the  issue  of  through  tickets  to  any  point  in  the  kingdom  for 
paid-off  seamen  at  the  Port  of  London,  on  production  of  vouchers  from  the 
Board  of  Trade,  was  agreed  to,  their  pay  being  sent  by  Postal  Order  to 
their  homes,  thus  avoiding  the  risk  of  robbery  and  wrong  by  land  sharks  to 
the  seamen  returning  with  their  "  pockets  full  of  money  "  home  from  voyages. 
The  notice  to  be  found  on  aU  railway  tickets  at  the  present  time  as  to 
non-liability  was  submitted  at  the  July  meeting  by  Mr.  Tyrrell  and  myself 
on  behalf  of  our  respective  Companies,  stating  that  we  were  adopting  it, 
under  legal  advice,  on  all  our  tickets,  and  urging  its  general  use. 

At  the  October  meeting,  at  which  Mr.  Maddock,  of  the  Lancashire  and 

Yorkshire,  was  elected  Chairman  for  1879,   ^  resolution  was  passed  which 

Appendix  to    ^^^    ^°    ^^^    universal    adoption    of    "  Appendices "    to    the 

Working  Book  Working  Book  for  certain  sections.     It  was  to  the  effect  that 

adopted.       when  trains  of  one  Company  run  for  short  distances  (worked 

under  block    telegraph    regulations)    over  the  lines  of  other  Companies, 

it  is  unnecessary  to  supply  the  servants  of  the  running  Company  with  the 

working   time  tables  of  the  Company  owning  the  line,  it  being  considered 

sufficient  that   such    servants    be    supplied  with    any  special  instructions 

affecting  the  working  of  that  part  of  the  line  over  which  the  trains  pass. 

These  special  instructions,   both  to  our  own   men  and    to  those  of 
foreign    lines,  developed  into    the    system    of   "  Weekly   Notices "   issued 

from  headquarters,  giving  the  entire  list  (as  received  from  the 

as  to         permanent  way  signalling  and  engineering  departments),  of  the 

Line  Bepair    slackenings  to  be  observed  through  permanent  way  operations 

or    mining  subsidence,  and  of    the    working  of   single   line 

where,   through  re-laying  or  repairs,  the  usual  running  was  affected ;    the 

position   of  the    works,    and    mileage    distances   being    shewn   for  drivers' 

guidance.       These  had  to   be  sent  out  week  by  week,   by  a  fixed  date, 

to  all  the  Companies  affected,  so  that  they,  in  their  turn,  might  incorporate 

Xhe  information  for  the  guidance  of  their  own  men. 
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1879. — The    question    of   the    block    regulations    came    again   under 

careful  discussion  early  in  1879.      Accidents  still  continued  to  arise  outside 

stations — busy  stations  at  which  it  was   not  considered  possible  to  adopt 

the  absolute  block — and  while  in  the  open  line  the  block  well  controlled 

separate   train   running,   yet  at  station  yards  trains  would  accumulate,  and 

signalmen  required  some  reminder  of  their  trains.      Mr.  Fletcher,  formerly  at 

Holyhead,  had  become  the  Electric  Telegraph  Superintendent  of  the  Northern 

Division,    under    Mr.   Newman,   and    Mr.   Tunbridge    had   the    Southern 

TeU-taie       I^ivision  of  the  line.      In  order  to  facilitate  the  station  yard 

Telegraph     working,   and  to   dispense  with   pegs  or  slates,  Mr.  Fletcher 

^Sod^Sd"    introduced  a  very  clever  arrangement  of  indicating  numbers, 

working  in  connection  with  the  handle  of  the  telegraph  block 

instrument,  by  which  Numbers  i,  2,  3,  and  up  to  6,  could  be  given,  and 

by  this  form  of  instrument — it  was  called  the  "  tell  tale " — the  signalmen 

were  clearly  enabled  to  check  the  various  entry  of  trains,  and  to  record 

their  departure  one  by  one.     The  whole  of  the  stations  were  placed  under 

the  control  of  these  new  instruments,  which  were  ultimately  applied  to  loop 

lines  for  goods  trains,  as  well  as  to  passenger  loop  lines. 

In  March,  Mr.  John  Grant,  Assistant  Manager  of  the  Great  Western 
Railway,  died.     He  had  been  the  Chairman  on  their  behalf  for  some  years 

at  the  joint  officers'  conferences,  and  we  had   become  quite 

Deatb  of      accustomed  to  expect,  on  these  occasions,  field  days  of  goods 

a.w.R***    department  differences  between  himself  and   our  Mr.  Kay. 

These    differences     were     reverberated    at     the    subsequent 

Directors'   meetings,    Mr.  Grierson  and   Mr.  Findlay  being  the   respective 

gladiators  for  the  two  companies.     Mr.  Grant  was  succeeded  by  Mr.  Lambert, 

and  a  calmer  regime  was  instituted.     It  was  the  irony  of  fate  that  resulted 

in   Mr.   Lambert,   whose  services   the    North-Westem   Chairman   did    not 

hesitate  to  part  with,  when  acting  under  Mr.  David  Stevenson  at  Camden, 

becoming  first  General  Goods  Manager,  and  afterwards  General  Manager, 

of  the  Great  Western  Railway. 

In  February,  through  some  questions  between  the  Brighton  Company 
and  the  South  Eastern  as  to  Croydon  Station,  the  service  of  trains  running 

between    Willesden    Junction     and     Croydon    was     entirely 
^^^^^BerJlciL^  withdrawn,    but   on    ist    June   the   running    was    reinstated, 

and  the  London  and  North-Westem    trains  ran  into  a  new 
terminus  called  New  Croydon. 

The  I  St  of  June  saw  several  changes  in  the  train  services ;  the  line 
through  the  new  Primrose  Hill  Tunnel  being  opened,  four  lines  throughout 

existed  for  traffic   between   Willesden   and  Camden.      New 

of  4th  Line     ^^y  ^»"^s   had  been  constructed  at  Willesden  Junction  (Low 

through       Level),  and  the  North  London  Company's  trains  ran  through 

TnnwAi        at  fixed  hours  between  Willesden  and  Broad  Street,  calling 

not  only  at  Kilburn,  but  at  two  additional  stations  brought 
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into  use — Loudoun  Road  and  Queen's  Park — while  Kilbum  became  a 
double-barrel  station— " Kilbum  and  Maida  Vale" — one  jocular  passenger 
puzzling  the  collecting  porter  by  enquiring  whether  Kilbum  tickets  were 
now   made  available  at  the  new  station  ! 

On  the  same  day  the  train  service  between  Watford  and  Euston  was 
^**b2SiS*"*  modified    and     improved,     an    hourly    service    being    given 
WatHoid  and    ^ot  the   first  time,  uniform  times  for  starting  being  adopted 
^"•^on-       at  each  end. 

The  Merthyr  Extension  Railway  from  Dowlais,  via  Morlais  Junction, 
was  opened  on  same  date,  and  the  Abergavenny  Junction  trains  ran  through 
^^^^         to  Merthyr  as  their  terminus,  the  terminal  station  being  the 
Merthyr.      Great  Western  Company's,  and  the  line  belonging  jointly  to 
the  North-Westem  and  the   Brecon  and  Merthyr  Company, 
Mr.  Henshaw,  of  that  Company,  and  Mr.  J.  Bishop,  being  joint  superin- 
tendents. 

In  the  previous  March  a  change  had  been  made  in  the  train  service 

into  Newport  (Mon.),  and  it  was  intimated  that  the  London  and  North- 

NewDort.      ^^^^tem  through  trains  heretofore  running  into   Mill  Street 

mgh  Street    Station  of  the  Monmouthshire  Railway  would  cease,  and  the 

^Stotlon       through  carriages  of  the  Company  would  be  run  instead  to  and 

of  mil  street  ^^^^  ^^^  ^^g^  Street  Station  of  the  Great  Western  Company, 

via  the  Caerleon  Line  of  the  latter  Company.    The  whole  of  the 

trains  in  the   Shrewsbury  and  Hereford  section  were  re-arranged,  and   the 

working  over  that  portion   became  joint,   instead  of  each  of  the  owning 

Companies  running  trains  in  rivalry. 

In  July,  Queen's  Park  Station  received  some  actual  Royal  patronage 

to  justify  its  name.      Close  to  the  site,  the  Royal  Agricultural  Society  held 

Qneen'8  Park   ^^   annual   gathering   in    1879.      The  record  of  their  yearly 

Station.       assemblies  has,  on  many  occasions,  been  the  reverse  of  "  set 

Agrlcoitiiral    fair."     This   time  the    "  much  rain "   of  the  barometer   was 

July  um      ^^^^  ^^^^    reached.      The  arrangements    for    the    Queen's 

reception   were   thoroughly  discussed    and    settled,   but    the 

weather  was  so  continuously  wet  that  the  ground  of  the  Show  became  a 

complete  quagmire,  and   it  was  decided   to  postpone  the  opening  of  the 

Show.     At  last  the  Queen's  visit  was  fixed  for  the   ist  of  July,  but  the 

torrents  of  rain  that  again  fell  caused  Her  Majesty  to  postpone  her  visit. 

Finally,  on  Saturday,  the  5th,  the  Queen  carried  out  her  intention  of  visiting 

the  place,  and  changing  engines  at  Acton,  the   Royal   train  was   brought 

by    the  North  and    South-Westem   Line   to   Willesden   Upper  Level  and 

zigzagged  through  Willesden  Lower  Level  to  Queen's  Park  Station.     The 

Duke    of    Sutherland,    Lord    Bridport,     Lord     Richard     Grosvenor,    and 

Mr.  Cawkwell  were  all  in  attendance. 

The   roadways    on    the   ground   were  in   a    sadly   watery  state;    the 
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Queen's  progress  was  made  with  difficulty,  and,  conlrary  to  the  well-known 
punctuality  of  Her  Majesty,  the  returr\  train  was  no  less  than  twenty-two 
minutes  late  in  starting  on  its  homeward  journey,  by  the  same  zig-zag  route, 
lo  Windsor. 

The  difficulties  that  the  North-Westem  officers  had  to  contend  with 
in  carting  the  various  exhibits  were  extreme,  and  Mr.  D.  Stevenson,  with 
Mr.  John  Findlay  as  his  lieutenant,  distinguished  themselves  in  grappling 
with  the  unexampled  task  which  the  wet  weather  and  the  tenacious  London 
clay  united  in  providing  for  them  during  the  days  on  which  the  heavy 
machinery  and  other  exhibits  had  to  be  dragged  into  position. 

The  weather  also  sadly  interfered  with  the  numbers  of  expected 
visitors ;  the  pathways  of  the  Show  became  streets  of  liquid  mud  ;  planks 
laid  down  partially  met  the  difficulty,  and  so  did  the  close-wattled  hurdles 
which  were  brought  in  for  the  last  two  days  and  laid  as  tracks  for  the 
visitors,  but  "woe  betide"  the  unfortunate  man  who  met  ladies  on  the 
narrow  planking  !     He  had  to  step  into  the  adjacent  mud  and  let  the  others 

Many  of  the  new  lines  and  extensions,  which  had  been  constructing 
under  Mr.  Baker's  supervision,  were  being  brought  to  completion  this  year. 
Mr.  Frank  Stevenson,  who  had  for  many  years  been  his  highly- 
OMfted!'      appreciated  assistant,  now  became  Engineer-in -Chief. 

-  The  Wansford  and  Seaton  Line,  with  intermediate  stations 

'''to'jL""*  ^^  Nassington,  King's  Cliffe,   and   Wakerlcy  and  Barrowden, 

Bettwiy-Coea  was    opened    for   goods  traffic   in  August,  and    for   passenger 

M  uauun     traffic  in    October.     It   afforded  a   very    direct   line    between 

Rugby  and  Peterboro',  and  has  subsequently  been  utihsed  for 

traffic  to  Harwich  from  the  Midland  Counties. 

The  line  from  Bettws-y-Coed  to  Blaenau  Festiniog  was  inspected  in  June, 

and  I  had  a  new  experience.     For  some  reason,  Captain  Rich  determined  lo 

-^„„^,         test  the  width  of  the  single  line  tunnel,  by  travelling  through  it 

at  BlMMin     on  foot,  having  a  carriage,  with  its  doors  open  on  both  sides, 

^'^^^^-      propelled    by    an    engine  at  a  walking  speed  all  through  the 

tunnel.     Our  procession  was  a  singular  one ;    we  had  to  step  cautiously  over 

the  sleepers,  with  lanterns  shewing  us  the  way  j    the  engineer's  men  having 

lanterns  also,  shewing  the  jagged  edges  of  the  tunnel,  and  marking  any  places 

which  the  Inspecting  Officer  was  dissatisfied  with. 

The  line  from  Bettws-y-Coed  to  Festiniog  was  originally  intended  lo 
be  constructed  on  the  very  narrow  gauge,  adopted  by  Mr.  Spooner  for 
his  "toy  railway,"  from  Festiniog  to  Penrhyndeudraelh,  but  in  order  to  avoid 
constructing  engines  and  vehicles  of  differing  gauge,  tlie  Directors  decided 
on  keeping  to  the  4  feet  8  J  inches  gauge  throughout.  The  change  entailed  con- 
siderable outlay,  as  many  of  the  curves,  and  cuttings,  and  viaducts,  had  to  be 
re-arranged.  The  cost  was  espedally  excessive  in  the  long  tunnel,  near  the 
terminus  at  Festiniog.    So  much  so,  that  the  Directors  called  for  a  special 


RAILWAY   REMINISCENCES.  23 1 

report  upon  the  expenditure.  The  gentleman  instructed  to  send  in  this, 
reported  uix)n  the  rock  which  faced  the  engineers  at  the  western  end, 
and  described  its  hard  nature ;  further  on  as  the  work  proceeded,  a  still 
harder  structure  of  rock  was  experienced,  and  the  drilling  tools  made  very 
slow  impression ;  yet  further  on,  towards  the  centre  of  the  excavation,  a  rock 
was  experienced  still  harder  in  texture,  upon  which  the  diamond  drills  could 
make  but  the  very  faintest  impression,  and  while  progress  was  thus  seriously 
retarded,  expenses  as  seriously  increased.  The  contractor  long  back  had 
given  up  the  work,  and  the  Company's  own  Engineer,  Mr.  W.  Smith,  of 
Bangor,  had  the  difficulty  to  contend  with. 

The  line  was  opened  for  traffic  in  July,  and  a  new  route  for  tourists  was 
established.  As  the  terminus  of  the  line  at  Blaenau  Festiniog  was  but  a  short 
distance  from  that  of  Mr.  Spooner's  line — subsequently  it  was  extended 
so  as  to  be  exactly  opposite  his  station — a,  ready  approach  was  afforded 
to  the  well-known  views  of  Tan-y-bwlch  and  the  coast  at  Portmadoc. 
A  new  means  of  inland  communication  to  and  from  the  slate  quarries 
was  given  by  the  line  to  Llandudno  Junction,  but  the  slate  traffic  itself, 
which  was  a  considerable  factor  in  the  calculations  of  the  probable 
receipts  from  the  line,  was  very  slow  in  adopting  the  route  by  rail ;  the 
quay  at  Deganwy,  was,  in  subsequent  years,  arranged  to  suit  this  particular 
traffic,  but  has  not  been  phenomenally  successful. 

In  June,  Mr.  Findlay,  Mr.  Michel  (our  Continental  Superintendent), 
Mr.  Bore,  Mr.  Webb,  and  I,  were  appointed  to  make  a  Continental  trip,  to  report 

what  could  be  learnt  across  the  Channel,  from  our  neighbours 
ContiiMiitai     niod^s  of  working  railways.     We  crossed  by  "The  Breeze,** 

Uaes,        from  Dover  to  Calais,  and  at  Lille  were  met  by  M.  Mathias, 

*'  who  accompanied  us  over  the  railway  company's  works,  and 

afterwards     we     went     through    the    engineering    establishment     of     the 
Fives-Lille  Cie. 

At  Berlin  we  were  met  by  M.  Messing,  M.  Michel's  correspondent,  and 
with  him  called  on  Herr  Biichteman,  Mr.  Findlay  commencing  a  series  of 
enquiries  as  to  the  mode  of  dealing  with  the  working  staff  of  the  lines  in  cases 
of  disability  through  accident,  etc.  At  Potsdam,  we  went  over  the  railway 
works.  Next  day,  after  calling  at  the  Embassy  in  Berlin,  our  party  inspected 
the  works  of  the  Anhalt  Railway,  returning  to  their  new  station  in  course  of 
erection.  Our  visit  to  Berlin  terminated  in  an  interview  with  Mr.  Pape,  a 
Government  railway  official,  who  gave  us  further  information  as  to  their 
routine.  Leaving  Berlin,  we  travelled  through  the  night,  via  Dresden  and 
Saxon  Switzerland,  and  had  to  be  disturbed  and  roused  from  our  slumbers 
for  the  purpose  of  identifying  and  passing  our  luggage  at  Tetschen,  the 
Austrian  frontier.  Towards  morning  we  passed  by  Znaim,  a  very  prettily 
situated  town  ;  the  harvest  was  being  gathered  in,  and  the  flight  of  butterflies 
disturbed  apparently  by  the  passing  of  the  train,  presented  a  very  singular 
scene,  as  we  neared  Vienna.     At  Vienna  we  met  with   Herr  Linger,  who 
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shewed  us  over  the  Palace,  and  accompanied  us  along  the  celebrated  Ring 
Strasse,  with  its  noble  buildings  in  course  of  erection.  Our  drive  through  the 
Prater,  and  visits  to  St.  Stephen's  Cathedral,  and  the  grand  "  Votive  Church  " 
(built  as  a  thanksgiving  for  the  Emperor  Francis  Joseph's  recovery  after  the 
serious  attack  of  the  assassin  Libenyi,  in  1853),  formed  a  very  pleasant  break 
in  the  railway  routine  of  our  trip.  Our  English  party  of  five,  were  all 
photographed  at  Adele's  as  a  group.  We  found  Mr.  P.  F.  Kupka,  an 
Austrian  gentleman,  an  excellent  guide  both  in  railway  matters  and  in 
local  traditions ;  he  spoke  English  fluently.  We  accompanied  him  to  the 
Nord  Bahn  terminus,  and  inspected  the  Imperial  train,  afterwards  going 
through  the  extensive  works  there  ;  then  to  the  Sud  Bahn,  and  looked  through 
the  other  portion  of  the  State  Works.  Next  day,  Mr.  Kupka  accompanied 
our  party  by  train  to  the  summit  of  the  Semmering  Line — a  railway  recently 
opened — its  engineering  works  carried  through  a  beautiful,  but  difficult 
country,  had  been  very  generally  applauded,  as  marking  a  distinct  advance 
in  mountain-railway  engineering.  From  Vienna,  we  left  by  night  train, 
and  at  2.0  a.m,  had  the  usual  annoyance  of  being  forced  to  leave  our 
sleeping  bunks  to  have  our  luggage  passed  through  the  Customs — a  most 
vexatious  proceeding.  We  all  had  to  stand  with  keys  ready  to  open  any 
one  of  the  packages  the  Customs  authority  might  select,  only  one  out  of 
our  six  or  eight  was  selected,  but  with  amusing  persistency  the  one  they 
always  dropped  on  was  Mr.  Findla3r's  fatherly-looking  portmanteau. 

Munich  was  our  next  stopping  place,  and  at  the  railway  station  there,  we 
inspected  the  Heberlein  brake,  and  the  system  adopted  for  heating  the 
carriages.  A  night  journey  in  another  of  the  sleeping  carriages,  hot,  stuffy, 
and  sweaty,  only  served  to  increase  the  dislike  we  all  felt  to  this  mode  of  night 
travelling.     Our  route  took  us  via  Strassburg  to  Paris. 

At  Pans,  we  met  several  of  the  railway  managers,  and  of  course  brought 
our  visit  to  a  close  by  a  dinner.  M.  Mathias,  Banderali,  and  Coffinet,  were 
among  our  guests.  We  parted  with  Michel  at  Boulogne,  and  on  arriving 
at  Calais  found  the  tide  so  low  that  it  was  necessary  to  embark  on  a 
small  steamer,  to  convey  the  passengers  to  the  "  Calais-Douvres,"  on  board  of 
which  we  found  our  Vice-Chairman,  Mr.  J.  P.  Bickersteth. 

The  taking  of  notes  fell  to  my  lot,  and  we  accumulated  a  good  deal  of 
information  as  to  the  laws  in  operation  in  Germany,  with  reference  to  the 
insurance  of  workpeople,  limitation  of  claims,  etc.  As  to  railway  working. 
we  brought  little  home  of  any  very  great  value.  The  system  of  heating 
railway  compartments  by  briquets,  was  tried  upon  our  return,  but  it  did 
not  survive.  The  use  of  slate  for  spaces  on  the  sides  of  vans  for  chalk 
marking  of  contents,  gave  the  idea  to  us  of  thus  avoiding  the  disfigurement 

and  damage  to  our  horse  boxes  and  carriage  trucks,  of  chalk 
adopted.       scoring  the  destinations,  and  with    some  difficulty,  and  after 

various  samples  had  been  submitted  by  Mr.  Bore,  we  adopted 


RAILWAY    REMINISCENCES.  233 

the  present   neat  and  serviceable   plan   of  introducing  in  these  vehicles  a 
slate  panel  in  the  carriage  waist,  which  serves  the  purpose  excellently. 

In  Paris,  a  couple  of  chairs  for  the  Queen's  train  were  purchased,  and 
we  also  arranged  for  the  supply  of  framework  for  reversible  couches — ^a  clever 

adaptation  by  which  the  carriage  couches  of  padded  sofa  seats 
OoocHes.       ^sed  during  the  day,  when  turned  round  on  a  pivot — upside 
down — formed  a  good  broad  bed  for  night  travelling;    these 
were  largely  used  in  the  Company's  family  saloons,  etc. 

The  report  closed  with  a  recommendation  in  favour  of  the  adoption  of 
small  omnibuses,  similar  to  those  supplied  by  the  French  railways  in  Paris. 

This  was  a  subject  very  dear  to   Mr.    Findlay*s   heart,   and 
OmnliniMs.     although  the   suggestion   was  not  altogether  well  received  at 

first,  yet  he  resolutely  persevered,  and  debating  the  subject  again 
in  twelve  months*  time,  he  carried  his  point : — difficulties  were  raised  as  to 
licenses,  I  had  specially  to  interview  Mr.  Liddell,  the  Permanent  Under 
Secretary  of  the  Home  Department;  Mr.  Roberts  (Solicitor),  also  with 
me,  met  Colonel  Sir  E.  Henderson  at  Scotland  Yard,  on  same  subject. 
The  privileged  cab  proprietors  of  Euston  made  strong  remonstrances, 
but  the  Directors  determined  to  support  the  scheme,  and  family  busses 
f  unfortunately  called  "  one-horse  "  busses  at  their  first  adoption),  slowly  won 
their  way  into  public  favour.  Cabmen  jeered  at  them,  other  lines  of  railway 
opposed  the  innovation,  but  at  length  the  plan  has  "  caught  on,"  and  these 
vehicles  are  firmly  established  as  a  portion  of  the  outfit  of  both  London 
and  provincial  railway  stations. 

We  brought  home  a  perfect  shoal  of  German  and  French  reports  and 
plans.  Those  in  French  were  readily  translated  by  Mr.  Michel;  those  in 
German  had  to  pass  through  the  more  questionable  translation  of  one  of 
his  clerks.  An  amusing  instance  of  mis-translation,  occurred  in  a  paper 
explanatory  of  German  railway  construction ;  the  stations  were  said  to  be 
furnished  at  the  end  of  the  lines  with  "  potters  wheels  ; "  the  clerk  brought 
his  dictionary  to  convince  me  of  the  accuracy  of  his  translation,  but  he  did 
not  shake  my  conviction  that  "  turntables  "  were  the  intended  expression.  A 
somewhat  similar  want  of  appreciation  in  translation  came  under  my  notice 
lately,  in  which  instead  of  "  network  "  of  electrical  supply,  the  word  "  nettings  " 
had  been  given  as  the  French  equivalent. 

That  there  was  not  much  to  be  noticed  in  Austria  at  that  time,  in  the 
shape  of  advance  on  our  own  carriages,  may  be  learnt  from  the  following  from 
Mr.  Kupka : — 

"  We  have  for  ordinary  traffic  scarcely  any  carriages  or  wagons  with  six 
wheels  ;  all  of  them  have  only  four ;  with  a  few  exceptions  (eight  wheelers). 

**  All  our  I  St  class  compartments  contain  six  seats ;  2nd  class  eight,  3rd 
class  10,  and  our  carriages  have  the  following  divisions  : — ^Three   ist  class 
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compartments  =  1 8,  or  two  whole  and  two  half  ist  class  compartments  =  iS 
passengers  ; 

One-and-a-half  ist  class  and  two  2nd  class  compartments  »  25, 

Or  three-and-a-half  2nd  class  compartments  =  28  passengers ; 

Two  2nd  class  and  two  3rd  class  compartments  =  36, 

Or  five  3rd  class  compartments  =  50  passengers." 

"Briquets"  for  heating  (he  says)  were  found  too  expensive,  and  they 
adopted  **  flasches  "  instead,  of  tinned  sheet  iron  filled  with  hot  water  for  ist 
and  2nd  class,  while  we  put  regular  coke  or  coal  stoves  in  the  3rd  class.  "  We 
take  special  care,"  he  says,  "  for  our  3rd  class  passengers,  because  they  usually 
are  not  provided  with  warm  clothes  in  winter  time  as  the  others.  Such  stoves 
have  of  course,  drawbacks;  they  warm  mostly  the  upper  part  of  the 
compartment,  and  roast  you  when  too  near  them.  The  steam  warming  system 
is  used  on  the  Carl  Ludwig  Railway,  but  the  effect  is  tremendous ;  you  are 
sometimes  obliged  to  open  the  windows,  because  all  the  regulation  is  good 
for  nothing." 

Shortly  after  our  return,  Mr.  Findlay  was  waited  on  by  Mr.  Julius  Pintsch, 
a  German  gas  engineer,  proposing  his  system  of  oil-gas  lighting  for  railway 

carriages — a  vast  improvement  on  the  existing  oil  roof  lamps. 
Pope's  Gao.  which  in  spite  of  supervision  were  too  often  badly  trimmed, 
and  at  the  end  of  the  journey  reduced  to  a  mere  speck  of 
light,  if  indeed  the  light  might  not  be  spoken  of  as  "  one  that  failed."  So 
frequent  were  these  failures,  that  it  was  the  custom  at  Willesden  Junction  to 
keep  lamps  in  readiness  to  substitute  for  those  "  out,"  so  that  passengers 
making  their  last  stage  into  London  might  not  have  the  inconvenience  of 
riding  in  the  dark,  when  they  had  to  gather  up  their  traps  preparatory 
to  reaching  the  terminus.  The  Company  had  recently  been  trying  various 
forms  of  lamps,  and  those  submitted  by  Mr.  Kelly  seemed  likely  to  be  adopted, 
when  the  unexplained  explosion  of  one  in  the  Irish  Mail  van,  put  a  stop  to  its 
chances. 

Pintsch's  plan  appeared  to  afford  what  was  required,  but  it  turned  out 
that  Mr.  Webb  had  already  a  scheme  in  hand  with  a  Mr.  Pope,  which 
was  ultimately  adopted.  The  difference  between  the  two  may  exist,  but  the 
Manager  always  considered  it  a  case  of  "  tweedledum  and  tweedledee."  Both 
plans  entailed  reservoirs  and  service  pipes,  and  a  somewhat  pungent  smell  at 
the  time  of  charging  the  vehicles,  but  the  cleanliness  of  the  system  as 
compared  with  oil,  and  the  steadiness  of  the  lights  have,  through  Mr.  Park's 
perseverence,  resulted  in  its  very  general  adoption  upon  the  stock. 

The  enlargement  of  Lime  Street  Station  was  completed  this  year, 

and  in  view  of  making  improvements  so  as  to  attract  the  American  traffic,  the 
Company  decided  on  taking  the  New  Hotel  at  the  terminus  into  their  own 
hands,  Mrs.  Head  being  removed  from  Holyhead  to  act  as  manageress. 

Mr.  Loveland,  of  the  Erie  Railway,  was  in  close  touch  with  the  traffic 
crossing  from  New  York,  and  he  urged  strongly  that  we  should  have  our  own 
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direct  representative  on  the  other  side  of  the  Atlantic.    After 

Nsw  York 

Office  opened,  some  negotiation,  Mr.  Trowbridge  was  selected  for  the  purpose, 
and   another   office,  in  addition   to   that   opened  by  Messrs. 
Gaze,  was  authorised. 

In  the  meantime,  a  hot  competition  for  the  Amencan  traffic  was  arising, 

and  the  ever  active  Midland  Company  announced  special  trains  to  be  run,  on 

Tw<*ri>^^ff     *^^  arrival  of  one  or  two  of  the  larger  vessels,  to  compete  with 

CkmipetltUm    our  advertised  trains.      The  hotel  was  a  great  factor  in  our 

for  American    favour,  and  the  American  public  were  not  much  inclined  to 
Traffic. 

patronize  any  other  route  than  the  shortest    and  quickest. 

Occasionally,  through  having  friends  on  board,  working  in  the  interests  of  the 

respective  companies,  it  happened  that  a  clean  sweep  was  made  of  the  whole 

contingent  of  London  passengers ;  foremost  among  these  friends  of  ours  was 

Mr.   Gillig,   who   afterwards   established   the   American    Exchange   in  the 

Strand,    and     whose     patriotic    receptions    of    American  citizens   in    the 

Metropolis  were  on  a   scale  far    beyond    that    which    could   have    been 

expected  from  any  one  short  of  a  millionaire. 

In  August,  I  St  class  saloons  are  announced  to  run  by  the  fast  trains 

between  Liverpool  and  London  "  without  extra  charge." 

The  doubling  of  the  line  through  the  tunnel  into  Lime  Street,  led  to  the 

abandonment  of  the  rope,  as  the  means  of  drawing  the  trains  out  of  that 

,^  station,  and  a  set  of  sidings  adjoining  the  turntable  had  to  be 

Tunnel  Worked  introduced   for   the  locomotives,  at  about  the  point  at  which 

^  on  the  site  of  now  excavated  rock,  the  Church  of  St.  Silas  had 

X^xxnnotlvei.  « 

stood. 

A  singular   occurrence  took   place   shortly    after   locomotive  working 

through  the  tunnel  had  been  adopted.      An  engine  on  its  usual  routine  was 

to  have  passed  from  Lime  Street  up  to  Edge  Hill.   The  pointsman  pulled  the 

lever  of  the  crossing  intended  to  lead  from  the  down  line,  on  which  the  engine 

was  standing,  across  to  the  up  road,  and  signalled  the  driver  to  cross  and  go 

ahead.      The  driver  started,  but  the  swan-neck  of  the  points  had  become 

broken,  and  while  the  lever  acted,  the  points  did  not,  and  the  engine  travelled 

in  the  darkness  on  the  wrong  line  right  up  to  Edge  Hill.      Covered  with 

smut  and  soot  and  ooze  from  the  tunnel  roof,  which  the  beat  of  the  engine 

had  dislodged  from  its  resting  place,  the  driver  had  been  wondering  as  he 

travelled,  what  could  have  been  the  cause  of  the  unusual  fall ;  the  ordinary 

up  line  was  free  from  any  such  accumulation  on  the  tunnel  roof,  as  each 

train  that   passed  disposed   of  its   share.     It  was  a   fortunate   chance   that 

no  down  train  or  engine  was  in  the  tunnel  at  the  time. 

It    was    not   only   in    Liverpool   that  the  engineering  works  originally 

designed  by  Mr.  Baker,  were  in  active  progress.     The  Over  and  Wharton 

Line   was   inspected  ;  the  duplication  of  lines  into  Preston, 
Progresa  1879.  ^'^^^    ^^^    massive    viaduct    over    the     Ribble,    were    being 

completed.     The  station  and  harbour  works  at  Holyhead  were  in 
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a  forward  state,  and  so,  under  Mr.  Robert  Johnston's  auspices,  were  the  new 
station  and  tunnel  at  Birkenhead  ;  while  under  Mr.  T.  E.  Harrison's  hands 
the  new  joint  station  at  Leeds  was  progressing. 

The  direct  line  between  Rugby  and  Northampton  was  rapidly  approaching 
completion.  The  new  station  at  Northampton  itself,  and  the  deep  cutting 
near  Roade,  which  would  complete  the  extra  line  from  Roade  to  Rugby,  were 
in  such  an  advanced  state,  as  to  lead  us  to  prepare  the  new  time-table  in 
readiness  for  this  opening ;  and  that  of  the  Joint  Great  Northern,  via 
Melton  Mowbray,  to  Nottingham  and  Bottesford  for  Newark. 

On  August  17th,  I  received  a  pressing  message  from   Mr.   Findlay, 

requiring  me  to  go  with  all  speed  to  North  Wales,  as  very  serious  floods  had 

noods  in      interfered  with  the  train  working ;    so  by   midnight  train   I 

North  Wales,    travelled  to  Crewe,  thence  I  proposed  to  run  by  special  engine 

UanduiM      to  the  Chester  and  Holyhead  Line.  The  special  engine  intended 

Vlwi^c*-       to  take  me,  unfortunately,  got  off  the  road  when  backing  out  of 

the  siding,  and  striking  against  one  of  the  then  unprotected  supports  of  the 

recently  erected  light  foot  bridge,  leading  into  the  Crewe  Works,  caused  two 

sections  of  that  structure  to  collapse  and  fall  on  to  the  line ;  the  mishap  taught 

the  engineers  a  lesson,  as  firm  "  fenders  "  have  since  been  provided  to  screen 

the  supports. 

A  journey  along  the  line  shewed  what  havoc  had  been  wrought  in  various 
places,  and  the  local  engineer,  Mr.  W.  Smith,  in  view  of  the  breaches,  over- 
cautiously  prohibited  traffic  at  points  where  it  subsequently  proved  all 
was  perfectly  safe. 

The  principal  breach  was  between  Abergele  and  Llandulas ;  the  stone 
viaduct  over  the  usually  trifling  watercourse  called  the  Dulas,  having  been 
undermined  by  the  floods,  and  washed  away  by  a  raging  torrent.  For  two 
days  the  flood  remained  so  high  that  nothing  could  be  done  towards 
repairing  the  line  at  this  place.  I  came  down  to  the  spot  early  on  Monday, 
1 8th,  and  went  over  the  ground  with  Mr.  Wood,  who  had  made  some 
temporary  arrangements  for  carrying  on  the  traffic  by  road ;  but  it  became 
necessary  to  largely  improve  the  coach  service  between  the  two  points  of 
Colwyn  and  Abergele.  The  mails  formed  a  difficulty,  as  they  required  more 
rapid  transit  than  the  heavy  transfer  of  tourist  passengers*  luggage  entailed,  but 
the  Post  Office  authorities  had  on  the  ground  a  Mr.  Neville — an  old  guard 
and  a  skilled  inspector — whose  aid  was  invaluable.  I  notice  that  in 
Mr.  Baines'  history — "  Forty  years  with  the  Post  Office  " — he  is  good 
enough  to  give  to  me  and  Mr.  Harrison,  some  credit  for  coping  efficiently 
with  the  difficulty.  Certainly  the  occurrence  took  place  at  the  very  busiest 
portion  of  the  North  Wales  tourist  season. 

The  breach  took  place  on  the  17th,  and  on  the  25th,  I  was  able  to  write 
to  the  papers  announcing  that  the  traffic  lately  interrupted  by  the  he^ivy  storm 
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R&pid  ^^  again  resumed,  and  trains  were  running  as  usual.  Messrs. 
BMUnrntton  of  Webb,  F.  Stevenson,  G.  Whale,  F.  Harrison,  Footner,  and 
^vSd^*^  myself,  were  on  the  spot  all  day  on  the  25th,  and  the  3.0  p.m. 
train  from  Holyhead  was  the  first  to  pass  over.  It  was  a  record 
restoration,  and  reflected  the  greatest  credit  on  Mr.  Footner.  The  line  was 
carried  across  the  Dulas  on  a  temporary  viaduct,  sloped  down  from  the  main 
line,  at  the  grade  of  i  in  23 ;  and  the  traffic  was  conducted  over  this  single 
line,  until  the  completion  of  the  new  viaduct.  It  was  decided  to  replace  the 
viaduct  by  one  of  steel,  with  seven  spans,  and  its  construction  is  one  of 
Mr.  Webb's  most  notable  performances  at  Crewe  Works.  The  viaduct  is 
224  feet  long,  the  seven  spans  being  32  feet  each  ;  the  crude  pig  iron  for  the 
work  was  converted  into  steel,  and  the  girders,  14  lattice  and  28  plate,  with  the 
transverse  portions,  flooring  plates,  angle  irons  and  all  other  parts,  were  ready 
at  Crewe  for  erection  within  one  week !  Mr.  Footner*s  men  were  employed 
night  and  day  with  the  masonry  of  the  eight  piers,  and  the  electric  light 
was,  for  the  first  time,  employed,  to  enable  the  night  work  to  be  carried  out. 

The  new  viaduct  was  brought  into  operation  on  the  14th  September,  26 
days  after  the  mishap. 

Among  the  notorieties  who  travelled  by  the  West  Coast  route  this  year, 
5th  June,  was  Prince  Alexander  of  Battenberg  the  Prince  of  Bulgaria,  who 
had  been  somewhat  roughly  expelled  from  his  principality,  and  went  down  to 
Ballater  on  a  visit  to  her  Majesty.  I  had  the  honour  of  a  conversation  with 
him  as  he  was  leaving  by  the  Limited  Mail. 

Mr.  David  Stevenson's  appointment  in  London,  and  the  absorption  of 

Messrs.  Chaplin  and  Home's  staff,  led  to  several  changes  in  the  course  of  the 

Obaoffes  in     ^^^^  ^^  ^^^  Goods  Department.     Mr.  Greenish  was  appointed 

QfBcen.       to  take  charge  of  the  Halifax,  Leeds,  and  Bradford  District ; 

^  *  vn^  ^  ^^'  J'  ^*  Mason  being  selected  to  succeed  him  at  Camden 

for    the    London    District  ;     Mr.    Holt    was    appointed    to 

Northampton,  vice  Mr.  Keen;   and  Mr.  George  Kitchens  to  the  Coventry 

and    Leicester   District,  vice  Mr.  Simpson ;   Mr.  Henry  Cattle,   late  of  the 

Cambrian  Railway,  was  nominated  as  Goods  Manager  of  the  Lancaster  and 

Carlisle  District,  in  May,  in  place  of  our  old  friend,  Mr.  John  Fitzsimons 

(who  died  in  the  subsequent  year,  March  14th,  1880).    In  November,  1879, 

Mr.  Cattle  took  charge  of  both  passenger  and  goods  traffic,  on  the  removal  of 

Mr.  Purssell  to  Northampton. 

A  bold  experiment  was  made  in  reference  to  the  Parcel  Traffic,  shortly 

after   Messrs.  Chaplin   and   Home's   interests   were   dealt  with,   by  which, 

Pj^^^j        following  the  Great  Eastern  Company,  the  booking  fees  on 

Booking  Fees  parcel  traffic — a  tax  of  2d.  per  parcel — were  decided  to  be  dis- 

Abandoned.     continued.     These  booking  fees  had  produced  a  considerable 

sum,  more  than  covering  the  cost  of  the  Receiving  Offices  in  the  Metropolis, 

but  with  the  discussion  as  to  adopting  parcel  labels,  and  the  negotiations  in 

progress  with  the  General  Post  Office,  it  was  felt  by  the  General  Managers^ 
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that  Mr.  Findlay  was  right  in  policy,  in  intimating  the  discontinuance  of  the 
impost,  which  ceased  to  be  charged  after  the  close  of  the  year.  The  adoption 
of  an  extended  boundary  for  the  collection  and  delivery  of  parcels  round 
London,  and  organizing  a  radius  system  of  delivery  cart  in  connection, 
for  the  suburban  stations,  was  one  of  Mr.  David  Stevenson's  tasks.  With 
reference  to  these  services,  I  note  the  first  mentibn  of  Mr.  Frank  Ree,  as  his 

Mr  F  Bee.  ^sistant,  at  this  time.  Meetings  were  necessary  to  agree  these 
Mr.  Stevenson's  boundaries  for  delivery  with  other  companies,  and  the  map  was 

^■■^■^'*^      finally  settled  at  the  "  Metropolitan  Conference." 

The  adoption  of  an  "  enquiry  office  "  at  the  entrance  of  Euston  Booking 
Hall  was  made  this  autumn ;   it  proved  a  great  convenience  as  a  point  at 

which  information  could  be  quietly  obtained  at  any  time  during 

&[tBi!wshed^  the  day,  relieving  the  booking  clerks  and  the  queue  of  passengers 

booking,  from  having  their  progress  interfered  with  by  a  long 

string  of  questions  from  some  tedious  intending  passenger,  calmly  indifferent 

to  the  flying  moments  allowed  for  the  work  of  train  booking. 

In  July,  the  London  and  North-Westem  arranged  with  the  Lancashire 
and  Yorkshire  Company,  for  a  service  of  through  coaches— three  times  per 
day — into  Southport,  via  Wigan,  an  inconvenient  junction,  but  a  great  con- 
venience to  passengers. — In  October,  the  Caledonian  Railway  Company 
opened  their  "  Central  Station  "  at  Glasgow. 

The  records  of  the  Clearing  House  shew  that  Mr.  G.  Lewis  succeeded 
Mr.  Cattle  as  Manager,  etc.,  of  the  Cambrian  Line;  Mr.  Lewis  had  been 

Secretary,  and  now  assumed  the  double  duty.    Major  Flood 

Superlnten-     ^^g^   attended   the   Tourist   Meetings,  as  the  representative 

dent's        of  the   Crystal   Palace.       Mr.   T.   S.   Dodgson  is  appointed 

as    Representative   of  the   Cleator  and  Whitehaven  Junction 

Line,  opened  for  traffic  in  September ;  Mr.  Cockbum,  who  had  returned  to 

railway  life,  succeeds  Mr.  Mortimer  Harris  as  Superintendent  of  the  London 

Chatham  and  Dover  Railway.    Mr.  Eddy  attends  in  October  as  my  substitute. 

Mr.  Thomas  Robertson,  of  the  Highland  Railway,  is  appointed  Chairman 

for  1880. 

1880. — The  ist  of  January  this  year  was  the  date  appointed  for  the  opening 
throughout  of  the  Great  Northern  and  North-Westem  Joint  Line,  extending 

from  Market  Harborough,  via  Melton  Mowbray,  to  Stathern 
of  Kottingluun  Junction,    with    branches    thence    to    Nottingham,   and   via 

and  Market     Redmile,  to  Newark. 
Earborongli 

Linesi  Mr.  Lawie  was  originally  appointed  Joint  Manager,  with 

ist  Jannary,    offices  at  Melton  Mowbray,  but  he  soon  after  was  succeeded  by 

1880. 

Mr.  Pearce,  a  nominee  in  turn  of  the  Great  Northern  Company. 
The  line  opened  up  the  well-known  hunting  districts  of  "  the  Shires," 
with  stations  at  Hallaton,  East  Norton,  Tilton,  "  Burrow  and  Twyford " 
(afterwards    by    request    altered    to    John    O'Gaunt),    and    Great    Dalby, 
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all  lying  south  of  Melton  Mowbray.  The  very  extensive  slip 
**^Mel^*^  which  had  postponed  the  opening  was  situated  near  East  Norton, 

and  for  many  months  baffled  all  the  talent  of  the  engineers 
and  contractors,  in  effecting  the  stability  of  the  embankment. 

North  of  Melton  Mowbray  the  stations  were  Scalford,  Long  Clawson,  and 
Hose  (near  to  which  the  Hose  tunnel  is  situated),  and  the  junction  station 

originally  known  as  Stathern,  but  afterwards,  called  Harby  and 
Melton.       Stathern  in  consequence  of  the  many  instances  of  confusion 

and  mis-sending  between  Stathern  and  Hathem.  Two  stations 
— Bamston  and  Bingham  Road — were  made  on  the  line  towards  Colwick  and 
Nottingham,  and  a  very  artistic  set  of  station  buildings  was  erected  at  Redmile, 
on  the  branch  towards  Newark,  as  that  was  the  station  to  be  used  by  the  Duke 
of  Rutland,  whose  seat  was  adjacent  at  Belvoir  Castle. 

On  the  curve  towards  Rockingham,  at  the  Southern  end  of  the  Joint 
Line,  a  station  called  Medbourne  was  built,  but  it  was  not  opened  until 
1883 ;  when  it  obliterated  our  old  station  Medbourne  Bridge,  which  became 
known  as  Ashley  and  Weston.  A  considerable  extent  of  running  powers 
came  into  operation  through  the  opening  of  this  important  Joint  Line,  the 
Great  Northern  had  the  right  of  running  into  Northampton,  and  from 
Leicester  by  their  line  to  Tilton,  via  Medbourne  and  Rockingham  to  Peter- 
boro\  On  our  side,  we  had  powers  to  reach  the  Nottingham  and  Erewash 
Valley  coal  fields,  via  Colwick,  and  into  the  Yorkshire  coalfield,  by  running 
powers  to  Doncaster.  The  Joint  Committee  dealing  with  these  matters  met 
alternately  at  King's  Cross  and  at  Euston,  and  worked  with  remarkable 
smoothness  throughout. 

The  line  from  Rugby  to  Market  Harborough  had  been  originally  con- 
structed as  a  single  line ;  in  view  of  the  expected  extension  of  traffic,  it  had 
been  decided  to  double  it,  and  the  work  was  completed  in  July,  1878. 

In  like  manner,  the  line  from  Northampton  to  Market  Harborough,  had 
originally   been    only    a    single   line    as    between   Brampton   and    Market 

Harborough,  but  with  the  advent  of  all  the  expected  traffic 
^jj^  jn       from  the  Joint  line,  and  the  admission  of  the  Great  Northern 
connection     to  Northampton,  it  became  necessary  to  double  it     This  work 
Harborongh.    ^^^  completed  in  1879,  ^^^  ^^  M^-  Findlay's  sons  acting  as 
resident  engineer.    The  quadrupling  of  the  line  through  Market 
Harborough  was  a  natural  consequence,  and  so  was  the  duplication  of  the 
lines  approaching  Northampton,  where  two  lines  were  constructed  to  accom- 
modate the  traffic  for  the  direct  route  to  Rugby,  and  two  for  the  Market  Har- 
borough and  Joint  Great  Northern  traffic  previously  mentioned ;  the  lines 
running  side  by  side  to  Kingsthorpe  Junction,  one  mile  beyond  Northampton. 

The  Rugby-Northampton  Line  was  not  opened  till  the  end  of  188  r,  but 
the  sites  for  the  stations  were  inspected  and  settled  early  in  1880.  We  visited 
Althorpe,  Long  Buckby,  and  Kilsby,  in  the  course  of  selection  of  sites  ;  the 
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old  Roman  Watling  Street  was  crossed  by  the  new  line,  about  a  mile  south  of 
Kilsby,  and  can  be  traced  for  some  distance  alongside  the  railway — a.  broad 
green  lane — unburdened  with  traffic,  which  for  some  cause,  has  entirely  left  it 
at  this  point,  for  other  routes.  The  whole  of  these  lines  were  added  to  the 
engineering  division  under  the  charge  of  Mr.  Kellett. 

The  opening  of  the  Nottingham  District,  with  its  extensive  coal  traffic, 
caused  a  considerable  extra  mileage  to  be  added  to  Mr.  Mumford's  Rugby 
district;  the  sheds  at  Colwick  and  at  Doncaster  being  placed  under  his 
control. 

A  new  Passenger  Superintendency  was  created  by  this  new  district ;    its 

supervision,  on  behalf  of  the  London  and  North-Western  Company,  together 

HawDiitrlot    ^^^^    ^^^    Peterborough   and    Stamford    Lines,    which    were 

fonned  nnder   withdrawn  from  the  former  "  Southern  Division,"  being  placed 

to^taSStoii*'*  the  charge   of  Mr.  R.  Purssell,  who   had   been    District 

Superintendent  at  Lancaster,  since  Mr.  Chauncey's  death 
in  1869.  In  November,  1879,  he  removed  to  Northampton,  and  had  the 
somewhat  easy  task  of  organising  the  district,  as  its  first  residential  officer. 

1880.  Mr.  John  Rigg,  who  had  been  in  charge  of  the  Northern  Division 
of  the  Locomotive  Department,  died  in  February,  1880;  he  had  retired 

from  active  duty  in  1877,  his  place  from  that  date  being  filled, 

5^**"**«  ^    and  very  efficiently  filled,  by  Mr.  George  Whale,  who  had  acted 

DejMutmaiit :  ^  assistant  to  Mr.  Rigg  for  many  years.     Mr.  Whale  was  a  man 

Mr.  o.  wiiaio   who  worked  most  harmoniously  with  the  Traffic  Department 

Mr.  John  Blgf.  throughout  his  history.      On  investigations  as  to  accidents, 

there  was  no  attempt  to  screen  his  men  when  in  fault ;  and 
on  all  questions  connected  with  train  working,  his  cheerful  aid  might  be 
relied  on. 

Lord  Sackville  Cecil,  who  had  been  trained  in  railway  working  on  the 

Great   Eastern   Railway,   succeeded  or  superseded  Mr.  Denne  as  Superin- 

DlitrlctRaUway*^"^^"^  of  the  District  Railway ;   his  advent,  however,  afforded 

-^         us  but  little  relief,  as  the  train  arrangements  of  the  District  Co. 

Backviiio      had  resulted  in  admitting  more  trains  on  to  the  line  than  could 

^^^^         possibly  be  accommodated  with  punctuality ;   even  Mr.  J.  S. 

Forbes,  whom  we  believed  to  be  the  strong  will  in  the  back  ground  directing 

the  proceedings,  had  unwillingly  to  confess  the  impossibility. 

The  commercial  travellers  as  a  body,  had  for  some  time  been  complaining 

of  the  heavy  tax  the  charges  for  excess  luggage  had  imposed  on  them,  and 

ceui      to  ^^^y  urged   with    much    force,  that  these  journeys  of  theirs 

Commercial    were  sowing  the  seed  of  traffic  to  follow  in  all  directions,  and 

TraveUers.     ^j^^^^  ^j^g  policy  of  treating  them  illiberally  was  suicidal.     They 

had  knocked  at  the  door  repeatedly  in  vain ;  foremost  among  the  attacking 

party  was   Mr.  J.  O.  Bairstowe,  of  Huddersfield,  Honorary  Secretary  to  the 

Commercial  Travellers'  Mutual  Protection  Society. 
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The  Clearing  House  Superintendents  dealt  with  the  question  finally  in 
January,  and  on  the  scheme  being  approved  by  the  General  Managers,  I  had 
the  pleasure  of  telling  Mr.  Bairstowe  that  the  arrangements  for  the  conveyance 
of  commercial  travellers  luggage,  at  reduced  rates,  would  come  into  operation 
forthwith.  He  sent  copy  of  my  letter  to  the  Times  and  other  newspapers 
without  loss  of  a  day. 

Commercial  travellers  were  thenceforward  allowed  double  the  weight 
conceded  to  ordinary  passengers,  and  half  the  charge  for  any  over  weight,  with 
the  additional  boon  of  no  charge  whatever  being  made  if  the  excess  charge- 
able  was  under  is. 

The  "briquets"  we  had  introduced  from  the  Continent  for  carriage 
warming,  not  having  proved  satisfactory,  Mr.  Webb  introduced  to  the  Directors 

notice,  a  novel  application  for  heating  and  re-heating  the 
fSotwrnMnT  ^^sting   footwarmers,   by  the  substitution  of  acetate  of  soda 

for  the  water ;  he  shewed  in  experimental  operations,  a  small 
portion  of  the  crystal  powdered,  falling  into  the  block  in  a  flask,  and  in 
a  very  short  space  of  time  the  contents  of  the  flask  changed  from  a  cold 
solid  block  to  a  very  hot  fluid.  The  principle  was  adopted  for  our  foot- 
warmers;  when  first  brought  into  use,  passengers  were  startled  to  see  the 
porters  striking  or  shaking  up  the  footwarmers,  if  they  had  gone  cold,  and 
assuring  the  spectators  that  they  would  be  "  all  right "  and  hot  directly. 

An  attempt  to  dispense  with  roof  lamps  in  the  day-time,  by  the  adoption 
of  luminous  paint  for  the  ceilings  of  the  carriages,  was  made  about  the  same 
time,  but  the  experiment  proved  a  dismal  failure. 

1880.  We  had  this  year  several  royalties  and  celebrities  travelling  over 
the  Une,  whose  trains  I  had  to  accompany.  Early  in  January,  Captain  Vernon 
Chater  arranged  with  me  for  the  Princess  Louise's  journey  to  Liverpool,  on 
the  occasion  of  her  return  to  Canada.  H.R.H.  was  accompanied  by  the 
Prince  of  Wales  and  the  Duke  of  Edinburgh,  and  at  night  the  prince  returned 
to  town,  our  homeward  journey  being  made  in  exactly  four  hours. 

In  July,  the  Grand  Duke  Alexis  went  down  to  Scotland,  and  Prince 
Leopold  returned  separately  from  the  Queen,  in  October.  In  December, 
H.R.H.  the  Prince  of  Wales  and  Prince  Christian  made  a  special 
journey  to  Trentham  ;  and  next  day,  with  the  Duke  of  Sutherland,  went  to 
Chester,  to  Eaton  Hall,  for  the  funeral  of  the  Duchess  of  Westminster.  The 
whole  royal  party  returning  same  evening  to  town. 

Mr.  Vanderbilt  made  one  of  his  flying  visits  to  England  in  the  autumn, 
and  taking  luncheon  with  our  directors,  commenced  a  discussion  which 
resulted  next  year  in  the  visit  of  the  Duke  of  Sutherland  and  some  other 
members  of  the  Board  to  America. 

In  June,  the  extension  of  the  inner  harbour  at  Holyhead  Station,  with 

the  Up  side  arrival  buildings  and  landing  place  for  the  steamboat  passengers, 
17 
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onfininff  of    ^^  inaugurated  by  a  visit  of  H.R.H.  the  Prince  of  Wales  to 

Holyhead  Inner  the  port.     His  Royal  Highness  stayed  at  the  Company's  new 

Harbour  and    Hotel,  and  Captain  Dent  escorted  him  to  the  steamer  "  Lily," 

Station,  1880.       ...  ^         ,  •  w  •     •  ^-         -^1.  *i.  •      . 

which  was  to  make  a  special  tnp,  in  connection  with  the  opening : 

the  rigid  punctuality  of  the  steamers  starting,  caused  the  whole  of  the  Pas- 
sengers by  the  special  train  from  Liverpool,  which  was  a  little  late,  to  be  left 
behind  !  It  was  with  difficulty  these  important  guests  were  appeased,  and  it 
was  only  the  fact  of  their  being  able  to  secure  the  very  best  places  at  the 
luncheon  table,  that  in  any  degree  pacified  them.  The  luncheon  took  place 
in  the  export  goods  shed,  not  as  yet  opened  for  traffic.  Nearly  i,ooo  guests 
sat  down. 

Up  to  the  time  of  opening  this  extension  of  terminal  accommodation  at 
Holyhead,  the  North-Western  passenger  steamers  arrived  at  and  started  from 
the  one  goods  shed  built  on  the  down  side  of  the  harbour;  and  the 
passenger  trains— other  than  the  Irish  mail — ran  to  and  from  this  goods  shed, 
the  passengers  making  use  of  a  platform  which  existed  outside  the  shed  wall, 
fitted  with  staircases,  which  led  to  overhead  galleries  in  the  goods  shed,  and 
thence  down  by  other  staircases  to  the  quay  side. 

On  the  day  after  the  opening  ceremony,  all  this   was  altered.      Tlie 

passenger  express  steamers,  night  and  day,  both  for  the  Greenore  and  the 

^  North  Wall  services,  used  the  extended  inner  harbour,  and  both 

saMenseF 

Traini  nse  the  arrived  at  and  departed  from  the  new  passenger  station ;  the 
'^'^^^SeadL    ^^^  Station  and  the  old  Royal  Hotel  were  closed.    The  express 

passenger  steamers  berthed  on  arrival  at  the  proper  up  side, 
and  warping  across  the  harbour,  departed  from  the  proper  down  side.  The 
cargo  steamers,  which  still  conveyed  third  class  passengers  and  harvestmen, 
had  to  reverse  this  arrangement,  arriving  on  the  down  side  and  departing  from 
the  up  side. 

The  new  goods  shed,  though  on  the  up  side,  became  the  export  shed ; 
the  old  goods  shed,  though  on  the  down  side,  was  retained  as  the  import  shed, 

and  so  the  fact  remains,  that  the  outward  goods  traffic  (export) 
at  Holyliead.    ^^^^  Holyhead,  is  brought  by  trains  to  the  contrary  side  to  the 

outward  passenger  traffic;  and  the  inward  goods  and  live  stock 
traffic  is  dealt  with  in  like  manner,  on  the  contrary  side  of  the  station  to  the 
inward  passenger  traffic.  This  crossing  of  the  traffic  depended  very  much  on 
the  accommodation  for  dealing  with  live  stock  coming  across  from  Ireland, 
extensive  provision  existed  on  the  one  side  of  the  harbour,  and  none  on  the 
other.  The  unloading  stages  and  exit  for  the  cattle  from  the  steamers  were 
very  complete;  and  a  separate  inclined  way  and  bridge  over  the  lines  were 
constructed,  so  as  to  keep  a  clear  road  for  the  animals ;  and  when  once  the 
beasts  were  on  this  track,  they  were  bound  to  proceed  to  their  destination ; 
like  decoy  passages  in  the  fens,  the  cattle  and  pigs  had  only  one  direction  to 
pursue,  vestigia  nulla  retrorsum :  the  cattle  yard,  the  trucks,  the  trains,  the 
abbatoirs,  were  all  their  future. 
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Those  who  have  visited  Holyhead  Pier  Station,  free  from  anxiety  as  to 
securing  their  own  berths  or  seeing  to  the  safe  transit  of  their  belongings, 
cannot  fail  to  have  been  struck  with  the  systematic  way  in  which  the  transfer, 
both  of  the  mails  and  of  the  passengers'  luggage,  is  effected  at  the  Government 
pier  by  the  men  of  the  City  of  Dublin  Company,  and  how  by  the  regular  suc- 
cession of  seamen  carrying  article  after  article,  and  mail  bag 
Luggage      ^^^^  ^^^^  ^^S>  across  the  broad  platform  space  and  on  to  the 
at  steamers,  the  contents  of  the  heaviest  loaded  Vans  and  Post 

_  Offices  are  gradually  and  surely  disposed  of. 

Eztraotora  ^  different  system  was  put  into  force  for  the  North-Westem 

Steamers  by  Captain  Dent,  in  connection  with  the  arrival  side ; 
carrying  out  a  suggestion  which  Mr.  Mawby — ^then  in  charge  of  Holyhead — 
originated ;  he  adopted  an  "  Extractor,"  by  which  the  heaviest  articles  were 
conveyed  from  the  vessel  to  the  quay,  on  an  endless  band  actuated  by  a  steam 
winch  on  board,  working  in  the  same  way  as  a  hay  elevator  or  steam  dredger ; 
the  slope  obtained  was  suitable  for  steamers  with  paddle  boxes  and  sponsons, 
and  worked  well  so  long  as  such  steamers  were  running,  but  the  adoption  of 
screw  steamers  enabled  the  vessels  to  come  closer  alongside,  and  the  extractors 
being  found  unsuitable  for  the  altered  slope  have  been  superseded  by  movable 
steam  lifts. 

In  July,  following  on  the  opening  of  the  enlarged  harbour  and  new  station 
at  Holyhead,  an  additional  evening  express  service  (first,  second,  and  third  class) 
was  run  from  Euston,  for  Irish  traffic,  leaving  London  6.0  p.m.  and  Holyhead 
2.15  a.m.,  reaching  North  Wall,  Dublin  7.0  a.m.  In  the  opposite  direction 
the  steamer  left  Dublin  at  7.30  p.m.,  the  train  in  connection  started  from 
Holyhead  12.30,  and  was  due  at  Euston  8.35  a.m. 

Two  fine  paddle  steamers,  the  "  Lily  "  and  "  Violet,"  were  added  to  the 
Company's  fleet  in  connection  with  these  services. 

For  Greenore  traffic,  the  London  train  left  Euston  at  5.0  p.m.,  the 
passengers  being  due  in  Greenore  at  7.0  a.m.,  and  Belfast  10.50  a.m.  In  the 
opposite  direction,  the  train  left  Belfast  at  5.0  p.m.  Greenore  8.45  p.m., 
but  was  not  due  in  London  till  12.50. 

On  Sunday  night,  the  1 2th  September,  a  dastardly  attempt  was  made  to 
wreck  the  down  Irish  mail  train  by  an  explosion  of  dynamite,  which  was  only 

averted  through  the  cartridge  attached  to  the  fuse  being  badly 
^^ynamlte      placed  on  the  rail  or  on  one  side  of  the  rail.      The  driver  of 

Wreck iriflliMaU^^^  ^^^^  ^^^^  ^'^^  conscious  of  a  slight  explosion,  which  he 

near  Bushey,    took  for  a  defective  fog  signal ;  it  was  not  till  daylight  that  the 

J^[°^    '•  cartridge  was  discovered  undischarged  at  the  rail  side.     The 

spot  where  this  attempt  took  place  was  immediately  opposite 

an  existing  spinney  or  plantation,  on  the  down  side  of  the  line,  between 

Bushey  and  Watford. 

The  police  were  at  once  communicated  with.  I  had  interviews  with 
Mr.   G.   Lushington,  of  the  Home  Office,  and,  with  our  detective   officer 
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Mr.   Copping,   also  interviewed   Colonel   Labalmondiere, — ^the  director    of 
criminal  investigations  at  Scotland  Yard. 

The  Railway  Company  offered  ;^ioo  reward,  and  Her  Majesty's 
Government  offered  a  similar  amount.  They  were  in  possession  of  the  fact 
that  a  number  of  similar  djmamite  detonators  had,  about  ten  days  previously^ 
been  ordered  by  a  man  who  had  given  a  fictitious  -address  at  Charing  Cross 
Hotel,  but  who  had  made  a  communication   in  writing  to  the  dynamite 

company.      This  writing  stated  that  "  Mr.  T thinks  that  he  did  not 

mention  the  number  of  detonators  ordered  by  him  to-day, — he  writes  to  say 
he  will  want  ten."  In  the  advertisement  issued  by  the  Times  newspaper, 
the  letter  was  reproduced  in  facsimile  in  typograph — ^the  first  instance,  I 
believe,  in  which  such  a  departure  from  ordinary  type  had  ever  appeared  in 
that  paper. 

I  am  not  aware  that  any  discovery  was  ever  made  as  to  the  perpetrator  of 
this  attempt,  but  in  view  of  the  train  attacked  being  the  Irish  mail,  and  the 
Fenian  troubles  at  the  same  time,  special  attention  was  turned  to  the  safety  of 
the  Tubular  Bridge,  Holyhead  Harbour,  etc. 

There  was  not  much  of  moment  this  year  in  new  train  services,  beyond 
the  opening  of  the  joint  lines  to  Nottingham  and  Newark. 

The  Whitehaven,  Cleator,  and  Egremont  Line  was  under- 
^l«r^oMi!*im^  taken  to  be  worked  jointly  with  the  Furness  Company,  with  a 

Junction  at  Sellafield,  in  February;  and  in  the  subsequent 
September  Siddick  Junction  was  opened  as  the  terminal  connection  of  the 
independent  line  of  the  Cleator  and  Workington  Line. 

In  June,  a  new  train  service  of  eight  trains  daily,  between  Willesden 
Junction  and  Heme  Hill  was  inaugurated ;  this  brought  the  North-Western 
into  direct  communication  with  the  London,  Chatham,  and  Dover  Line; 
Mr.  J.  S.  Forbes  with  his  lieutenants,  Mr.  Mortimer  Harris  and  Mr.  Vincent 
Hill,  took  interest  in  its  establishment. 

In  the  same  month  the  hourly  service  of  trains  between  Liverpool  and 
Manchester  was  enlarged,  by  the  introduction  of  additional  trains,  giving  a 
half-hourly  communication  between  the  two  towns,  during  the  business  hours 
of  the  day. 

A  special  announcement  is  made  in  November,  that  a  through  carriage 
will  be  run  between  London  and  Birkenhead  each  way,  leaving  London  at 
5.0  p  m. ;  leaving  Birkenhead  at  11. o  a.m.  This  was  the  first  time  that  such 
a  facility  had  been  given  by  the  London  and  North-Western  route  for 
Birkenhead — London  traffic. 

The  chief  change  in  Scotch  business  was  consequent — under  the  auspices 
of  the  Caledonian  Railway — upon  the  opening  of  the  Callander  Line 
throughout  to  Oban,  on  ist  August ;  Mr.  John  Anderson,  of  Oban,  acting  as 
Secretary  of  the  undertaking  and  District  Manager.  It  had  considerable 
effect  in  drawing  the  West  Highland  traffic  away  from    the   Clyde  route. 
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and  added  a  new  contribution  to  the  summer  difficulties  of  the  Caledonian, 
affecting  Stirling  and  Perth. 

The  Scotch  Representatives  of  the  Company  at  this  time  were  : — 

Mr.  Robert  Small,  of  Dundee,  Chief  Officer. 
Mr.  Kinloch,  Perth.  Mr.  Dawes,  Inverness, 

Mr.  Gibb,  Aberdeen.  Mr.  Lindsay,  Arbroath. 

Mr  Dickson,  Glasgow  and  Greenock. 

In  South  Wales,  the  Sirhowy  Line  had  been  taken  over  by  the  North- 
western Company,  the  trains  running  via  the  Monmouthshire  Railway  between 
Nine  Mile  Point  and  High  Street  Station,  Newport;  in  August,  the  trains  from 
Abersychan  ran  also  to  and  from  that  station,  instead  of  Mill  Street,  as 
heretofore. 

An  omnibus  service  was  put  into  operation  from  Euston  to  Charing  Cross 
Station  in  June,  in  coimection  with  the  South-Eastem  Railway  Company ; 
and  a  bus  service  was  also  run  by  the  London  and  North-Westem 
Company  between  Marton  and  Southam,  three  times  daily,  commencing  in 
November. 

In  September,  another  forward  move  was  made  in  respect  of  the  parcel 

traffic, — announcements  being  made,  and  arrangements  perfected,  for  the  free 

Free  CoUectUm  Collection  of  small  parcels  from  warehouses  and  business 

^     ,®L   ^     establishments,   not  only   in    London,  but  in  some  of   the 
Parcel  Ttafflo  ' 

commenoed  principal  towns  served  by  the  Company  —  Birmingham, 
September,  1880.  Wolverhampton,  Liverpool,  Manchester,  Leicester,  Dewsbury, 
Preston,  etc.  The  supervision  of  this  traffic  was  placed  in  the  hands  of 
Mr.  Prichard,  and  was  worked  by  him,  under  my  charge,  with  most  zealous 
energy.  It  is  an  organization  which  has  grown  to  be  one  of  the  ordinary 
necessities  of  business,  and  its  satisfactory  working  attaches  customers  to  any 
Hne  which  best  does  its  work,  and  shews  prompt  interest  in  meeting 
requirements  and  remedpng  complaints. 

The  Clearing  House  records  for  the  year  shew  Mr.  Bell  as  the  successor, 

in  the  Superintendents'  list,  to  Mr.  Myles  Fenton,  of  the  Metropolitan.    Mr.  Bell 

Clearing  Hoiue  ^^^   "^^  often   favour  us  with  his   company.     We  came  to 

Cliaiigee  in     consider  his  appearance  in  the  room  as  a  "  stormy  petrel,"  for  it 

indicated  some  stir  between  the  four  or  five  companies  dealing 

with   Earls   Court  or    Olympia,    and    some    sharp     differences    were   not 

unfrequently  manifested. 

Mr.  F.  Kirtley,  at  same  meeting,  is  reported  as  succeeding 
Mr.  H.  St.  G.  Caulfield,  on  the  Neath  and  Brecon  Line.  Mr.  Smedley  is 
appointed  to  the  Manchester  and  Milford  Line,  vice  Mr.  Hamer. 
Mr.  G.  W.  Keeling  to  the  Severn  and  Wye  and  the  Severn  Bridge 
Railway. 

The  Great  North  of  Scotland  is  first  represented,  in  July,  by  Mr.  Moffatt, 
as  successor  to  Mr.  Milne,  and  in  turn,  in  October,  Mr.  A.  G.  Reid  is 
announced  as  superintendent. 
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In  October,  Mr.  Hugh  Carr  attends  as  representative  of  the  Maryport  Line, 
on  behalf  of  Mr.  Addison ;  and  at  the  same  meeting,  Lord  Sackville  Cecil  is 
appointed,  vice  Mr.  Denne,  as  representative  of  the  District  railway. 

A  strong  attempt  was  made  at  the  spring  meeting  at  Brighton,  to  extend 
the  period  for  tourist  tickets  to  six  months,  or  up  to  the  end  of  the  year.  It  was 
urged  by  the  Great  Northern  Company  that  all  Midland  return  tickets  were 
available  for  six  months,  and  that  the  Scotch  Companies  (owing  to  friction 
between  the  two  companies  affected)  had  made  their  North  tickets  equally  so. 
The  proposal  was  defeated. 

Late  issues  of  the  time-tables,  and  the  inefficiency  of  the  bye-laws,  were 
prominent  subjects  of  discussion  at  the  October  Meeting,  at  which  Mr.  John 
Mathieson,  of  the  Glasgow  and  South  Western,  was  elected  Chairman  for  the 
year  1881. 

Among  the  North-Westem  Officers,  the  year  1880  was  ushered  in  with 

these  changes  affecting  the  goods  department : — Mr.  Chamock  is  appointed 

ChanseBin     ^^   ^^^  charge  of  Wolverhampton,  South  Staffordshire,  and 

L  &  N.w.      East    Worcestershire ;     Mr.    Nichols    retaining    Birmingham. 

Offlcere,  1880.    ^Ax.  Singer  acts  as  local  agent   in   Bristol  and   Cheltenham. 

Mr.  T.  Henshaw  takes  charge  of  the  Chester  and  Holyhead  division.      Mr. 

Allerton  becomes  the  Company's  representative  in  the  North  Stafford  district, 

with  offices  at  Stoke.     The  Sheffield,  Nottingham,  and  Newark  District  is 

allotted  to  Mr.  H.  Smyth.     In  the  passenger  department  Mr.  J.  Lewis  takes 

charge    of    Swansea,   Carmarthen    and    Pembroke    Dock    District.      The 

Whitehaven,  Cleator,  Egremont,  and  West  Cumberland  District  is .  taken  by 

Mr.  B.  A.  Bedford,  but   in   February  he  resigns,  and   Mr.  G.  E.  Ma  why, 

from  Holyhead,  takes  charge  in  his  stead. 

Death  removed  one  of  the  oldest  railway  officers  in  December. 
Mr.  E.  Byron  Noden,  late  of  the  South-Eastern  Railway,  as  goods  manager,  and 

formerly  with  the  Liverpool  and  Manchester  Railway  at  Bolton 

and  Manchester.      He  died  a  bachelor,  and  left  a  legacy  of 

;£  1,000  to  the  Railway  Benevolent  Institution,  together  with  a  share  of  the 

residue  of  his  property,  which  has  added  a  further  sum  of  ;£  1,999  to  his 

former  bequest. 

In  the  same  month,  my  chief  clerk,  Mr.  William  Raison,  who  had  been 
with  me  ever  since  I  joined  the  North-Western,  died.   He  had  in  the  past  been 

for  some  time,  station  master  at  Buckingham,  whence  he 
removed  to  become  Mr.  Grew's  assistant  at  Rugby.  He 
accompanied  Mr.  Grew  to  Birmingham  as  chief  clerk,  and  occupied  the  same 
position  under  me  when  I  succeeded  Mr.  Grew  as  district  officer  at 
Birmingham.  Knowing  his  systematic  methods  with  office  correspondence,  I 
obtained  his  removal  to  London,  to  take  up  the  work  in  my  London  office. 

Mr.  Holland  Hibbert,  of  Munden,  near  Watford,  joined  the  Board  of 
Directors  this  year. 


CHAPTER   XI.         1881— 1882. 

Severe  Frost  and  Snow  Storms -Death  of  Mr.  Henry  Ward- Standard  Brake  Coupling— Vbit  to 
United  States  and  Canada— Niagara— Go  East  by  Erie — La  Fontaine  Engine — St.  Paul,  Prairie  Country — 
Pittsburg — Railroad  Lessons— Level  Orossings — ^Pennsylvania  Railroad  OflScers — Mail  Fares  to  Ireland— 
Engine  Head  Lights — Northampton— Preston,  Park  Hotel — Day  Saloons  for  American  Traffic — Mansion 
House  Banquet— Accident  at  Holyhead — Mr.  Eiihraim  Wood  on  Trial — Telegraph  Codes,  failure  to  obtain 
uniformity — Parcel  Scade  Amended— Chain  Brake— Guards'  Regulations— Board  of  Trade  Criticism  on 
Accidents. 


THE  year  1881  was  distinguished  by  the  severity  of  the  weather  during 
January;    the  frost  was  very  strong,  and  special  instructions  were 
issued  requiring  the  trains  to  run  at  reduced  speed,  and  to  make 
additional  stoppages  at  places  where  men  were  specially  appointed  to 
examine  the  wheels  and  axles  of  the  expresses. 

On  the  1 8th,  the  officers  of  the  Company  had  one  of  their  friendly 

gatherings  in  London  and,  during  the  course  of  the  evening,  tidings  arrived 

g^^^        of  serious  blocks  by  snow  on  the  line ;  and  indeed,  in  London 

SnowBtomiB,    the  streets  were  scarcely  passable.     No  vehicles  were  obtainable. 

January,       Qn  returning  home,  calling  at  Chalk  Farm  station,  I  found  the 

line  badly   blocked  with  snow,  and  trains   delayed  through 

an   accident    at   Wembley.       The   drifts   in   cuttings   and   at    the  tunnel 

mouths    rendered   travelling  scarcely  possible.       The  snow  continued  to 

fall  all  the  next  day.     The  Limited  Mail,  due  at  4  a.m.,  came  into  Euston  a 

mass  of  white  vehicles,  with  couplings  clogged  with  snow,  at  4  p.m. 

Mr.  Eddy,  in  whose  division  the  principal  block  occurred,  distinguished 
himself  by  the  continual  personal  supervision  he  exercised  in  fighting  the 
snow,  cutting  through  the  drifts,  and  so  keeping  open  one  line  on  which 
traffic  could  pass  under  piloting  arrangements.  Tring  Cutting  was  one  of 
the  points  on  the  line  that  caused  the  heaviest  work,  the  wind  struggling 
to  replace  all  the  excavated  snow  as  fast  as  it  was  cleared.  Later  in  the  year 
snow  storms  caused  the  Midland  Line  to  be  entirely  blocked  at  Blea 
Moor,  and  once  more  the  Ingleton  route  had  to  convey  their  obstructed 
Scotch  traffic. 

The  alarm  respecting  Fenianism  still  continued,  and  we  had  frequent 
letters  warning  us  that  the  Irish  Mail  and  the  Britannia  Tube  were  threatened. 

For  my  part,  I  had  difficulty  in  believing  that  any  Fenians 
FenianimL  ^^^^  likely  to  interfere  with  the  mail  in  view  of  the  fact  that 
the  Irish  Members  were  so  frequently  travelling  by  that  train.  Still,  from 
Scotland  Yard  there  were  constant  suggestions,  and,  in  conformity  with  their 
recommendation,  early  in  February,  when  it  was  known  that  Michael  Davitt 
was  to  travel  by  the  train  in  custody,  a  pilot  engine  preceded  the  mail  right 
through  from  Holyhead  to  Euston,  and  special  precautions  were  taken  to 
move  him  from  the  train  at  a  point  short  of  Euston,  so  as  to  baffle  any  attempt 
at  rescue  at  the  terminus  or  on  his  expected  route  in  the  Metropolis. 
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The  position  of  Chief  Correspondence  Clerk  in  my  office,  vacant  by  the 
death  of  Mr.  Raison,  was  filled  by  Mr.  J.  W.  Widdowson.  He  had  for  some 
years  been  head  of  the  Passenger  Fare  Department,  but  this  had  been 
transferred  to  Mr.  Houghton,  who  now  had  both  the  Passenger  and  the 
Goods  Rates  under  his  supervision. 

I   lost,   in   March,  one  of  my  oldest  railway  friends  in  the  person  of 

Mr.  Henry  Ward,  the  General  Superintendent  of  the  Caledonian  Line.     It  was 

my  good  fortune  to  have  his  friendly  co-operation  at  Clearing 

Death  of  House  Meetings,  as  well  as  in  discussing  the  train  services 
Mr.  Henry  Ward,   ^     .  °  r^  .      r  j  j     •        n 

Bnperintendent  ^nectmg  our  two  Companies^  for  very  many  years,  and  dunng  all 

of  the        this  period  no  difference  ever  interfered  with  our  close  friend- 
Uj^q^^j^       ship.    He  died  at  Stirling  and  was  buried  in  Liverpool,  Toxteth 
Park  Cemetery.     Many  of  his  old  comrades  assembled  round 
the  grave,  and  a  Committee   of   Goods    Managers    and  Superintendents 
arranged  for  the  erection  of  a  monumental  gravestone  recording  our  estima- 
tion of  his  character. 

Among  the  visits  of  inspection  this  year  was  one  to  Thames  Haven, 
where  the  Directors  were  accompanied  by  Mr.  Stride,  of  the  Tilbury  Line, 
and  Mr.  Newton,  successor  to  Mr.  Mansel,  as  Manager  of  the  North  London. 
A  dreary  expanse  of  sloppy  Thames  mud  was  the  general  experience  of  those 
who  formed  the  inspection  party;  but  in  view  of  the  development  of  the 
import  business  of  the  Port  of  London  it  is  difficult  to  forecast  the  utility  of 
this  foreshore  property. 

The  enlargement  of  the  carriage  works  at  Wolverton,  and  the  necessity 

for  frequently  crossing  the  main  line  into  and  out  of  the  works,  led  to  the 

DiverBion      construction  of  the  passenger  station  on  an  avoiding  line,  by 

of  Lines       which   the  carriage    works    and  the  old   main  line  were  left 

at  wo  verton.  ^^j^g  q^  ^^^  gj^g  .  j^^^  jj^g  Chairman  was  not  content  with  the 

arrangement,  and  resolved  to  have  connections  for  transferring  the  vehicles 
on  to  the  main  lines  by  an  underground  passage.  Numerous  inspections 
were  necessary  before  a  decision  was  arrived  at,  and  a  far  simpler  arrangement 
was  submitted  by  the  officers  in  vain. 

At  Wolverton  we  were  shown  the  plan,  suggested  by  Mr.  Webb,  of 
introducing  flat  India-rubber  blocks  to  be  placed  under  the  carriage  bodies, 

standard  between  them  and  the  sole-bar,  with  the  object  of  lessening 
Yacnum  Brake  the  jar  of  travelling.     Mr.  Webb  was  about  this  time  instru- 

ConpUng.  mental  in  calling  a  meeting  of  the  Mechanical  Engineers,  at 
which  one  important  step  was  gained  towards  uniformity  in  Vacuum 
Brake  couplings.  No  progress  whatever  had  been  made  as  to  any  uniform 
plan  of  brake,  and  it  seemed  as  though  each  Company  would  adopt  some 
separate  system  with  separate  modes  of  coupling.  Fortunately  the  plan 
of  uniform  bore  and  size  of  coupling  was  agreed,  and  ultimately  has 
become  the  standard  of  the  Vacuum  Break  in  Great  Britain. 
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The  coupling  of  the  "  Standard  Brake,"  as  now  generally  adopted,  is 
shown  below. 


I^Hhq 


The  preliminaries  for  the  journey  of  our  Directors  to  America  occupied 

considerable  portions  of  ray  time  during  the  spring.     Mr.  Henry  Crosfield 

v\mtt         ^'^  '^^  leading  spirit,  and  he  compiled  most  carefully  from 

mot  American  Railway  Guides  the  itinerary  of  our  route,  asking  me 

from  time  to  time  to  check  the  "Schedule,"  as  we  subse- 

DUcnnlon     quently,  at  New  York,  learnt  to  call  it. 

On  Good  Friday  we  left  London,  Mr.  Findlay,  Mr.  Dawson 
(Railway  Clearing  House),  and  Mr.  Eddy  seeing  us  off 
by  the  s-o  P-f"-.  for  Liverpool.  Mr.  O.  L.  Stephen  was  accompanied 
by  his  three  sons  to  Liverpool;  Mr,  Inman,  Jun.,  Mr.  Henry  Taylor 
(Euston  Hotel),  and  my  son,  Ernest,  also  travelled  with  us.  We  stayed 
the  night  at  Liverpool,  and  on  the  Saturday,  16th  April,  joined  the 
"Gallia."  Colonel  Bourne,  Mr.  Bateson,  Mr.  Mott,  Mr.  James  Shaw,  and 
Mr.  Loveland  were  among  those  who  came  down  to  see  us  off. 

Mr.  Alfred  Fletcher,  Mr.  Charles  Mclver,  and  Mr.  Graves  voyaged  with 
us  as  far  as  Queenstown.  We  had  hoped  that  Mr.  Skipworth  would  have 
run  down  from  Dublin  to  greet  us,  but  Mr.  Stirling  brought  a 
telegram  from  him  instead.  Our  party,  consisting  of  the  Duke 
of  Sutherbnd,  his  son  (Lord  Stafford),  Mr.  J.  P.  Bickersteth, 
Mr.  Knowles,  Mr.  George  Crosfield,  Mr.  Henry  Crosfield,  Mr.  O.  L. 
Stephen,  and  myself,  completed  the  Railway  contingent ;  while  as  friends  of 
the  Duke  we  had  in  addition,  Mr.  Wright  (his  Secretary),  Dr.  Russell,  of 
TAe  Times,  Sir  Henry  and  Lady  Green, 

The  "Gallia"  was  under  the  command  of  Captain  Hains ;  the  first  officer 
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being  Mr.  Jackson ; — now  Captain  Jackson,  in  charge  of  Fleetwood  and  its 
steamers. 

The  runs  made  were  as  follows : — 


I  St  day  after  leaving  Queenstown  ... 

■  •  • 

331  miles 

2nd                „                }i 

390     » 

3rd                „                „ 

372     „ 

4th                 „                 „ 

329     »» 

5th 

329     « 

6th 

354     „ 

7th                 „                 „ 

370     ,1 

8th                  „                 „ 

359     » 
2834     „ 

The  run  of  390  miles  was  the  highest  the  "  Gallia  "  had  ever  made. 

Mr.  Butler  Duncan,  of  New  York,  was  one  of  our  fellow-passengers,  and 

so  was  Mr.  W.  B.  Washburn,  President  of  the  National  Bank  of  Greenfield, 

Mass.,  and  ex-Governor  of  the  State  of  Massachusetts,  which  he  described  as 

"  the  best  state  in  the  best  country  in  the  world."   The  former  gentleman  gave 

me  very  full  information  as  to  the  American  state  methods  of  dealing  with 

applications  for  the  right  of  "  building  '*  railroads,  the  legislation  for  separate 

states,  and  the  difficulties  experienced  in  dealing  with  lines  passing  through 

more  states  than  one ;  the  constitution  of  the  railway  staff,  with  presidents  and 

vice-presidents,  and  the  engineering  and  constructive  organisation  of  the  lines. 

It  was  a  difficult  lesson  at  first  to  assimilate,  but  I  derived  much  benefit 

from  his  explanations,  and  could  better  understand  the  relative  positions  of 

railway  officers  I  subsequently  met  in  the  States  from  the  guidance  he  had 

afforded  me. 

At  New   York  our    Agent,    Mr.   Trowbridge,   met  us.       Mr.   Frank 

Thomson,  one  of  the  Vice-Presidents  of  the  Pennsylvania  Railroad  visited 

mtarriewiin  ^^  *^  ^^'  ^^^^^ — ^^®   Brevoort   House — and  carefully  went 

NewTork     through  the  train  scheme  we  had  drawn  up.     We  were  very 

with  BaUway  largely    indebted    to    him    for   the    remarkable    facility   with 

which  our  journey  was  carried  out.  Every  possible  require- 
ment was  provided  for  us — ^a  special  train  for  our  use  throughout  the  whole 
tour,  with  attendants  and  cooks,  and  a  special  baggage-master.  My  only 
regret  being  that  owing  to  our  being  thus  carefully  nursed  I  lost  the 
opportunity  of  seeing  what  American  travelling  in  its  every-day  practice 
really  is. 

Early  next  morning  Mr.  J.  N.  Abbott,  of  the  Erie,  Mr.  Louis  F.  Booth, 
of  the  Chicago  and  North-Western,  Mr.  Jowett,  and  Mr.  Blanchard  all 
offered  the  "  courtesies  "  of  their  lines,  and  we  were  waited  on  by  the  Officers 
of  the  Great  Western  Railway  of  Canada  and  by  those  of  the  Grand  Trunk — 
Mr.  Edgar,  Mr.  Beach,  and  Mr.  Wainwright — in  order  that  the  proposed 
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details  of  our  journey  over  those  systems  should  be  mutually  understood.  A 
visit  to  the  various  shipping  offices  and  an  inspection  of  our  own,  at  145 
Broadway,  filled  up  the  forenoon.  A  drive  in  the  park  and  a  dinner  in 
Delmonico's  Grand  Dining  Saloon  completed  the  day. 

Next  day  our  whole  party  travelled  along  the  Elevated  Railway,  taking 
the  eastern  side  of  the  city  line,  and  proceeding  as  far  a?  the  swing  bridge, 
then  recently  constructed,  over  the  Harlem  River  near  the  Croton  Aqueduct. 
At  mid-day  we  visited  the  Central  Station,  and  had  an  interview  with 
Mr.  Rutter  and  Mr.  Vanderbilt,  who  came  the  same  afternoon  to  luncheon 
with  the  Duke  and  our  party.  We  made  an  excursion  to  Brooklyn  in  the 
afternoon,  and  saw  the  site  of  the  giant  bridge  which  now  spans  the 
river.  At  the  time  of  our  visit  there  was  only  one  cable  stretching  across,  at 
a  great  altitude.  Our  Agent,  Mr.  Trowbridge,  was  very  proud  of  having 
been  one  of  the  first  to  venture  across  in  the  workmen's  pulley-basket. 

At  night  a  surprise  visit  was  paid  to  the  fire  engine  depots  of  New 
York,  and  the  wonderful  celerity  of  the  firemen,  the  rapid  action  of  the 
splendidly  trained  horses,  the  quickness  with  which  steam  was  got  up  in  the 
engines,  made  a  great  impression  on  our  party,  especially  the  Duke  of 
Sutherland,  whose  partiality  for  attending  fires  was  notorious. 

On  leaving  New  York  we  were  taken  by  one  of  the  Pennsylvania  Rail- 
road steamers  to  their  large  depot  at  Harsimus  Bay,  and  this  was  our  first 

opportunity  of  seeing  the  "  com  elevators  "  at  work.     It  was  a 

it^nmftii       new  experience  to  me  to  observe  how  the  loose  com  in  large 

—  volume  was  carried  along  the  broad  surface  of  rapidly  moving 

^™  endless  bands,  unprovided  with  any  side  edges — ^round  curves — 
up  and  down  gradients — in  one  continuous  stream  to  its  allotted 
space  in  these  lofty  erections,  in  readiness  for  further  transmission  by  truck 
or  steamer.  A  special  train  took  us  to  Philadelphia.  A  new  terminal  station 
of  the  Pennsylvania  Railroad  had  been  recently  opened,  and  a  portion  of 
the    line  constructed  along  the  town  on  elevated  arches — a  considerable 

advance  on  the  mode  of  crossing  streets  on  the  level  which  we 
'^^^^^^^  had  observed  elsewhere,  and  notably  in  the  town  of  Elizabeth, 
in  the  state  of  New  Jersey,  through  which  we  had  passed  on 
our  journey  from  New  York.  We  went  by  train  to  the  extensive  coal  and 
oil  stores  of  the  Pennsylvania  Railroad,  and  then  by  water  on  the  rivers 
Schuylkill  and  Delaware  to  the  Pennsylvania  Depot,  and  afterwards  to  see 
the  Company's  large  offices  in  Fourth  Street,  terminating  our  day  at  the 
Continental  Hotel,  after  viewing  Independence  Hall,  the  Mayor's  Parlour,  the 
Academy  of  Arts,  and  the  new  Law  Courts,  with  the  splendid  dome  in 
course  of  erection,  intended  to  be  capped  by  a  statue  of  William  Penn,  and 
claimed  to  be  the  loftiest  public  building  in  the  States. 

The  installation  of  the  electric  light  in  the  large  saloons  of  the  "  Contin- 
ental "  was  the  first  experience  we  had  had  of  that  mode  of  indoor  lighting.  It 
was  startlingly  brilliant,  but  the  occasional  flicker  of  the  lamps  was  unpleasant 
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The  brilliant  white  gleam  had  a  remarkable  effect  on  the  black  and  white  marble 
chequered  floor,  and  on  the  black  faces  of  the  coloured  waiters.  Mr.  Russell, 
our  fellow-traveller,  introduced  us  to  his  old  friend,  Mr.  Childs,  the  proprietor 
of  the  Philadelphia  Ledger^  a  newspaper  of  wide  renown,  and  we  were  shewn 
over  the  Ledger  office,  which  is  one  of  the  sights  of  the  place.  Mr.  Henry 
Crosfleld  was  charmed  with  the  town  and  all  its  Quaker  associations ;  he 
constantly  commented  on  the  kindness  shown  him,  and  eulogised  "The 
Friends  "  to  the  disparagement  of  those  who  claimed  descent  from  the  Pilgrim 
Fathers  whose  treatment  of  the  Quakers  still  ruffled  him.  Mr.  G.  B.  Roberts, 
the  President  of  the  Railway,  was  among  those  who  welcomed  us  to  Phila- 
delphia, and  so  was  Mr.  Griscome,  then  interested  in  the  International  Navi- 
gation Company,  and  Mr.  Hickley,  of  the  Baltimore  and  Wilmington  Line. 

Baltimore  was  the  next  point  of  interest.     We  made  the  tour  of  the 

harbour  and  saw  the  terminus  of  the  Baltimore  and  Ohio  Line,  whence  tobacco 

Baltimore.     ^"^  ^^^®  quantities  was  being  shipped.     Mr.  G.  E.  Wilkins,  of 

^   ^  .imii^    the  Baltimore  and  Potomac  Railroad,  acted  as  guide  to  our 

party  in  our  drive  through  the  town  and  Druid  Park.  On  the 
way  I  called  and  left  my  card  with  a  gentleman  named  "  Neal,"  who  had 
written  to  me  in  New  York  asking  if  he  and  I  were  related.  I  could  only 
tell  him  that  our  modes  of  spelling  our  names  indicated  no  recent  connection 
between  our  families. 

At  Washington  we  were  surprised  to  find  our  train  running  along  main 
streets  in  the  midst  of  foot  passengers  and  horse  traffic — the  bell  on  our  engine 
clanging  loudly  to  give  warning  of  our  approach.  The  splendid  dome  and 
commanding  position  of  the  Capitol  impressed  us  greatly. 

We   paid  a  visit  of  ceremony  to  the  White   House,   and  were  very 

courteously  received  by  President  Garfield.      When  I  was  introduced,  he 

Waahincton.    ^^^Q^^red  how  I  spelt  my  name,    which    he  thought  would 

—  be  "  Neely."     General  Bumside  took  us  under  his  care  to  the 

tii^  Capitol  to  see  the  House  of  Representatives  and  the  Senate 

_  in    session  ; — Mr.    Blaine,   the  Secretary  of  State,   arranged 

'^n^AAmX      for  a  special  Government  steamer,  the  "Despatch,"  to  take 

us  to  Mount  Vernon.      On  board  were  the  British  Minister 

Sir    Edward     Thornton,     General    Sherman,    the    Attorney-General     Mr. 

MacVeagh,  Mr.   Corcoran,  Mr.  Lincoln,  and  a  large  gathering  of  officers 

and  officials  and  ladies.      George  Washington's  house  and  burial  place  was, 

of  course,  our  objective. 

Next  day,  at  the  special  request  of  Mr.  Russell,  we  made  a  flying  trip  to 

Richmond.     General  FitzHugh  Lee  joined  us  en  route^  and  pointed  out  the 

^^^l,^^^       Rappahannock,  and  the  scene  of  the  hard  fought    battle  of 

----        Fredericksburg,  in  which  General  Bumside,  our  friend  of  yester- 

RtaBiisli  Lea.  day,  was  foiled  in  his  attack  on  the  Confederates      We  visited 

y*  the    Capitol,   the    "Tredegar"  iron  works,  and  one   of  the 

largest  tobacco  factories.     We  were  struck  by  the  very  large 
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proportion  of  black  townspeople  as  compared   with   the  other  places   we 
had  visited. 

"  A  good  square  meal " — as  the  newspapers  reported — at  the  "  Bullard 
and  Exchange  Hotel"  brought  to  a  close  our  visit  to  Richmond.  Our  train 
was  accompanied  by  Mr.  E.  T.  D.  Myers,  the  General  Superintendent  of  the 
Richmond,  Fredericksburg,  and  Potomac  Railroad. 

The  next  day,  at  Washington,  was  occupied  at  the  Corcoran  Gallery^ 
where  Mr.  Corcoran  himself  acted  as  our  guide,  together  with  Mr.  Winthrop. 
The  Patent  Office,  the  Smithsonian  Institute,  the  War  Office,  the 
Meteorological  Office  were  all  negotiated,  and  the  visit  to  Washington  was 
terminated  by  a  dinner  at  Mr.  MacVeagh's,  the  Attorney-General,  who  had 
previously  acted  as  Counsel  for  the  Pennsylvania  Railroad,  our  fellow  guests 
being  Mr.  Roberts,  Mr.  Cassatt,  and  Mr.  Frank  Thomson,  all  connected  with 
that  line. 

From  Washington  we  turned  towards  the  north  again,  and  travelling  by 

the  Baltimore  and  Ohio  Line  in  the  special  train  set  apart  by  the  Pennsylvania 

^^  Company  for  our  use,  made  a  long  halt  at    Harper's  Ferry> 

_         '  to  inspect  the  site  of  "  John  Brown's  "  fort,  close  to  the  pomt 

CtiUila       where  the  Shenandoah  joins  the  Potomac.     We  also  stopped 

at    Carlisle,    the    educational    establishment  for    sons    and 

daughters  of  Red  Indians,  representative  of  very  numerous  tribes,  under 

the   charge    of  Captain  Pratt — thence  to  Harrisburg  and  to   New  York. 

There  we  left  our  train  to  be  sent  on  to  meet  us  at  Boston,  while  our  journey 

was  continued  under  the  care  of  Mr.  C.  F.  Choate,  the  President  of  the  Old 

Colony  Railway,  and  Colonel  Burdon,  the  Manager  of  the  Fall  River  Line 

of  Steamers,   in  their  palatial  vessel  the  "  Bristol,"   through   the  night  to 

Fall  River,  and  thence  early  in  the  morning  to  Boston  (Brunswick  Hotel). 

On  the  Sunday  morning  we  attended  Service  in  Trinity  Church,  a  vast 
and  ornate  edifice.     The  Rev.  Phillips  Brooks  was  the  preacher,  and  we  were 

fortunate  in  hearing  the  intellectual  discourse  of  this  celebrated 
divine.  There  was  nothing  of  special  railway  interest  at  that  time 
in  Boston.  We  made  a  tour  of  the  harbour,  and  had  the  railway  depots, 
elevators,  and  wharves  pointed  out ;  visited  Bunker's  Hill,  Harvard 
University,  the  Cemetery  of  Mount  Auburn,  and  at  night  returned  by  railway 
to  New  York  in  the  very  handsome  sleeping  saloons  of  the  Boston  and 
Albany  Company,  which  were  attached  to  our  special  train.  Our  night's  rest 
was,  unfortunately,  constantly  broken  by  the  sharp  and  sudden  stoppages 
made  by  our  train  at  the  numerous  places  where  other  lines  of  railway 
crossed  ours  on  the  level ; — trains  are  obliged  to  stop  at  all  such  crossings, 
and  we  were  nearly  jolted  out  of  our  berths  by  the  jerks  we  experienced. 
Mr.  E.  Gallup  was  the  General  Passenger  Agent  of  the  line,  and  he  very 
kindly  obtained  drawings  of  the  Company's  sleeping  saloon  for  me. 

Boston  at  the  present  time  has  taken  a  very  forward  move  in  respect  to 
the  conveniences  of  city  transit.     A  Special  Commission,  called  the  Boston 
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Transit  Commission,  being  charged  with  the  completion  of  the  scheme  of 
electrical  railway  subways — the  use  of  steam  is  prohibited.  The  whole  of  the 
subways  are  lighted  by  incandescent  electric  hghts  and  the  stations  by  arc 
lights.  The  Commission  issue  annually  reports  as  to  the  progress  of  the 
works,  with  elaborate  illustrations  of  mechanical  and  architectural  details. 

Returned  to  New  York,  we  were  taken  in  charge  by  Mr  Rutter  and 
Mr.  Towcey,  of  the  New  York  Central  and  Hudson  River  Railroad>  and  re- 
entered our  special  train,  to  which  Mr.  Vanderbilt  had  his 
Hadfl^  ▼«  gj^ioQjj  attached,  and  in  this  latter  we  all  joined  his  party  at 
Albany.  luncheon  while  passing  along  the  beautiful  scenery  of  the 
Hudson  River  to  Albany.  Here  we  parted  company  with  the  Vanderbilts, 
and  were  received  by  the  Mayor  of  Albany ;  under  his  guidance  we 
were  shewn  over  the  splendid  Capitol  in  course  of  erection.  Another  ot 
the  American  railway  systems  was  then  entered  upon,  the  Delaware  and 
Hudson  Canal  and  Railroad  Company,  and  under  the  charge  of  Messrs. 
C.  F.  Young  and  Voorhees  we  ran  at  very  excessive  speed,  and 
with  very  great  oscillation,  along  the  elevated  ledges  overlooking  Lake 
Champlain;  enjoyment  of  the  scenery  was  out  of  the  question,  and  we 
were  thankful  when,  at  dusk  we  halted  at  Rouse's  Point,  where  the 
enquiry  from  the  Customs  Officers,  whether  we  had  anything  to  declare,  told 
us  we  had  reached  the  border  of  the  States  and  had  entered  the  Dominion 
of  Canada.  Shortly  afterwards  our  train,  now  in  charge  of  Grand  Trunk 
officers,  was  passing  over  the  St.  Lawrence,  through  the  Victoria  Bridge,  and 
we  found  ourselves  in  Montreal. 

Mr.  Voorhees  is,  I  believe,  the  same  railway  officer  who  in  1900  was 
responsible  for  the  running  of  the  Atlantic  City  Expresses,  which  I  trust 
travel  more  steadily  than  was  our  experience  of  his  expresses  in  1881. 

At  Montreal  we  were  most  courteously  received  by  Mr.  Seargeant  and 
Mr,  Hickson,  of  the  Grand  Trunk  Railway,  who  accompanied  us  next  day  on 

a  trip  to  inspect  the  Victoria  Bridge,  which  we  had  passed 
^'wicers.        through  on  the  previous  evening.      It  was  pouring  with  rain 
at  the  time,  so  that  our  intended  inspection  had  to  be  curtailed. 
We  went  along  the  busy  line  of  wharves,  and  visited  the  cathedral. 

At  night,  under  the  charge  of  M.  Senecal,  the  Manager  of  the  Richelieu 
Navigation  Company,  we  all  went  on  board  the  steamer  "  Montreal,"  and, 

after  twelve  hours'  steaming  along  the  River  St.  Lawrence, 

QaeDee.        arrived  at  Quebec.     We  were  met  at  the  landing  stage  by  the 

LortLome.     Governor-General,  Lord  Lome,  attended  by  Captain  Chater, 

Qonaaunr-      and   for   two   evenings   were   entertained   at   the   Citadel   by 

^"JJjwL    *  ^^^  Excellency  who,  it  will  be  remembered,  was  nephew  to 

the  Duke  of  Sutherland.  In  the  day  we  visited  Point 
Levis,  where,  opposite  to  the  Heights  of  Abraham,  the  terminus  of  the  Grand 
Trunk  Railway  is  situated.     In  Quebec  we  were  received  by  the  Nuns  at  their 
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Convent  of  St.  Ursula,  and  were  shewn  the  skull  of  General  Montcalm,  the 
French  General  whom  Wolfe  defeated,  which  is  one  of  the  treasures  of  the 
convent.  The  Falls  of  Montmorency,  the  graving  docks  and  harbour  works 
were  also  visited.  The  kindness  of  Lord  Lome,  Colonel  de  Winton,  and  the 
Honourable  Mr.  Bagot  rendered  our  visit  most  enjoyable. 

Mr.  Knowles,  one  of  our  party,  left  us  at  Quebec,  and  returned  home  by 
the  Allan  Line  Steamship  "  Polynesian," 

Our  reduced  party,  accompanied  by  M.  Chapleau  (the  Premier),  returned 

by  rail  to  Montreal,  travelling  in  our  own  special  over  the  Quebec,  Montreal, 

tMiL      Ottawa,  and  Occidental  Railway.     The  Duke  undertook  the 

—  duty  of  driving  the  engine  part  way,  but,  through  no  fault 

^^^^iS****     of  his,  it  broke  down,   and  we  were  very  late  in  reaching 

the  Montreal  terminal  station,  called  after  the  old  Indian  name 

of  the  place,   "Hochelaga."     Here  the  installation   of  the  electric  light 

was    to    take    place    that    evening,    and   a    very    hungry    and    impatient 

gathering  of  Montreal  business  men  greeted  our  arrival  to  the  banquet  supper, 

upwards  of  an  hour  behind  time. 

We  had  the  pleasure  of  an  introduction  to  Colonel  Stevenson  at  Montreal, 
and  by  his  good  services  were  made  Honorary  Members  of  the  St.  James' 
Club.  Mr.  Seargeant,  of  the  Grand  Trunk,  and  Mr.  Spicer  took  us  in  charge 
for  a  tour  of  the  city  and  a  visit  to  the  park,  whence  a  splendid  panoramic 
view  of  the  whole  place  is  obtained.  The  rapids  of  Lachine  were  passed 
through  on  board  the  steamer  *'  Beauhamois,"  and  a  luncheon  at  Mr.  W.  W. 
Ogilvie's*  pleasant  residence  closed  our  visit  to  the  town. 

At  night  we  travelled  towards  Prescott,  intending  to  view  the  Thousand 
Islands,  but  fog — ^a  very  heavy,  clinging  fog — prevented  our  intended  steam 

trip,  and  we  had  to  continue  in  the  train  to  Toronto.  Mr. 
Mvatei^  Spicer's  private  car  for  travelling  and  inspection  was  attached 
to  our  train,  and  I  availed  myself  of  his  polite  offer  to  occupy  it 
during  the  night  journey.  It  was  a  most  comfortable  construction,  fitted  up 
for  day  hotel  life,  and  at  night,  with  two  separate  apartments,  with  baths  and 
every  comfort ;  I  rather  envied  the  Canadian  Superintendent  of  the  Line  the 
facilities  thus  attached  to  his  office. 

At  Toronto  I  was  shewn  over  the  Great  Western  Station,  and  over  the 
town  by  Mr.  Spicer.  We  were  the  guests  of  Lieut.-Governor  Robinson. 
Proceeding  by  rail  to  Niagara  in  the  afternoon,  our  first  object  of 
interest  was  the  grand  bridge  across  the  river,  consisting  of  a  double 
tier,  railway  above  and  roadway  below.  The  structure  has  since  been 
supplemented  by  a  notable  cantilever  bridge,  rivalling  the  Forth  Bridge 
in  its  apparently  perilous  position.  Mr.  Swinyard,  formerly  of  Euston, 
and    Mr.  F.  Broughton,  the   General   Manager  of   the   Great   Western  of 

*Mr.   W.  W.   Ogilvic  died  in  January,  1900;  in  the  newspapers  of  the  day  he  was 
described  as  the  Flour  King  of  Canada. 
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Canada  (sometime  of  the  Ulster  Railway,  but  more  recently  of  the  Mid- 
Wales),  met  us  at  Clifton  House.  During  our  visit  to  Goat  Island  and  the 
Falls  I  was  struck  by  a  daring  piece  of  advertising  on  the  part  of  the 
American  Railways.  During  the  continuance  of  severe  frost  their  Adver- 
tising Agent  had  managed  to  secure  amid  the  rocky  surface  of  one  of  the 
EriaCompaiiy'i  '^^^'^^s,  just  above  Niagara,  unapproachable  at  ordinary  times, 
Advertuinff     a  huge  painted  signboard — "Go   East   by  Erie."      This  not 

Niacaza^Blver  ^"^^  ^^^   braved  the   winter   of   1880,   but  remained   in  its 

inaccessible  position  till  the  year  1887,  when  I  received  a 
friendly  note  from  Mr.  John  A.  Abbott  (now  become  Chairman  in  Chicago 
of  the  Western  States  Passenger  Association),  who  had  sent  me  a  photograph 
of  the  site  in  September,  1881,  telling  me  that  the  old  sign  of  the  Erie, 
which  I  had  mentioned  in  my  American  and  Atlantic  Notes,  and  "which 
had  defied  the  elements  and  the  ingenuity  of  man  for  quite  a  while  had  at 
last  disappeared;"  and,  thinking  I  should  feel  interested  in  its  fate,  he 
sent  me  a  newspaper  cutting  containing  the  following: — 

CLAMBERING    ON    NIAGARA'S    ROCKS. 


Jack  McCloy  Risks  his  Life  to  Rid  the  Scenery  of  a  Railroad  Sign. 

Buffalo,  N.Y.,  Ncv,  j6,  iS9/. 

In  the  winter  of  1880  an  advertising  sign  was  placed  by  the  Representative  of  the 
Erie  Road,  on  a  plank  on  one  of  the  islands  in  the  rapids  in  the  Niagara  River.  The 
approaches  to  the  island  are  all  dangerous  in  the  extreme,  heing  covered  with  low  cedar 
hushes.  The  sign  has  long  been  an  eye-sore  to  the  Commissioner  of  the  Reservation,  and 
a  reward  of  lOO  dollars  was  offered  to  anyone  who  would  push  it  off  so  it  would  go  over 
the  falls.  Between  nine  and  ten  o'clock  yesterday  morning,  Jack  McCloy,  a  well-known 
local  character,  availing  himself  of  the  opportunity  offered  by  low  water,  made  his  way  to 
the  island,  a  rope  being  tied  around  his  waist,  and  held  by  persons  on  shore.  The  perit 
was  great,  as  the  rocks  were  slimy,  and  the  water,  though  low,  running  at  the  rate  of  twenty 
miles  an  hour.  He  succeeded  in  reaching  the  island,  and  with  a  steel  drill  which  he  carried 
with  him,  the  sign  was  removed  and  cast  into  the  cataract.  The  return  journey  was  some- 
what easier  with  the  aid  of  the  rope.     McCloy  was  loudly  cheered  as  he  stepped  on  land. 

The  words  of  Dr.  Russell  in  his  account  of  our  journey  to  Niagara,  etc.,. 
in  Hesperothen  were  remarkably  prophetic ;  he  says — 

"There  was  among    the    serious-minded    and    practical  a  general 
^^^  impression  that  Niagara  was  having  too  much  of  its  own  way,  and  that  it 

ought  to  be  turned    to    better  account.     As   a  reserve    of    force  the   ultimate  destiny 
of  that  great  power  may  be  safely  predicted.     Niagara  will  turn  machinery." 

And  so  it  has ;    but   for  the   production  of  a  still  further  force — that  of 

electricity. 

At  Niagara  we  spent  two  days,  the  Clifton  House  being  headquarters. 
We  parted  with  Lord  Stafford  here;  he  returned  to  Quebec,  and  thence 
arranged  to  meet  us  again  in  New  York. 

Our  route  took  us  to  Buffalo— over  a  portion  of  the  New  York  Central, 
under  the  care  of  Mr.  Burrows — the  train  passing,  entirely  unfenced,  through  the 
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^att^lo.       ™^i"  market  place  of  that  busy  city.     Mr.  Towcey  once  more 

Lake  Uum     ^^^  ^^  ^^^  transferred  us  to  the  courteous  care  of  Mr.  John 

BaUwiy.       Newell,  the  Manager  of  the  Lake  Shore  and  Michigan  Southern 

^^  Railway,  whose  kind  reception  of  our  party  when  in  Chicago 

we  cannot  easily  forget.      Our    destination   for  the  night    was   Kennard 

House,  Cleveland.      Mr.  Newell  showed  me  over  the  Cleveland  Station, 

and  gave  me  much  information  as  to  the  baggage  checking  system,  and 

station  arrangements  generally.       He  told  us   how  the  oil  industry  was 

the  real  foundation  of  "  Euclid  Avenue,"  the  noted  roadway  of  the  town,  lined 

with  noble  residences.    We  were  much  amused  at  one  of  the  town  factories 

at  the  wonderful  rapidity  with  which,  minute  after  minute,  the  oil  barrels 

were  turned  out — constructed,  completed,  painted,  and  trundled  into  position. 

We  were  surprised  to  find  the  great  distances  which  the  oil  pipes,  converging 

at  Cleveland  as  headquarters,  were  carried  from  the  original  oil  wells  to  the 

final  output — 80  to  loo  miles  being  not  unusual. 

Among  those  who  welcomed  us  to  Cleveland  was  Mr.  Amasa  Stone,  the 
original  constructor  of  the  station,  and  a  gentleman  largely  interested  in  the 
Lake  Shore  Railway  and  the  Petroleum  industry. 

Toledo  was  our  next  halting  place — Boody  House  Hotel.  We  there 
sailed  down  the  River  Mawmee,  and  inspected  the  elevators  of  the  Wabash 

Railway.     A  heavy  flood  had  recently  put  the  lower  part  of  the 
'^•JVjf*     city  seven  feet  under  water,  and  the  ice  had  swept  away  the 
wharf  at  the  depot. 

From  Toledo  we  travelled  by  the  Canada  Southern,  one  of  the 
two  competing  lines,  running  almost  parallel  to  each  other  the  whole 
distance  to  our  destination — Detroit.  Our  train  was  drawn  by  a  newly  built 
engine  called   "La   Fontaine,"   designed  by  an  engineer  of    that  name, 

described  by  Mr.  Frank  E.  Snow,  of  the  Canada  Southern 
2ngin»,        Line,  as  "  one  of  the  most  wonderful  productions  of  the  age ; " 

the  driving  wheels  being  placed  high  up  on  the  engine  frame, 
and  constructed  to  revolve  upon  the  tyres  of  the  two  lower  wheels. 
M.  La  Fontaine  contended  that  the  revolution  of  his  driving  wheel  on 
the  moving  surface  of  the  lower  wheel  gave  an  undeniable  increase  of  speed 
to  the  locomotive.  He  certainly  carried  out  his  promise  to  draw  our  train  at 
sixty  miles  per  hour.  I  was  favoured  with  a  call  from  Mr.  La  Fontaine  early 
in  1900.  I  found  he  was  still  a  firm  behever  in  the  system  of  his  locomotive 
machine,  but  he  had  given  up  the  manufacture,  and  had  turned  his  attention 
to  more  profitable  businesses. 

From  Detroit,  where  we  saw  the  arrangement  by  which  the  vehicles  of 
the  Grand  Trunk  Railway  were  shipped  across  the  river  to  the  Canadian  town 
of  Windsor,  we  travelled  through  the  night  by  the  Michigan  Central,  under 
the  care  of  Mr.  Ledyard,  the  General  Manager,  to  Chicago,  the  Grand  Pacific 

Hotel  being  our  headquarters  there.     Among  the  railway-men  of  note  to 

18 
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GbiMso.       whom  we  had  introductions  was  Mr.  Marvin  Hughett,  of  the 

Ur.  Marvin     Chicago     and     North-Western    Railroad,     whose    agent    in 

^^^'^'^'•^  ^    England,  Mr.  Everett,  was  a  personal  friend  of  mine.  The  Armor 

NortbrWaftem  Porcorum  slaughtering  yards  attracted  the  attention  of  some  of 

Kaiiwad-       our  party,  under  the  guidance  of  the  Mayor,  Mr.  Harrison  (who^ 

by  the  bye,  lost  his  life  by  assassination  some  years  later),  but  I  preferred  a 

visit  to  the  printing  works  of  Rand  McNally,  by  whose  courtesy  I  was  shewn 

their  publications,  illustrating  by  coloured  block  diagram  the  new  mode  of 

conveying  statistical  information  to  the  eye  instead  of  elaborate  sets  of  figures. 

At  night  we  were  admitted  to  the  Tribune  Office  where  the  New  Testament 

Revised  Edition,  then  being  telegraphed  from  New  York^  was  being  set  up  in 

newspaper  form  for  issue  on  the  morrow  (Sunday). 

At  dinner  we  had  the  company  of  Generals  Sheridan,  McDowell,  and 
Forsyth,  together  with  the  British  Consul,  Mr.  Wamick. 

The  town  of  Pulman,  a  few  miles  from  Chicago,  shewed  us  how  rapidly 
large  manufacturing  works  could  be  run  up,  accompanied  by  the  modem 
town  accessories  of  Library,  Mechanics'  Institute,  Schools,  and  Hospitals,  all 
the  gift  of  Mr.  Pulman  to  the  town  thus  named  after  him.  We  saw  all  over 
the  carriage  works  and  factories,  and  also  passed  through  the  mills  allotted  to 
the  making  of  highly  commended  paper  wheels  for  railway  service. 

Thence  by  the  Chicago  and  North- Western  Line  to  Milwaukee,  where 
we  met  the  Honourable  Alexander  Mitchell,  a  Scotchman,  originally  from 

Inverness,  who  had  been  largely  instrumental  in  the  construction 
HUwE    ee.     Q^  ^j^^  railways  in  this  portion  of  Wisconsin,     We  dined   as 
Mr.  Mitchell's  guests  at  Plankinton  House  Hotels  and  met  there  a  son  of 
Mr.  Bruyeres  who  had  settled  in  the  neighbourhood. 

Mr.  Merrill  was  the  Manager  who  next  piloted  us,  and  we  travelled 
through  the  night  by  the  line  of  which  Mr.  Mitchell  was  president — the 
"  Chicago,  Milwaukee  and  St.  Paul "  route — ^to  St.  PauL  The  line  was 
described  by  Mr.  Butler  Duncan  as  one  of  the  most  interesting  enterprises  in 
the  country.  We.  crossed  early  in  the  morning,  the  noted  Mississippi  at 
La  Crosse.  At  St.  Paul  we  were  taken  in  hand  by  Mr.  Drake  and  were 
introduced  to  General  Sibley.  Minneapolis  was  visited,  and  we  saw  the  vast 
Pillsbury  mills,  described  as  "the  largest  on  the  planet,"  and  also  the 
extensive  timber — "lumber"  they  called  it — ^factory,  worked  principally  by 
the  water  of  St.  Anthony's  Falls. 

The  prairie  country  was  the  continuous  scene  of  the  following  day.  We 
travelled  by  the  Chicago,  St.  Paul,  Minneapolis  and  Omaha  Line.     With  us 

were  two  of  the  Drakes,  the  elder  of  whom  had  been  the 

■-  pioneer  of  railways  in  Minnesota,  and  it  was  interesting  to  hear 

^rSlLii— <rf«^    ^is  account  of  his  difficulties  and  experience  in  founding  the 

line.  Mr.  Drake,  junior,  his  nephew,  was  the  commissioner 
for  dealing  with  the  purchase  and  sale  of  the  prairie  lands  on  behalf  of  the 
St.  Paul  and  Sioux  City  Railroad.     They  stretched  right  and  left  of  the  line 
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without  fencing  of  any  sort ;  the  rich  virgin  soil  was  being  broken  up  on  all 
sides.  "  Breakers  "  were  advertised  for  at  all  the  stations.  We  reached  Sioux 
City  late  at  night  over  a  very  rough  track,  on  which  our  North-Western 
engines  would  not  have  "  remained,"  but  the  American  bogie-framed  locomo- 
tives kept  the  road,  though  our  vehicles  surged  up  and  down  unpleasantly. 
Morning  found  us  at  Council  Bluffs,  with  Omaha  on  the  opposite  side  of  the 
Missouri. 

Rough  as  the  travelling  had  been  over  night,   we  were   doomed   to 
experience  a  worse  state  of  things  next  day  in  Iowa;   the  Missouri  had 

been  in  very  heavy  flood,  and  the  railway  near  to  its  banks 

(kranoUBiiiflB.  ^^  simply  dislocated.      We  started,  under  the  care  of  Mr. 

**^fj|j|*'*     Barnard,  by  the  Kansas  City,  St.  Joez,  and  Council  Bluffs  Line, 

but  after  a  while  it  became  necessary  to  leave  that  route  and 

adopt  another  course,  adding  about  seventy  miles  to  the  ordinary  distance ; 

by  means  of  this  "  Burlington  route  "  we  reached  St  Joez  and  Kansas  City, 

where  we  stayed  at  Coates  House  Hotel,  which  we  found  both  rough  and 

crowded. 

This  was  the  most  westerly  point  we  made,  and  here  our  party  broke 
up — the  Duke  of  Sutherland,  Sir  Henry  Green,  Lady  Green,  Dr.  Russell, 

Mr.   Stephen,  and   Mr.   Wright  going  further  west  to   San 
KaiiMA    ty.    Francisco,  while  Mr.  Bickersteth,  the  two  Mr.  Crosfields,,  and 
myself  turned  eastwards  and  towards  home. 

Mr.  Drake  also  left  us  at  Kansas :  he  was  a  most  intelligent  companion, 
every  mile  of  the  ground  we  passed  over  in  his  company  was  well  known  to 

Mr.  Drake.      ^^™  ^  Land  Commissioner ;   he  was  also  interested  in  the 

Land         Sioux  Falls  Mills.     Subsequently  to  my  visit  he  told  me  that 

Ornnmlaionnr.    p^^ions  of  the  rocks  near  these  mills  proved  to  be  of  a  very 

^"**  ^^^^  hard  nature  and  unusual  t)rpe ;  on  sending  samples  to 
metallurgists,  they  informed  Mr.  Drake,  much  to  his  surprise,  that  they  were 
jasper.  Since  that  date  his  works  have  been  dealing  with  some  singular  and 
unique  specimens,  from  Arizona,  of  petrified  trees,  now  transformed  into  agate 
and  chalcedony  of  remarkable  beauty  of  colouring :  red,  blue,  yellow,  and 
purple  of  every  imaginable  shade  and  variation,  the  bark  and  original  rings  of 
growth,  changed  to  spar-like  silicate,  being  plainly  visible.  With  infinite 
labour  these  fossil  tree  trunks  are  sawn  across  and  into  slices  an  inch  and  a 
half  in  thickness,  and  are  worked  into  slabs  for  table  centres,  clock  cases,  and 
other  decorative  works  of  art 

Our  route  from  Kansas  was  by  the  Missouri  Pacific  (Mr.  Talmage, 
General  Manager)  to  Sedalia,  and  along  the  banks  of  the  Missouri  from 
Jefferson  City  to  St  Louis. 

The  splendid  bridge  across  the  Mississippi,  just  below  the  junction  with 
the  Missouri,  is  one  of  the  main  features  of  St.  Louis.      Landing  stages  exist 
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T/«ii-       21^1  along  the  river  frontage,  the  river  itself  is  alive  with  stem- 

—  wheel  steamers.      I  should  have  liked  more  time  to   have 

'*'*•         examined  thoroughly  the  large  Central  Railway  Station,  called 

the  Union   Dep6t,   where   all    the    lines    serving  St    Louis 

concentrate.    There  are  no  platforms ;  the  trains  stand  like  rows  of  'buses, 

and  the  passengers  enter  by  the  rear,  passing  through  the  trains  to  their 

carriage  seats. 

Another  night  journey  through  Terre  Haute  and  Indianapolis  brought  us 
to  Cincinnati  on  the  Ohio,  where  Mr.  Waite,  of  the  Pittsburgh  Railway,  took 
us  in  charge. 

On  Monday,  30th  June,  we  left  Cincinnati  by  the  Little  Miami  Railway 
to  Xenia  and  Columbus,  thence  by  the  "  Panhandle "  route  to  Pittsburgh. 

Pitutmnrh.     '^^^  ^^^^®  ^^  ^  short  One  given  in  consequence  of  the  similarity 

r-^     to  a  pan  handle  of  the  lines  on  a  map,  and  far  shorter  than  its 

'    Pemiiylvania  real  title  of  Cincinnati,  Indianapolis,  St.  Louis,  and  Columbus 

Railroad,       Railroad.     Pittsburgh  is  situated  on  the  River  Monongahela ;  it 

Ur.  Theo.  N.  Kiy,  lies  low  and,  like  Cincinnati,  has  a  service  of  elevator-railways 

by  which  the  heights  around  the  town  are  reached.  It  is  a  huge, 
black,  smoky  business  centre.  Mr.  Pitcairne,  of  the  Pennsylvania  Railroad, 
received  us,  and  shewed  us  over  the  gravitating  sidings  which  are  provided  here. 
He  took  us  under  his  charge  to  Altoona,  passing  through  the  Alleghany 
Mountains  and  round  the  celebrated  Horse  Shoe  Curve.  At  Altoona 
we  were  met  by  Mr.  Theodore  N.  Ely,  and  shewn  over  a  portion  of  the 
works  at  night,  where  the  installation  of  electric  lighting  had  recently  been 
effected. 

Next  morning  Mr.  Frank  Thomson  met  our  party  and  took  us  over  the 
entire  works,  shewing  us  the  construction  of  their  wheels  and  axles. 
"  Phosphor  bronze  "  was  the  new  metal  combination  to  which  he  particularly 
directed  our  attention,  as  well  as  the  production  of  iron  wheels  for  wagons  and 
carriages  cast  in  one-piece  tyre  and  all,  the  tyres  being  subsequently  "  chilled." 
After  a  very  interesting  morning  we  left  Altoona  about  mid-day,  and  made 
our  last  railway  trip  in  the  States.  Once  or  twice  on  this  journey  we  were 
pulled  up  experimentally,  the  engine  being  brought  to  a  stand,  through  the 
application  from  our  carriage  of  the  Westinghouse  Brake,  the  cord  actuating 
it  passing  through  the  centre  of  the  carriage  within  easy  reach  of  any 
passenger. 

Most  courteously  were  we  entertained  by  Mr.  Thomson,  Mr.  F.  W. 
McCrea  Jackson,  Mr.  Pugh,  and  other  Pennsylvania  railway  officials.  We 
passed  through  Philadelphia  and  reached  the  New  Jersey  terminus,  parting 
with  our  special  train  and  our  special  friends  with  much  regret,  having 
completed  upwards  of  5,500  miles  during  our  very  pleasant  visit. 

At  New  York  we  stayed  on  this  occasion  at  the  Windsor  Hotel,  but  the 
spare  day  at  our  disposal  was  spent  by  me  in  calling,  with  our  Agent, 
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Mr.  Trowbridge,    upon    the    Chief  Shipping  Agencies — the 

^Jjjjj*^^     White  Star,  the  Inman,  the  Cunard — as  well  as  upon  the 

Representatives  of  Cook,  Jenkins,  and  Gaze;  with  a  visit  of 

farewell  to  Mr.  Rutter,  Mr.  Abbott,  Mr.  Bond,  and  others,  many  of  whom  were 

invited  by  the  Directors  to  meet  them  at  dinner  on  the  evening  prior  to  our 

home  sailing. 

On  Saturday,  4th  July,  Lord  Stafford  having  rejoined  our  party,  we  left 
New  York  by  the  White  Star  Liner  "Germanic" — Captain  Kennedy.    Among 

our  fellow  passengers  were  Messrs.  Winans,  of  cigar-ship 
enterprise,  and  Mr.  Leland  Stanford,  Governor  of  the  State  of 
California,  who  took  much  interest  in  the  action  of  horses,  and 
had  adopted  an  arrangement  anticipatory  of  the  kinetoscope 
for  photographs  of  the  progressive  movements  of  horses  in  walking,  running, 
leaping,  etc.,  obtained  by  special  series  of  photographic  snapshots  actuated  by 
the  animal's  own  passage  along  the  prepared  course.  An  album  shewing 
results  was  a  source  of  interest  to  the  vayageurs. 
Our  daily  record  was  as  under  : — 

ist  day  after  leaving  New  York 

2nd 

3rd 

4th 

5th 

6th 

7th 

8th 


Queenstown  arrival 


...     344  ] 

miles. 

...     345 

•» 

...     339 

•• 

-.     365 

19 

...     351 

9* 

...     359 

»» 

...     38s 

99 

...     352 

99 

...  2840 

99 

At  Queenstown  we  were  met  by  Mr.  Ismay.  Mr.  Stirling,  our  Agent, 
also  came  on  board  anxious  to  know  what  fresh  development  would  arise  in 
the  struggle  for  the  American  traffic  as  a  consequence  of  our  visit. 

We  continued  on  board  the  "  Germanic  "  till  our  arrival  in  the  Mersey, 
where  a  special  tender  was  courteously  provided  for  us ;  our  party,  on  return, 

only  included  Lord  Stafford,  Mr.  Bickersteth,  Mr.  H.  Crosfield, 
LlverpooL  ^^'  ^'  Crosfield,  and  myself.  Ascertaining  that  our  Monthly 
Officers'  Conference  was  being  held  at  Bowness,  I  sent  a  tele- 
gram announcing  our  safe  arrival,  together  with  my  best  wishes  for  a  pleasant 
day,  as  this  summer  gathering  usually  terminated  in  a  friendly  excursion  and 
dinner  party. 

Now  while  I  found  occasion  to  comment  on  the  very  free  mode  of 
railway  signalling  and  railway  running  in  America,  on  railways  crossing 
each  other  on  the  level  without  any  main  signals  and  an  almost  entire 
absence  of  distant  signals,  while  level  crossings  used  by  the  public  across  the 
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railroad  had  only  a  iwaming  that  people  using  it  must  "look  out  for  the 
locomotive,"  yet  the  Americans  were  ahead  of  us  in  many  of  the  plans 
they  had  adopted;  some  perhaps  exclusively  serviceable  for  their  own 
mode  of  transport,  but  others  from  which  we  might  take  lessons.  Among 
the  former  I  may  mention  the  "Miller"  platform,  a  firm  connecting 
passage  way  between  the  vehicles;  the  "Janney"  coupling,  an  automatic 
clutch  which  kept  the  vehicles  together  and  avoided  all  screwing  up 
of  carriage  shackles,  thoroughly  suitable  for  corridor  trains,  the  adoption  of 
which  for  English  traffic  seemed,  in  1881,  remote.  Among  the  developments 
which  were  applicable  to  our  rolling  stock  was,  the  continuous  biake  on 
their  passenger  trains,  the  intenor  fittings  of  their  saloon  carriages,  the  con- 
venience of  their  sleeping  cars  the  economy  of  space  in  the  lavatories  on  the 
cars  i  the  lifting  seat,  etc.,  these  were  obvious  advantages,  and  have  been  very 
generally  followed  by  our  carriage  builders — but  our  electrical  engineers  have 
never  grappled  with  the  idea  so  generally  in  force  on  the  best  lines  in  America 
of  protecting  the  line  by  electric  insulation  of  the  ordinary  rails  through 
tunnels.  By  the  American  system,  so  long  as  any  pair  of  wheels  was  across 
from  one  rail  to  the  other,  the  signal  protecting  the  tunnel  remained  at  danger. 
I  pressed  this  system  under  the  notice  of  Mr.  Fletcher,  our  electrician,  but 
difficulties  were  always  alleged,  the  chief  one  being  the  fact  of  our  carriage 
wheels  being  formed  with  wood  block  centres,  and  consequently  not  affording 
a  continuous  circuit.  On  one  or  two  of  the  lines  automatic  electric  signals 
were  in  operation  for  short  busy  sections,  and  it  was  curious  to  observe  the 
rise  and  fall  of  the  dwarf  signals  called  "  Nigger  Heads  "—our  people  would 
have  called  them  "  Tommy  Dods  " — as  the  trains  passed  on  to  and  off  the 
sections  of  electric  protection. 

The  plan  of  whip-cord  pendant  gauges  as  warning  to  the  brakemen  who 
travel  on  the  freight  car  roofs  when  entering  tunnels  was  not  applicable  in 
this  country,  but  a  trial  was  given  to  it  at  a  low  foot-bridge  in  Carlisle  Station 
as  a  warning  to  men  attending  to  roof  lamps  on  the  carriage  tops ;  its  advan- 
tages were  not  appreciated. 

The  plan  of  pneumatic  actuation  of  signal  and  point  levers  was  not  in 
use  at  the  time  of  our  visit — indeed,  raised  and  concentrated  signal  boxes 
were  very  few,  and  very  far  between,  at  that  time. 

I  was  indebted  to  Mr.  F.  B.  Clarke,  of  the  Chicago,  St.  Paul,  Minneapolis, 
and  Omaha  Railroad,  and  to  his  confrere,  Mr.  A.  V.  H.  Carpenter,  of  the 
Chicago,  Milwaukee,  and  St.  Paul  Railroad,  for  much  information  and  a 
complete  set  of  forms  for  the  system  of  baggage  checking  for  long  journeys 
and  interchange  between  lines. 

During  our  journey  occasional  questions  arose  as  to  the  hour  of  the  day, 
local  time  and  the  railway  time  not  infrequently  differing.     As  the  railway 

has,  in  England,  been  the  great  promulgator  of  Greenwich  time 

^^^^"^       as  a  standard  for  the  whole  country,  so  in  America  the  railway 

authorities  have  settled  the  standard  time  for  the  broad  expanse 
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of  country  from  ocean  to  ocean.  Dadng  from  November,  i383,  ^our 
separating  divisions  have  been  adopted — "Eastern  time,*'  "Central  time," 
"Mountain  time,**  "Pacific  tinie" — and  the  dividing  points  are  all  given  in 
the  Travellers*  Official  Guide,  shewing  the  times  adopted  by  the  various 
railroads. 

It  is  impossible  to  over  estimate  the  kindness  and  attention  shewn  to  us 

by  the  representatives  of  the  American  and  Canadian  railways,  and  other 

public  bodies  in  connection  with  t^s  trip.    It  was,  of  course,  to  a  large 

^Mtuiuitv     ^^^^^  t^c  name  and  popularity  of  the   Duke  of  Sutherland 

oftbe  which  led  to  this  display  of  attention.  As  an  amusing  reflex 
^^^^^  of  the  popular  enthusiasm  s^ewn  towards  His  Grace  in  some 
towns,  we  heard  that  the  Duke's  piper  (who  was  with  us  in 
Canada),  when  viewing  the  Falls  of  Niagara,  •enquired  whether  it  was  always 
like  this  or  had  it  been  specially  put  on  for  the  Duke !  On  our  journeys  our 
specific  hotel  address  was  not  at  all  times  known — a  telegram  addressed 
"  With  the  Duke's  party"  was  sufficient.  One  telegraphist,  however,  probably 
hearing  of  the  Duke's  mineral  wealth,  sent  a  communication  addressed  to  the 
Duke  of  Sulpkurland! 

The  task  I  had  to  perform  from  time  to  time  in  acting  as  intermediary 
between  our  party  and  the  railway  authorities  brought  me  into  dose  and  friendly 

relation  with  very  many  of  the  officers  of  the  lines,  and  it 
^J^JJJ^^    was  impossible  not  to  be  impressed  with  the  bright  intelMgence 

with         of  these  men,  and  their  rapid  appreciation  of  new  ideas.    With 

^^JJ2^-    many  of  them  I  have  kept  in  touch  for  years.     Some  of  them 

from  time  to  time  have  visited  England  on  their  trip  to  the 

Continent,  and  it  has  afforded  pleasure  to  our  Directors  to  extend  to  them 

similar  courtesies,  for  travelling  in  this  country,  to  those  we  received  in  America. 

The  Pennsylvania  Railroad  Company  has  been  accustomed,  at  intervals, 
to  send  over  some  of  their  rising  officers  to  keep  themselves  au  courant 
with  all  the  improvements  Crewe  and  Wolverton  were  able  to  show  in  rail 
manufacture,  engine  construction,  signalling,  or  carriage  building.  Two  of 
their  officers,  Mr.  Cox  and  Mr.  Wilson,  were  over  the  line  for  three  weeks  in 
r882,  the  year  after  our  visit. 

The  Mr.  Vanderbilts,  Mr.  Frank  Thomson,  Mr.  Cassatt,  Mr.  Griscome, 
Mr.  Thos.  N.  Ely,  Mr.  Chas.  E.  Pugh,  Mr.  John  Newell,  Mr.  Wilkins,  of 
Baltimore,  Mr.  Myers,  of  Richmond,  Mr.  Miller  (patentee  of  the  "  Miller  " 
Coupling  Platform),  Mr.  Geo.  Westinghouse  are  among  those  who  have 
visited  us,  some  passing  through  as  tourists,  some  more  intent  on  acquiring 
information  as  to  railway  progress.  With  all  whom  I  have  had  occasion  to 
correspond  I  have  found  the  same  ready  willingness  to  impart  information  as 
I  experienced  personally  in  the  States.  Time  has  thinned  the  ranks  of  my 
correspondents  sadly,  and  the  places  held  by  Mr.  Frank  Thomson, 
Mr.  Rutter,  Mr.  Towcey,  Mr.  Merrill,  Mr.  Newell,  Mr.  Marvin  Hughett,  and 
many  others  are  held  now  by  others  unknown,  for  the  most  part,  to  me. 
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Shortly  after  my  return  from  America,  probably  in  consequence  of  the 

criticism  I  had  made  as  to  the  insecurity  of  railway  transit  at  level  crossings 

-^jjjj^      in  the  States  of  one  line  by  another,  I  received  from  Mr.  Frank 

"at grade"     Thomson  the  plan  of  such  a  crossing  existing  in  the  town  of 

^^^^beS.^  Elizabeth,  in  New  Jersey,  where  tall  buildings  had  risen  up  on 

both  sides  of  the  crossing,  which  was  not  a  railway  crossing 

only,  but  a  busy  carting  thoroughfare  in  two  separate  directions.     It  was  sent 

as  a  puzzle,  and  I  had  to  return  the  papers,  stating  that  short  of  a  very  costly 

diversion  of  lines  (the  only  real  remedy)  I  could  suggest  no  better  course 

than  that  they  had  adopted  of  bringing  the  trains  by  signals  to  a  dead  stand, 

and  passing  them  over  the  crossing  under  the  direction  of  a  flagman. 

Another  communication  reached  me  some  years  afterwards  from  railway 
representatives  in  America;  early  in  the  year  1893,  prior  to  the  World's  Fair 
at  Chicago,  I  was  invited  by  the  Committee  of  the  World's  Railway 
Commerce  Congress,  at  Chicago,  held  under  the  auspices  of  the  World's 
Congress  Auxiliary  of  the  World's  Columbian  Exposition,  to  send  them  a 
paper  on  '*  the  influence  of  railways  upon  the  settlement  and  development  of 
new  countries."  Mr.  G.  R.  Blanchard  was  chairman  of  the  Committee, 
Mr.  Horace  R.  Hobert  the  secretary.  In  my  communication  I  told  them  that 
I  could  not  imagine  a  more  inappropriate  selection  I  All  my  life  had  been 
connected  with  busy  districts  and  railways  in  complete  organization.  Not 
wishing  to  disappoint  the  Committee,  I  communicated  with  two  gentlemen 
whose  lot  had  led  them  to  deal  with  railways  in  somewhat  undeveloped 
countries,  Mr.  Livesey,  of  the  Narrow  Gauge  Welsh  Line,  and  subsequently 
of  the  Donegal  Railway  in  Ireland ;  and  Mr.  Morrison,  who  had  at  one  time 
been  chief  assistant  to  Mr.  John  Anderson  of  the  Callander  and  Oban  Line, 
and  subsequently  General  Manager  of  the  Algeciras  Railway  near  Gibraltar. 
With  their  remarks,  incorporated  as  separate  papers,  I  put  together  a  com- 
munication on  the  somewhat  uncongenial  subject  of  the  development  of 
railwajTS  in  new  countries. 

1881.  In  April,  Mr.  George  Turner  vacated  the  post  of  Joint  Superinten- 
dent of  the  West  London  and  West  London  Extension  Lines  at  Kensington, 
and  my  brother,  Mr.  Kingston  Neele,  resigning  his  position  under  the  Great 
Western  Company,  at  Bristol,  was  appointed  to  succeed. 

In  September,  Mr.  W.  L.  Pearce,  the  Joint  Superintendent  of  the  Great 
Northern  and  London  and  North-Western  Line  at  Melton  Mowbray,  resigned, 
having  been  appointed  General  Manager  of  the  Government  Railway  of 
Ceylon,  and  Mr.  Arthur  John  Mason,  who  had  been  for  some  years  in  my 
office  as  one  of  the  out-door  cadets  was  selected  to  succeed  him. 

Mr.  Biason  retained  the  position  till  his  death  in  October,  1S99.  Mr.  Pearce  retired 
in  1 901,  and  was  succeeded  in  Ceylon  by  Mr.  Geoffrey  Greene,  who  had  been 
on  my  out-door  staff  for  some  years. 

Another  of  the  staff  connected  with  my  office  was  Mr.  Monckton,  and 
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to  his  charge  was  committed  a  new  department,  that  of  extending  the  adver- 

A»iT^u»Ui»i  ^^^^8  receipts  by  taking  advantage  of  any  sites  for  out-door 

stattons       advertising  on  all  portions  of  the  Company's  premises  not  in- 

and  along      eluded  in   Messrs.  W.  H.  Smith  &  Sons'  concession.     His 

tll6liZ16. 

vigilance  and  energy  brought  him  not  infrequently  into  conflict 
with  outsiders.  His  office  was  in  the  West  Lodge  at  the  station  entrance  in 
Euston  Road,  one  of  the  two  buildings  erected  as  ornamental  lodges,  right 
and  left  of  the  approach  road  passing  under  the  new  hotel. 

A  representative  of  Messrs.  Bamum  waited  on  me  towards  the  close  of  the 

year  with  the  first  crude  idea  of  visiting  this  country  with  their  mammoth  show. 

Bainiim'i      ^^^  scheme  suggested  a  train  of  carriages  and  vehicles  fitted  up 

■ehenM  for     to  carry  all  the  animals,  and  to  act  as  a  sleeping  place  for  the 

^"^  ^  whole  of  the  employees,  travelling  to  the  various  destinations 
in  Great  Britain,  the  train  to  be  so  constructed  that  it  could  be 
loaded  at  one  end  and  all  the  occupants,  animals  and  men,  able  to  pass  along 
the  centre  passage-way  to  and  from  their  respective  apartments.  I  cannot  say 
that  at  that  time  the  scheme  was  warmly  entertained  at  Euston,  we  heard 
nothing  more  of  it  till  1891. 

We  had  a  full  share  of  celebrities  over  the  line  again  this  year. 

In  addition  to  the  Empress  of  Austria  travelling  to  Wrenbury,  the  Duke 

of  Buckingham,  our  quondam  chairman,  had  a  special  train  to  Buckingham 

JonznoTi  of    ^°  connection  with  the  reception  accorded  to  him  on  his  return 

Royal  FunliiM»  from  India,  where  he  had  acted  as  Lieutenant-Governor  of 

Madras,  under  the  Beaconsfield  Government.  On  August  3, 
Prince  and  Princess  Christian  visited  Watford,  and  later  in  the  month,  after 
interviews  with  General  Probyn,  the  train  arrangements  for  the  visit  of  the 
Prince  of  Wales  to  Liverpool,  and  to  Scotland,  were  completed.  The  Prince 
and  Princess  left  on  the  7th  September,  by  special  train,  under  my  charge. 
The  train  stopped  only  at  Nuneaton,  and  the  Royal  party  alighted  at  Edge 
Hill,  where  Lord  Sefton  and  several  of  our  directors  met  them.  The  young 
Princesses  went  to  Knowsley,  their  Royal  parents  to  Croxteth  Hall. 

Next  evening  the  Princesses  took  their  beds  in  the  sleeping  saloons 
at  Edge  Hill,  whence,  at  1 1  o'clock,  the  Prince  and  Princess  also  departed, 
and  we  made  the  journey  to  Perth. 

On  the  28th  September,  H.R.H.  the  Princess  Louise  left  London  for 
Ballater  by  special  night  saloon. 

Telegrams  late  on  9th  from  Colonel  Clerk  informed  me  that  H.R.H.  the 
Prince  of  Wales  had  arranged  to  return  on  loth  October  from  Scotland 
to  London.  I  made  a  special  journey  to  Carlisle,  and  then  found  by 
telegram  some  considerable  change  in  the  times  of  his  return.  Same  night, 
however,  the  necessary  arrangements  were  completed,  and  we  made  a  very 
satisfactory  run,  through  the  night,  to  London.  Subsequently  the  Prince 
went  to  Swansea,  but  our  route  was  but  little  affected. 

On  13th  November,  H.R.H.  Princess  Louise  again  travelled  by  the 
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London  and  North-Westem,  and  on  this  date,  Sunday,  I  saw  her  start  from 
Euston  for  Chester.  On  the  20th  she  and  the  Marquis  of  Lome  again 
patronized  the  London  and  North-Westem,  Lord  Waher  Campbell  also 
accompanied  them  :  they  were  fellow-passengers  with  me  by  the  Down  Limited 
Mail  as  far  as  Carstairs.  I  was  on  my  trip  to  Ballater.  At  Perth  I  had  the 
pleasure  of  meeting  Dr.  Marshall,  who  had  formerly  frequently  been  one  of  the 
suite  in  attendance  on  the  Queen. 

On  12th  December,  I  had  the  duty  of  receiving  both  the  Duke  of 
Edinburgh  and  the  Duke  of  Albany  at  Euston,  and  of  travelling  by  their 
train  as  far  as  Rugby,  en  route  for  Manchester. 

TTiere  were  no  very  important  extensions  of  line,  during  i88i,  on  the 
London  and  North-Westem  system. 

A  new  direct  route,  between  Walsall  and  Wolverhampton,  was  opened 
on  I  St  March,  formed  by  two  small  junction  lines  on  the  old  Grand  Junction, 
one  from  Pleck  Junction  to  Darlaston,  the  other  from  Portobello  to  the 
Stour  Valley  line  close  to  Wolverhampton.  The  services  between  Wednes- 
bury  via  Princes  End  to  Wolverhampton,  and  that  on  the  Darlaston  &anch 
were  revised  to  meet  the  altered  circumstances.  Wood  Green  (OW  Bescot) 
was  opened,  or  re-opened,  on  ist  February,  and  a  new  station  at  Pleck  on 
I  St  October  was  added  for  accommodation  of  tike  same  district. 

A  short  line  from  Parton  to  Distington  on  the  Whitehaven,  Cleator  and 
Egremont  Joint  Railway  was,  on  ist  June,  opened  for  traffic. 

On  1st  July,  the  Watford  and  Rickmansworth  Line  was  vested  in  the 
London  and  North-Westem  Company. 

On  5th  September,  the  Liverpool  Suburban  Line  was  extended  from 
Walton  to  Alexandra  Dock,  and  the  train  service  separated  so  as  to  serve 
Canada  Dock  terminus  on  the  one  hand,  and,  on  the  other,  Balliol  Road 
(Bootle)  and  Alexandra  Dock,  the  latter  name  being  substituted  for  the 
former  title  of  Atlantic  Dock. 

The  progress  of  doubling  the  main  line  was  being  pressed  forward  by 

the  engineer,  and  in  August  the  two  additional  lines  between  Bletchley  and 

p^^^  ^     Roade  were  opened  for  goods  and    mineral    traffic.     This 

Doubling       system  of  doubling  the  lines  near  large  stations  afforded  much 

Main  Unes,     relief  in  the  train  working,  and  was  welcomed  at  all  points. 

The   doubled  lines   between  Warrington   and  Winwick   were 

opened  in  April ;  those  between  Walsall  and  Ryecroft  Junction  were  also 

completed,  and  two  additional  lines  between  Northampton  and  Kingsthorpe 

were  in  hand. 

On  December  ist,  the  line  between  Northampton  and  Rugby  (16  miles) 

was  opened  for  local  traffic  with  four  trains  each  way,  serving  intermediate 

stations  at  Althorpe  Park,  Long  Buckby,  Kilsby  and  Crick.    The  old  station 

Crick,  on  the  main  line,  having  been  re-named  Welton  on  ist  August 

in  anticipation  of  the  opening. 
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On  I  St  April,  the  line  at  Blaenau  Festiniog  was  extended  to  a  point 
close  to  the  terminus  of  Mr.  Spooner's  very-nairow-gauge  line — "  The  Toy 
Railway  "  for  Tan-y-bwlch,  and  an  hotel  for  tourist  accommodation  near  the 
terminus  was  added,  on  ist  August,  to  the  list  of  the  Company's  hotels. 

In  July,  the  extended  frontage  of  the  Euston  Hotel,  connecting  it  with 

the  Victoria  Hotel  was  completed,  and  the  united  building  henceforward 

SutonHotd.    was  distinguished    as  Euston   Hotel,   East  Wing  and  West 

New  frontage^  Wing. 

July,  1B8L  Luncheon  Baskets  are,  for  the  first  time,  announced  in  the 

December  Time  Book,  as  obtainable  at  Euston,  Rugby,  Stafford,  Crewe, 

Lnaclieoii      Liverpool,  Holyhead,  and   Preston,  price  3/-.      Chester  and 

^•■^•^       Perth  had  previously  been  the  only  stations  at  which  they  were 

obtainable. 

The  Irish  Boat  Train,  North  Wall  connection,  commenced  leaving 
London  at  6.30  p.m.,  instead  of  6.0,  on  ist  July.  The  relations  wkh  the 
London  fc  North- ^^*y  of  Dublin  Company  were  by  no  means  so  friendly  at  this 
Western  Benrica^  time  as  they  had  heretofore  been,  and  they  took  the  question 
l^nd^to  Qf  differential  fares  before  the  legislative  authorities,  with  a 
view  to  a  fixed  understanding  between  the  two  routes.  Their 
counsel  was  the  noted  ex-American  barrister,  Mr.  Benjamin.  I  heard  his 
closing  speech,  in  which  he  very  cleverly  illustrated  how  a  divergence  in 
views  might  arise  on  the  same  basis  of  fact,  from  the  facets  of  a  diamond 
glittering  in  various  directions  yet  all  the  time  reflecting  the  same  beam  of 
light. 

In  February,  the  Midland  Company  resumed  running  passenger  trains 
from  their  Green  Ayre  Station,  into  the  London  and  North-Westem  Castle 
Station  at  Lancaster. 

A  few  changes  took  place  among  the  officers  in  the  Goods  Department ; 

in  April,  Mr.  G.  Kitchens  is  appointed  to  Camden  vice  Mr.  J.  F.  Mason. 

^jj^^^^^^jj^     Derby,    Burton,    Coventry,    Leicester,    Rugby    districts    are 

London  ft  North- placed  under  the  care  Mr.  R.  D.  Sharpe  of  Rugby.     Stafford, 

^^****!L-     Crewe,    Sandbach,     Winsford    districts    are    placed     under 
QDoen.  looL 

Mr.  H.  Sheppard,  Crewe,  while  in  December  the  Nottingham, 
Newark,  Melton  Mowbray  and  Lincoln  district  is  given  to  Mr.  W.  Bingham 
vice  Mr.  H.  Smyth,  Mr.  Murfin  acting  as  the  Company's  Representative  at 
Sheffield. 

In  the  Clearing  House  the  following  changes  and  appointments  are 
recorded  in  the  Superintendents'  minutes :   In  January,  Mr.  A.  Young  for 

the  Cardigan  and  Carmarthen.     In  April,  Mr.  J.  W.  Szlumper 
changefc^***  t^/<f^  Mr.  I.  Smedley  for  the    Manchester  and    Milford  line  ; 

Mr.  Irvine  Kempt  vice  Mr.  H.  Ward  for  the  Caledonian 
Railway.     In  October,  Mr.  G.  R.  Curson  for  the  Lynn  and  Fakenham. 

In  the  course  of  the  year,  at  occasional  meetings,  we  find  new  rising 
men  appearing  as  representatives.     Mr.  Palmer  for  Lord  Sackville  Cecil,  Mr. 
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Cooper  for  Mr.  Mathieson  (Glasgow  and  South-Westem),  Mr.  Burlinson  for 
Mr.  Tyrrell  (Great  Western),  Mr.  G.  Mason  for  Mr.  Cockshott  (Great 
Northern),  Mr.  Nettleship  for  Mr.  Robertson  (Great  Eastern),  Mr.  Shepherd 
for  Mr.  Lewis  (Cambrian   Railway),  Mr.  Potts  for  Mr.  Kempt. 

The  proposals  for  altered  rates  for  parcels,  in  view  of  Post  Office 
suggestions,  were  under  discussion  early  in  the  year. 

The  period  of  time  for  Tourist  Tickets  to  be  available  was  again 
debated.  Two  months  being  ultimately  agreed  to  very  generally,  but,  not- 
withstanding vigorous  protests  against  the  plan,  some  of  the  Companies 
determined  to  make  them  available  without  any  excess  pa3nnent  up  to  the 
31st  December. 

In  May  and  June  meetings  were  held  to  discuss  the  revived  question 

of  uniformity  in  head-lights   and  signboards  for  engines.      The  Midland 

Engine        handed   in  a  diagram  of  their   head-lights,   all    formed    by 

HMd-Ughte.    varying  the  position  of  two  or  three  white  lights.    We  submitted 

ours,  a  combination  of  white  and  green,  the  former  for  passenger  trains,  the 

latter  for  goods. 

It  appeared  to  be  a  case  where  uniformity  was  not  essential,  and  it  was 
left  for  each  Company  to  deal  with  its  own  system  freely ;  the  owning  Com- 
panies to  arrange  with  running  Companies,  and  the  Working  Appendix  to 
Rule  Book  to  give  the  needed  information  as  to  the  colour  and  position  of 
head-lights  to  be  carried. 

Mr.  Needham,  of  the  Midland  Company,  was  elected  chairman  for  the 
year  1882. 

1882. — Following  on  the  opening  of  the  line  between  Northampton  and 

Rugby,  with  its  four  local  trains  each  way,  the  portion  between  Roade  and 

Northaamto     Northampton  was  brought  into  use  on  3rd  April,  1882,  and 

and  Roade.     many  of  the  express  trains  to  and  from  London  were  appointed 

Openlngof  line,  to  take  this  route,  and  thus  place  Northampton  on  a  main  line 

ard  April.  1882.  between  Rugby  and  London. 

The  line,  while  it  avoided  the  long  tunnel  at  Kilsby  at  one  end,  was 
unfortunately  schemed  at  the  other  end  so  as  to  leave  the  old  main  line  at 
Roade,  where  a  very  deep  cutting  was  entailed  through  excessively  slippery 
and  rocky  ground  on  the  east  side  of  the  old  London  and  Birmingham  Line, 
and  approached  Northampton  through  a  tunnel  1,200  yards  long,  under 
Hunsbury  Hill,  near  an  ancient  earthwork  called  Danes'  Camp.  Emerging 
from  the  tunnel,  this  new  line  crossed  over  the  old  line  from  Northampton 
to  Blisworth  at  a  considerable  elevation.  At  this  place  a  combined  signal 
box  was  constructed,  which,  so  far  as  I  know,  was  the  first  of  its  kind,  the 
chain  of  block  telegraph  signalling  being  carried  on  in  it  both  for  the  upper 
and  the  lower  lines. 

The  treacherous  waterlogged  nature  of  the  soil  through  which  the  line 
at  Roade  Cutting  passed  very  early  made  itself  manifest,  as  the  traffic  had 
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Soada  nntMno-  t)arely  been  using  the  route  for  three  weeks  when  a  considerable 

slip  occurred,  and  for  a  week  or  ten  days  the  trains  had  to 
revert  to  the  old  route  via  Blisworth  to  Northampton.  At  a  later  stage  this 
troublesome  element  made  itself  more  injuriously  apparent,  and  a  very  serious 
landslide  took  place.  Mr.  Stevenson,  the  engineer  of  the  line,  determined 
that  there  should  be  an  end,  once  and  for  all,  of  the  difficulty;  and  the 
huge  retaining  escarpments  now  visible,  covering  the  former  grey  stone  cliffs, 
together  with  strong  girder  framework  extending  over  the  lower  line,  are 
calculated  to  avoid  any  future  trouble  at  this  particular  point. 

Placing  Northampton  on  the  main  line  route  led  to  considerable 
improvements  in  the  service  between  London  and  Market  Harborough  and 
Melton  Mowbray.  In  July  a  new  service  was  announced  extending  to 
Newark  and  Doncaster,  via  Stathern,  over  the  joint  line  and  the  Great 
Northern  route.  The  supervision  of  the  North-Westem  Company's  interests 
over  the  joint  line  remained  in  the  hands  of  Mr.  Purssell  of  Northampton, 
while  Mr.  Arthur  J.  Mason  at  Melton  Mowbray  was  the  officer  in  charge  of 
the  joint  line  itself. 

The  Time  Tables  for  February  contain  the  first  notice  of  the  adoption 
of  6d.  per  package  as  the  charge  for  delivery  of  pajisengers'  luggage  in 
London  to  residences  and  hotels,  the  same  arrangement  also  applying  to  the 
towns  of  Liverpool,  Manchester,  and  Birmingham. 

Following  the  arrangement  in  force  between  Watford  and  London,  an 
hourly  service  of  trains  calling  at  all  stations  on  the  Stour  Valley  was  brought 

into  operation  in  March  between  Birmingham  and  Wolver- 
on  stour  VaUey.  ^^inpton,  and  the  same  system  was  put  into  force  between 

New  Street  and  Harbome  at  the  same  time. 

The  system  is  an  excellent  one  where  other  traffic  is  light,  the  branch 
short,  or  where  there  are  relief  lines  for  expresses,  both  goods  and  passengers, 
to  travel  upon.  Otherwise  the  occupancy  of  the  lines  by  a  stopping  train 
causes  much  retardation;  and  while  in  leaving  a  quasi  terminus  such  as 
Birmingham  the  system  worked  with  fair  smoothness,  yet  in  the  opposite 
direction,  from  Wolverhampton,  the  late  arrival  of  express  trains  from  the 
North  interfered  very  gravely  with  the  system. 

The  Wolverhampton  District  was  also  dealt  with  by  the  opening  of  the 
Aston  and  Stechford   Line,   by  which    the  passengers  from  Walsall  and 

Willenhall,  via  Bescot,  to  London  avoided  the  detour  into  and 
opened  in  W82.  °^^  ^^  Birmingham,  and  through  carriages  were  run,  being 
attached  to  and  detached  from  the  main  line  trains  at 
Stechford.  This  opening  took  place  in  March,  and  on  the  same  day  the 
semi-circular  line  between  Denton  and  Droylsden  was  opened,  by  which,  for 
the  first  time,  connection  was  afforded  between  the  Victoria  Station  in 
Manchester  and  the  London  and  North-Western  Line  south  of  Stockport 
and  Heaton  Norris. 

The  new    connecting    line    at  Wortley   by  which  a  communication. 
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principally  for  passenger  traffic,  into  the  joint  new  station  at  Leeds  was 
established,  was  also  brought  into  operation  in  March.  In  July  the  deviation 
at  Wolverton,  by  which  the  main  line  was  carried  far  outside  the  carri^^e 
works,  was  completed,  and  the  line  from  Newport  Pagnell  brou^t  to  a 
junction  at  the  new  passenger  station;  the  list  of  new  lines  dealt  with 
during  1882  concludes  with  that  of  the  line  to  Over  and  Wharton,  a  short 
line  of  two  miles,  leaving  the  old  Grand  Junction  Line  at  Winsford. 

In  November  a  splendid  hotel,  the  joint  property  of  the  London  and 

North-Westem  and  the  Lancashire  and  Yorkshire  Railways,  closely  adjoining 

Preston  Park    Preston  Station,  and  overlooking  the  valley  of  the  Ribble,  was 

HoteL  opened  to  the  public.  Its  position  is  most  commanding,  its 
architecture  very  substantial,  but  the  running  of  fast  through  trains  between 
England  and  Scotland  has  done  away  with  any  need  for  half-way  houses, 
such  as  it  was  originally  thought  this  hotel  would  so  satisfactorily  supply. 

On  13th  March  I  had  the  honour  of  reading  a  very  full  account  of  our 
American  tour  to  a  crowded  gathering  in  the  Shareholders'  Meeting  Room  at 
Euston  Station.  It  is  published  as  a  portion  of  my  "  Atlantic  and  American 
Notes."  The  Duke  of  Sutherland  was  present,  with  other  of  the  directors  and 
officers.  Mr.  Finlay  Dun  took  a  special  interest  in  the  paper,  and  very 
kindly  discussed  various  points  with  me  afterwards.  This  lecture  was 
supplemental  to  the  paper  I  had  previously  read  at  the  Officers'  Conference, 
which  had  dealt  almost  exclusively  with  railway  technical  experiences  and 
details. 

There  was  a  sad  element  connected  with  the  reading  of  this  paper, 
owing  to  the  death,  under  very  painful  circumstances,  of  our  fellow-traveller, 
Mr.  Henry  Crosfield :  he  was  highly  esteemed  by  all  the  members  of  the 
Board,  and  his  name  remains  in  remembrance  at  Euston  by  the  following 
record  on  his  memorial  bust  in  the  half-yearly  meeting  room  : — 

HENRY  CROSFIELD. 

This  bust  embodies  the  unanimous  vote  of  the  proprietary  of  the  London  and  North- 
Westem  Railway  in  grateful  acknowledgment  of  more  than  50  years  distinguished 
services,  especially  as  their  Auditor,  to  which  office  Mr.  Crosfield's  singular 
gifts  gave  an  exceptional  prestige  and  power. 

I 8th  February,  1882. 

The  question  of  the  American  traffic  continued  to  be  very  much  en 
evidence  in  our  traffic  arrangements.     Omnibuses  were  announced  to  run  for 

special  parties  between  lime  Street  and  the  Liverpool  Landing 

Ttafflo.        Stage.     Numerous  propositions  were  debated  with  Mr.  Mclver 

Onmibiuas     ^uid  Mr.  Ismay  as  to  using  Holyhead  for  a  port  cf  call  for  the 

in  LiverpooL    Atlantic  liners,  and  avoiding  the  delay  occasionally  attributable 

to  fog  and  the  want  of  water  over  the  Bar  in  the  Mersey.     Mr.  Black  was 

active  in  getting  up  a  syndicate  for  a  line  of  steamers  between  Holyhead 

and  Long  Island,  a  point  of  departure  in  America  often  discussed  as  affording 

the  shortest  possible  route  between  the  two  countries 
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The  Time  Tables  of  the  year  shewed  evidence  of  the  American 
influence.  The  Pennsylvania,  Chicago  and  North-Westem,  the  Erie,  the  New 
York  Central  and  Hudson  Railroads  appear,  with  their  respective  officers 
names  and  their  Liverpool  representatives,  on  a  separate  railway  page ;  and 
subsequently  the  Atcheson,  Topeka  and  Santa  Fe  Railroad  is  added, 
Mr.  S.  Nugent  Townshend  being  their  English  representative.  He  had  been 
very  active  in  giving  a  reception  to  the  Duke  on  the  Topeka  route. 

In  March  Time  Table  the  notice  as  to  "  One  Day  Saved :  Quick  Route 
between  England  and  America''  was  prominently  repeated,  shewing  that 
passengers  by  the  8.25  p.m.  Irish  Mail  from  London  on  Saturday  nights 
could  join  the  Cunard  steamers  at  Queenstown  on  Sundays — a,  special 
express  leaving  Dublin  that  morning  for  Cork,  whence  mails  and  passengers 
are  conveyed  to  Queenstown  by  through  carriages,  and  all  expense  of  transfer 
at  Cork  avoided. 

To  make  certain  of  this  connection,  it  was  necessary  for  the  American 
traveller  to  be  very  much  on  the  alert  on  arrival  lat  Westland  Row  Station, 
Dublin.  A  seat  on  the  car  conveying  the  mails  across  Dublin  would  ensure 
it,  but  if  the  traveller  was  encumbered  with  much  luggage  there  was  a  fair 
chance  of  his  finding  the  mail  train  started  from  Kingsbridge  terminus 
without  him.  The  despatches  for  the  American  Government,  entrusted  to 
our  care  for  many  years  by  Mr.  Stevens,  their  London  representative  agent, 
were  regularly  thus  conveyed  without  any  failure.  But  neither  Queenstown 
nor  Holyhead  touched  the  volume  of  American  traffic :  Liverpool  held  the 
record,  and  the  accommodation  for  Americans  at  the  Lime  Street  Hotel 
became  a  matter  of  the  first  consideration. 

The  rolling  stock  began  to  a  certain  extent  to  be  touched  by  the 
American  notions,  and,  as  an  attraction,  a  couple  of  sets  of  drawing-room 

J  ,  carriages,  called  Twin  Day  Saloons,  were   specially  built   at 

DayiaiooiiA  Wolverton  Works,  and  before  being  put  into  circuit  were 
adopted.  inspected  by  the  Chairman,  the  Duke  of  Sutherland,  Mr. 
Bickersteth,  and  others.  The  representatives  of  the  London  Press,  and 
Mr.  Gillig,  in  our  American  interest,  were  shown  over  the  works  at  Wolverton, 
and  made  a  trial  trip  with  these  vehicles.  They  were  appointed  to  run  on 
the  II. o  a.m.  up  express  from  Liverpool  to  London,  and  by  the  2^.^  p.m. 
from  Euston  in  the  other  direction,  and  it  was  intimated  that  seats  could  be 
secured  in  advance  on  application  to  the  station  masters  at  Euston  and  at 
Lime  Street,  Liverpool. 

Diagrams  showing  the  accommodation  afforded  by  these  drawing-room 
carriages  were  circulated  for  many  months  in  the  Company's  Time  Books^ 
September,  1882,  being  their  first  appearance. 

The  following  sketch — a  reduced  copy  of  the  diagram — ^will  shew  that 
neither  the  central  passage  of  the  Pulman  nor  the  modem  corridor  at  the 
side  had  obtained  any  precise  recognition  in  the  scheme.      The  doorways 
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were  at  the  side  of  the  carriage;  the  vestibule  connection  was  not  in 
existence;  the  communication  between  the  two  vehicles  consisted  of  a 
leather-covered  gangway  of  the  "accordion"  type,  across  a  somewhat 
unsteady  footplate : — 


33  feet. 


Gangway. 


33  fee«- 


The  33  feet  limit  was  adopted  for  these  vehicles,  and  curtailed  the 
extent  of  their  usefulness ;  but  shortly  afterwards  the  construction  of  sleeping 
saloons  42  feet  long  was  determined  upon,  as  it  was  not  possible  to  give 
the  required  accommodation  for  passengers  and  attendant  on  a  smaller 
sized  frame. 

The  unsettled  state  of  Ireland  led  to  the  sending  across  to  Dublin  the 
Grenadier  Guards.  The  regiment  was  entrained  at  Victoria,  in  conformity 
with  the  result  of  two  or  three  conferences  at  the  War  Office,  in  which 
Mr.  Sewell  acted  as  representative  of  the  department.  The  entraining  at 
Victoria  was  very  well  carried  out,  and  so  was  the  debarkation  at  Holyhead. 
It  will  be  remembered  that  the  assassination  of  Lord  Frederick  Cavendish 
took  place  in  the  autumn  of  this  year,  and  it  was  afterwards  shown  how 
narrow  an  escape  the  Honourable  W.  E.  Forster  had  had  at  NVestland  Row 
Station  on  his  way  home  to  England.  The  North-Westem  Railway  Company 
for  some  reason  did  not  stand  high  in  the  esteem  of  certain  parties  in  Ireland, 
and  though  Mr.  Skipworth,  our  chief  officer  there,  was  unaffected  by  any 
threats,  one  of  his  leading  clerks,  Mr.  Corns,  in  view  of  threatening  letters 
addressed  to  him,  felt  the  position  so  irksome  that  his  return  to  England  was 
decided  upon. 

The  attention  paid  to  American  traffic  made  me  acquainted,  through 
Mr.  Rumsay  Forster,  of  the  Morning  Post^  with  Mr.  G.  A.  Sala,  and  at  one 
Harper's  time  he  had  contemplated  undertaking  the  production  of  an 
Magaiine.  article  on  the  subject  in  the  Railway  Company's  interest ;  but 
it  was  subsequently  settled,  through  the  agency  of  Mr.  Bridgeman,  of 
Hartford,  Conn.,  one  of  our  American  friends,  to  have  an  article  in  Harper^ 
which  he  very  kindly  arranged.  The  draft  of  the  article  was  sent  to  me  for 
revision,  and  I  had  the  pleasure  of  an  interview  with  Mr.  Laffan,  Messrs. 
Harper's  London  representative  on  the  subject.  It  finally  appeared,  with 
illustrations,  in  Harper's  Magazine  for  August,  1885,  entitled  "English  and 
American  Railroads." 

The  Lord  Mayor  of  London,  towards  the  close  of  his  year  of  office,  gave 
an  entertainment  at  the  Mansion  House  to  the  representatives  of  the  Railway 
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and  Dock  interests.  Mr.  Chamberlain,  the  President  of  the 
Banqiut.  Board  of  Trade,  was  one  of  the  chief  guests,  together  with  the 
Railway  and  chairmen  of  the  leading  lines  of  English  and  Scotch  Railways. 
Dock  Mr.  Chamberlain  had  to  respond  to  the  toast  of  "  The  Trade 
RepreMntatton.  ^^^  Commerce  of  the  United  Kingdom,"  and,  in  the  course  of 
his  speech,  said  he  believed  there  was  no  man  in  politics,  whether 
he  called  himself  a  Conservative,  a  Liberal,  or,  as  he  was  proud  to 
call  himself,  a  Radical,  who  would  refuse  to  the  trade  of  the  country  all  the 
protection  which  a  powerful  country  could  afford.  He  was  happy  to  say 
that  he  believed  the  great  railway  and  dock  interests  were  upon  the  eve  of 
a  long  era  of  great  prosperity.  In  concluding  his  speech,  after  assuring  those 
present  who  were  interested  in  railways  that  the  Board  of  Trade  would  meet 
them  in  no  spirit  of  hostility,  but  would  do  all  in  their  power  to  consider 
their  interests,  he  referred  in  terms  of  praise  to  the  services  rendered  by 
the  great  body  of  railway  servants,  the  rank  and  file  who  did  their  work 
so  well. 

Mr.  Moon,  our  Chairman,  and  Mr.  Thompson  of  the  Midland  Company, 
replied.    This  was  my  first  experience  of  a  Mansion  House  entertainment. 

Next  day  the  Lord  Mayor  and  Lady  Mayoress  started  for  a  state  visit 
to  Liverpool,  and  on  the  following  day  the  Sheriffs  and  the  Town  Clerk  went 
down  to  join  them. 

During  the  year  the  Princess  Louise  travelled  by  the  NorthWestem 

Railway  not  infrequently.       On  nth  January  Her  Royal   Highness,   with 

JournevBof    ^^^^  Lome,  attended  by  two  gentlemen  of  the  suite  whom 

H.R.H.  Prinoeu  we  had  seen  in  Quebec,  and  with  whom  it  was  a   pleasure 

LonlBe.       again   to    meet    (Colonel   de  Winton   and    Mr.  Bagot),   left 

Euston  by  morning  train  for  Liverpool. 

Again,  on  25th  May,  the  Princess  left  London  for  Canada,  and  it  fell 
to  my  lot  to  accompany  her  train  to  Liverpool. 

We  were  tolerably  free  from  accidents  to  running  trains  this  year,  but 
there   were  two  fatal  occurrences  which  resulted   in  our  lawyers   finding 

themselves  engaged  with  very  disputatious  juries.     The  first  of 

Lsrei  Groulnff  ^hese  was  on    ist   February,   in   which,   while   the   gates   at 

GNktesat       Smethwick  Station  were  closed   against  the  public,  an  aged 

woman,  intending  to  travel  by  train,  passed  over  from  one 

platform  to  the  other,  and  was  cut  down  by  an  express  which  ran  through  at 

the  time.     There  had  been  considerable  feeling  aroused  against  the  Company 

by  the  delay  suffered  to  road  traffic  through  the  gates  being  kept  closed  to 

give  a  clear  road  to  the  through  trains,  for  whose  approach  there  was  now  a 

perfect  set  of  signals.     Two  or  three  fatal  cases  had  taken  place  already  at 

the  gates.     The  tow^nspeople   contended   that  all  trains  ought  to  stop  at 

Smethwick,  and  it  was  altogether  a  very  hostile  meeting  of  listeners,  if  an 

impartial  one  of   jurors,   who    met    us    at    the   Blue  Gates   Hotel,   with 

19 
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Mr.  Hooper,  the  Coroner.  One  of  Mr.  Roberts'  rising  young  lawyers  from 
Euston  was  deputed  to  appear  for  us,  Mr.  C  de  J.  Andrewes,  and  he  proved 
a  calm  and  clever  advocate.  A  hostile  recommendation  by  the  jury  was 
unavoidable,  but  the  fact  that  the  Company  were  seeking  power  to  do  away 
both  with  the  levd  crossing  in  question  and  the  Blue  Gates,  closely  adjoining, 
moderated  the  anger  of  tiie  jury,  and  left  Mr.  Sutton,  our  District  Superin- 
tendent (who  had  been  very  generally  threatened  with  "  manslaughter  ")  free 
to  go  home ;  and  ultimately,  at  very  great  cost  and  no  little  inconvenience, 
both  Rolfe  Street  level  crossing  and  Blue  Gates  crossing  at  Smethwick  have 
become  things  of  the  past,  an  upper  level  station  situated  on  the  over-bridge 
having  been  substituted  for  the  old  erection. 

If  the   Birmingham   District  Superintendent    escaped  trouble  at   the 
commencement  of  the  year,  the  District  Officer  of  amilar  position  at  Chester 

was  not  so  fortunate  at  its  close.     At  Holyhead,  close  to  the 
A«^^  t     ^"^  ^^  ^^  down  platform,  near  the  soutb-wcsterly  end  of  the 
Holyhead,      import  goods  shed,  a  very  large  subsidence  of  the  quay  wall 
~  had  taken-  place,  and  had  developed  to  such  an  extent  that  it 

Verdiot  ^^  become  necessary  to  stop  traffic  altogether  from  passing 
the  extreme  end  of  the  station  platform.  The  footway  by 
which  at  that  time  the  voyagers  arriving  by  the  cargo  boats  had  to  pass 
usually  led  to  this  platform,  but  owing  to  the  subsidence  the  path  was 
diverted  a  little,  and  led  alongside  a  raised  cattle  pen  used  for  "  disabled 
pigs ''  which  had  been  lamed  or  injured  during  rough  voyages  from  Dublin,  etc. 
Strict  orders  had  been  issued  by  Mr.  Ephraim  Wood,  the  District  Superin- 
tendent, that  no  wagons  were  to  be  allowed  to  pass  this  pen  from  the 
time  our  steamer  was  signalled  as  approaching  until  all  the  passengers 
coming  from  the  quay  had  arrived.  PVom  neglect  of  the  signalman  and 
shunter  in  charge  on  the  occasion  under  review  (24th  September),  this  order 
was  disregarded,  with  the  fatal  result  that  no  less  than  three  passengers  on 
their  way  from  the  cargo  steamer  "  Duchess  of  Sutherland "  to  the  station 
were  caught  by  the  trucks  in  motion  and  crushed  to  death. 

Some  bitter  racial  feeling  was  displayed  at  the  inquest.  The  blame 
really  rested  with  the  two  Welshmen  who  were  engaged  in  the  interdicted 
shunting.  With  the  exception  of  the  foreman,  the  whole  of  the  jury  were 
Welshmen  with  an  ineradicable  dislike  of  everything  English.  The  foreman 
was  so  disgusted  with  the  conduct  of  his  fellow-jurors  that  he  declined  to 
attend  the  adjourned  hearing,  and  had  to  pay  a  fine  of  j£io  in  consequence. 
The  jury,  in  giving  their  verdict,  brought  in  Mr.  Wood,  the  District 
Superintendent,  Mr.  Guest,  the  Station  Master,  together  with  Inspector 
James  Holt  and  Foreman  William  Alcock,  guilty  of  "  Manslaughter." 

On  this  indictment  these  four  Englishmen  had  to  be  tried  at  Beaumaris 
in  January  of  the  following  year  before  Lord  Coleridge.     Mr.  Roberts,  our 

T^liji^^      solicitor  from  Euston,  together  with  Mr.  R.   M.   Preston  of 
BMnmaria.     Chester,   was   in  attendance  with   us.      The   first  relief    we 
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experienced  was  in  the  announcement  that  the  Grand  Jury  threw  out  the 
bill  as  against  Wood  and  Guest;  but  the  trial  of  all  four  still  proceeded 
under  the  Coroner's  verdict,  and  before  the  close  of  the  first  day's  trial  both 
Wood  and  Alcock  were  formally  acquitted.  On  the  second  day,  after  some 
evidence  by  the  Welsh  shunter,  Lord  Coleridge  stopped  the  case,  and 
directed  the  acquittal  of  Guest  and  Holt.  The  jury  stated  they  quite  agreed 
in  this  course ;  they  were  unanimous  on  the  point,  and  thanked  his  Lordship^ 
for  his  sensible  remarks.  Mr.  Swetenham  was  counsel  for  the  Crown  in  the 
prosecution,  and  Mr.  Macintyre  was  for  the  defence. 

Nothing  could  exceed  the  kindness  and  consideration  shown  to  the 
accused  men  by  our  solicitor,  Mr.  R.  F.  Roberts ;  he  was  much  gratified 
by  Lord  Coleridge's  summmg  up,  and  had  copies  of  it  specially  sent  to  Mr. 
Guest  for  Holt  and  Alcock. 

The  Records  of  the  Superintendents'  Conference  for  the  year  1882  shew 

that  at  the  January  meeting  Mr.  English  is  present  for  the  Cheshire  Lines, 

dearing  House  Mr.  Kirtley  for  the  Neath  and  Brecon,  Mr.  Grundy  represents 

Giianges        ^^^^  ^^^  Mid-Wales  and  the  Central  Wales  and  Carmarthen 

recorded,  188S.  Junction,    Mr.    Lee    attends   for    Mr.    Bradley,    Mr.    Tanner 

represents  Mr.  J.  C.  Russell,  for  the  Manchester  and  Milford. 

At  the  April  meeting  Mr.  C.  I--  C.  Tait  is  appointed  Representative 
of  the  Lynn  and  Fakenham  Line,  vice  Mr.  Curson.  Mr.  Phillipps 
having  resigned  his  position  as  District  Superintendent  of  the  London 
and  North-Westem  at  Manchester,  represents  the  North  Staffordshire 
Railway,  vice  Mr.  Lockhart. 

The  vacancy  caused  by  the  removal  of  Mr.  Phillipps  from  Manchester  was 
filled  by  the  transfer  of  Mr.  George  Mawby  from  Whitehaven  to  Manchester, 
and  in  turn  the  position  at  Whitehaven  was  filled  by  Mr.  Alfred  Entwistle, 
who  had  for  some  years  been  Mr.  Thomas  Kay's  energetic  Chief  Clerk  at 
Euston : — as  an  assistant  at  Whitehaven  he  had  Mr.  W.  H.  H.  M.  Gipps, 
who  afterwards,  leaving  the  service  of  the  London  and  North-Western,  spent 
the  remainder  of  his  anxious  life  in  looking  after  the  interests  of  the  Didcot,, 
Newbury,  and  Southampton  Railway. 

At  the  summer  meeting  Mr.  Haines  attends  on  behalf  of  the  Nortb 
Lancashire  Steam  Navigation  Company,  and  Mr.  Little  represents  the  Barrow 
Steamship  Company ;  in  previous  years  the  Companies  interested  in  Belfast  had 
for  the  most  part  agreed  to  leave  Mr.  Cotton  (Belfast  and  Northern  Counties 
Railway),  to  settle  with  the  English  Companies  the  Season  Excursion  dates. 

At  the  October  meeting  Mr.  Meldrum  attends  for  the  first  time  as  the 
Representative  of  the  Cheshire  Lines  on  behalf  of  Mr.  English.  Mr.  Meldrum 
had  been  the  Joint  Station  Master  at  Chester  for  many  years,  and  we  were 
sorry  to  lose  him  as  one  of  those  men  on  whom  reliance  could  be  placed 
to  be  always  up  to  the  mark  in  emergencies.  Mr.  E.  J.  Sears  is  appointed  to 
the  South-Eastern  Railway  on  the  death  of  Mr.  J.  G.  Harris,  and  Mr.  Liller 
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from  the  Manchester,  Sheffield,  and  Lincohishire,  takes  charge  of  the 
Cambrian.  Mr.  Christison,  of  the  North-Eastem  Railway,  was  chosen 
Chairman  for  the  year  1883. 

An  amended  scale  for  Parcel  TrafSc  was  brought  into  operation  at  the 
close  of  the  year,  the  principal  feature  being  the  adoption  of  a  charge  of  4d. 
for  I -lb.  Parcels  up  to  fifty  miles,  and  of  changes  which  enabled  the  special 
scales  which  had  been  applicable  to  the  Yorkshire  and  Lancashire  and  West 
Cumberland  sections  to  be  abrogated :  a  resolution  was  also  adopted  limiting 
the  allowance  to  receiving  office  keepers  in  Great  Britain  other  than  London, 
to  one  penny  for  each  parcel  received  at  such  office. 

This  year  witnessed  two  resignations  from  the  Board,  the  one,  Mr.  W.  D. 
Mackenzie ;  in  his  place  Sir  Henry  B.  Loch,  K.C.B.,  was  elected ;  the  other 

Mr.  James  Bland,  of  Liverpool,  a  much-respected  member  of 
**^im^"*  the  Board,  well  known  as  one  of  the  leading  merchants  in 

Liverpool  connected  with  the  timber  trade,  he  resigned  through 
ill-health ;  his  place  was  filled  by  the  election  of  Mr.  Ralph  Brocklebank,  Jun., 
a  name  equally  well-known  in  Liverpool  circles,  and  a  gentleman  intimately 
connected  with  the  commercial  interests  of  that  city. 

The  reports  of  accidents  enquired  into  by  the  Government  Inspectors  for 
1878-1883,  continued  to  make  heavy  assaults  on  the  Chain  Brake  which  the 

^^  London  and  North-Westem  had  adopted.     The  returns  made 

diain  Brake,    by  the  Company  state  that  the  brake  is  only  used  as   an 

ciATk^  bb     emergency  brake,  but  is  tested  at  the  first  stop  made  by  the 

train ;  and  they  give  in  detail  the  instructions  issued  to  the 

guards  and  drivers  as  to  its  use. 

Up  to  the  end  of  December,  1878,  no  less  than  2,442  vehicles  were  fitted 
partly  with  the  brake,  partly  only  with  connecting  chain.  By  the  end  of  June, 
1879,  the  number  had  been  increased  to  2,812. 

The  fitting  up  of  the  Chain  Brake  went  on  with  rapidity,  but  all  Mr. 
Findlay's  special  pleading,  and  all  the  Chairman's  determination,  could  not 
get  over  the  Board  of  Trade  report  that  the  brake  was  sectional,  was  not  con- 
tinuous throughout  the  length  of  the  train,  and  was  not  self-acting. 

The  Board  of  Trade  took  their  stand  on  the  requirements  that  the  brake 
to  be  efficient  in  stopping  trains  must  be  (a)  instantaneous  in  action,  capable 

of  being  applied  without  difficulty  by  the  engine  driver  or 
Kw^nrnentB.  8"^^^  >    (^)   ^"   ^^^^  ^^  accident,  instantaneously  self-acting ; 

(c)  to  be  put  on  and  taken  off  with  facility  on  the  engine  and 
every  vehicle  of  a  train ;  (d)  to  be  regularly  used  in  daily  working. 

Most  careful  instructions  were  drafted  for  the  guidance  of  the  guards 
and  drivers,  and  Inspectors  were  appointed  at  all  the  chief  junction  stations 
to  train  the  men  in  the  brake  application  and  arrangements.  A  cord  threaded 
along  the  carriage  roofs,  through  handles  provided  for  the  purpose  extended 
along  the  train ;  one  end  was  brought  to  the  driver,  the  other  end  into  the 
van,  and  there  liberated,  by  a  trigger  arrangement,  the  large  wheel  in  the  guard's 
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van,  to  which  the  "  Clark-Webb  "  Chain  Brake  was  attached,  and  by  which  it 
was  actuated. 

This  "Clark-Webb"  wheel  was  distinct  from  the  van  Brake  itself,  and  did 
not  act  on  the  wheels  of  the  van.  There  was  a  separate  van  Brake  for  the 
guards  to  use  for  ordinary  stops. 

By  July,  1880,  the  whole  of  the  main  line  trains  out  of  Euston  were 
thoroughly  fitted  with  the  Chain  Brake,  but  still  sectional,  and  not  in  any  way 
automatic.  As  an  instance,  the  9.0  a.m.  out  of  Euston  had  two  engines  and 
seventeen  vehicles  behind  them,  the  brake  in  three  parts,  seven  vehicles  for 
Liverpool,  six  for  Holyhead,- and  three  for  Birmingham,  each  section  with 
separate  brake  communication,  but  all  of  no  service  as  a  continuous  brake. 

An    "Automatic  Cord"    was  subsequently  introduced — ^an  additional 

burden  on  the  guards  and  train  marshallers — a  cord  which  was  carried  over 

the  tops  of  the  carriages  from  the  trailing  end  of  the  front  van 
Antomatlc  Cord  ,       •  r   t.         • 

and  Donme     ^^  ^^^  brake  handle  in  the  rear  van,  so  that  m  case  of  the  tram 

o«ar  Vana     parting  the  cord  broke,  and  the  brake  would  be  pulled  on  in 
^^'       the  rear  section.    An  accident  at  Stafford  in  September,  1880, 
revealed  its  unsatisfactory  working. 

There  was  yet  another  appliance  in  aid  of  the  efficiency  of  the  Chain 
Brake  which  owed  its  origin  to  Mr.  Webb's  endeavour  to  obtain  complete 
simultaneous  action  of  the  brake  throughout  the  train,  this  was  the  introduc- 
tion of  the  "Double-Gear"  Wheel  in  the  van  by  which  the  brake  chain 
could  be  applied  both  to  the  carriages  in  the  front  and  those  in  the  rear 
simultaneously.  The  positions  to  be  occupied  in  the  trains  by  the  vans  so 
fitted  with  this  ^J^  had  to  be  most  carefully  settled,  month  by  month,  in  the 
marshalling  circular. 

Yet  all  these  clever  appliances,  and  the  sample  train  which  Mr.  Webb 

submitted  to  the  Government  Inspectors  at  Euston  in  April,  1882,  failed  to 

ObiecUonB  of  ^^^^^^  ^^^^^  approval.     The  brakes  were  not  continuous,  they 

Govemment    were   not  automatic.     Case  after  case  arose  in  which   these 

Inspecton.     p^jnts  came  under  notice,  and  the  half-yearly  reports  issued  by 

the  Board  of  Trade  are  far  from  pleasant  reading. 

It  is  difficult,  when  perusing  these  cases  in  the  Annual  Parliamentary 
Reports,  to  understand  why  the  Directors  did  not  earlier  apprehend  the  un- 
desirability  of  persisting  in  their  course  of  action,  and  the  conclusion  is 
strongly  forced  on  one's  mind  that  the  existing  vigorous  and  appreciative 
management  at  Euston  would  not  be  found  tolerating  it. 

The  Chain   Brake  had  indeed  proved  itself  so  great  a  discomfort  to 

travellers,  had  ceased  to  be  used  by  any  other  Companies  than  the  North 

Simple        London  and  the  North-Westem,  had  been  condemned  again  and 

Vacnnm  Brake  again  by  the  Government  Inspectors,  that  at  last  steps  were 

adopted.       taken  by  the  Directors  to  adopt  in  some  form  a  vacuum  brake; 

unfortunately  they  determined  to   fit   the    stock  with  the  Simple  Vacuum^ 

instead  of  the  Automatic,  and  further  trouble  was  in  store  in  consequence. 
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THE  North-Westem  Time  Tables  for  January  announce  the  running  of 
"  Corridor  Sleeping  Saloons  "  by  the  night  train  by  the  West  Coast 
route,  between  Euston  and  Central  Station,  Glasgow,  specially  built 
1883         ^^^  ensuring  comfort  and  privacy  during  the  journey  between 
CoxTidor  Ueep-  ^^^  points  named.     The  saloons    are    described    as    being 
\ng  Balooni.    supplied  with  hot  water,  and  warmed  by  a  special  heating 
apparatus   during  the  winter   months.     There  is  a  lavatory 
attached,  and  an  attendant  accompanies  the  vehicle  throughout  the  whole 
journey. 

These  vehicles  were  42  feet  in  length,  and  were,  as  previously  stated,  the 
first  departure  from  the  restricted  size  of  33  feet,  which  had  so  long  been  the 
limit  of  the  coaching  stock.  It  was,  however,  impossible  to  provide  all  the 
needed  accommodation,  and  room  for  the  attendant,  on  any  shorter  frame. 
They  were  eight-wheeled  vehicles,  and  the  introduction  of  the  lengthened 

wheel  base  brought  about  the  necessity  for  longer  locking  bars 

aSTre^'^Sf  ^^  ^^  ^®  ^'^^  boxes,  restricted  at  first  to  those  junctions 

through  which  the  lengthened  carriages  ran,  but  gradually 
extended  as  the  type  of  carriage  grew  in  popularity  and  numbers.  The 
radial  axle  used  on  these  vehicles  by  no  means  afforded  so  steady  a  running 
as  is  now  afforded  by  the  same  coaches  with  the  bogie  applied  to  them. 
There  was  a  smart  shock  often  experienced  when  the  radial  was  checked  in 
action  round  curves  which  the  bogie  system  has  entirely  avoided. 

In  March,  a  new  Day  Mail  Service  was  brought  into  operation,  the 
outcome  of  one  of  Mr.  Baines*  schemes.  In  connection  with  its  running, 
Hew  Mid-day  several  meetings  had  to  be  held  to  smooth  difficulties  and 
Mail  leaylng  effect  satisfactory  connections  throughout  the  system  so  far  as 
BnitonLSOiun.  ^^^  ^^^^jj^  ^an.  It  was  appointed  to  leave  Euston  at  1.30  p.m., 
and  to  reach  Liverpool,  Manchester,  and  Chester  in  good  time  for 
evening  delivery  in  those  towns.  Birmingham  and  Wolverhampton  also 
had  the  service  extended  to  them,  together  with  trains  convejring  their  mails 
to  the  northward  in  touch  with  the  new  mail  beyond  Stafford. 

This  was  not  the  only  Postal  change  which  called  for  attention  this 
spring.     There  had  been  a  suggestion  to  secure  the  whole  of  the  new  Irish 
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Mail  Contract  to  the  London  and   North-Western  Line ;  the 
Contract 


xnsa  mmu,     Company's  offer  was  sufficiently  liberal  to  obtain  acceptance 


by  the  authorities,  and,  by  the  half-yearly  report,  it  was 
announced  to  the  shareholders  that  the  Post-master-General  had  accepted 
the  London  and  North-Westem  Company's  proposal  that  they  should 
run  the  mail  steamers  between  Holyhead  and  Kingstown,  with  the 
option  of  transferring  the  service  to  North  Wall  should  the  Postmaster 
see  fit  to  do  so.  The  construction  of  two  additional  steamers  of 
the  "Lily"  and  "Violet"  type  was  agreed  to.  But  so  great  was  the 
outcry  as  to  Irish  interests  being  neglected,  and  the  City  of  Dublin  Company 
unfairly  treated,  that  at  the  instance  of  the  Government  the  London  and 
North-Western  withdrew  their  tender,  and  the  City  of  Dublin  Company 
agreed  to  give  an  improved  and  accelerated  boat  service,  to  which  the  railway 
company  were  to  work. 

The  railway  portion  of  the  contract  gave  rise  to  some  discussion,  and 
a  question  of  close  cutting  for  minutes,  especially  between  Holyhead  Station 
and  Holyhead  Government  Pier,  remained  unsettled  till  the  last  I  was 
instructed  by  Mr.  Cawkwell  to  close  the  question,  and  I  well  remember  the 
final  initialling  by  Mr.  Baines  at  Euston  (October  26).  He  had  come  down 
on  purpose  to  do  this,  as  well  as  to  inspect,  with  Mr.  Badcock,  a  new 
42  feet  Post  Office  Sorting  carriage,  fitted  for  the  first  time  with  Pope's  gas, 
for  heretofore  the  department  had  required  very  cumbersome  oil  lamps  for 
their  work  on  the  road. 

In  addition  to  these  subjects,  we  had  now  to  deal  with  the  Post  Office 
authorities  in  reference  to  their  requirements  under  the  Parcels  Post  Act^ 

1882,  for  parcel  accommodation  at  the  various  termini,  and  as 

^^Swxf^  to.  *^   ^^   ^^^^  ^^^  providing  extra  staff  at  stations.     I  found 
Mr.  Beasley,   of  the  Great  Western   Line,  a   very  kind  aid 
in  these  questions,  as  he  had  taken  much  pains  in  dealing  thoroughly  with 
them  at  the  chief  points  on  the  Great  Western  system. 

The  forms  for  returns  and  system  to  be  adopted  were  the  subject  of 
special  meetings  at  the  Clearing  House,  in  June,  1883,  between  the  Accoun- 
tants and  the  Superintendents.  The  forms  and  returns  fell  completely  into 
the  Accountants'  hands,  but  the  constant  growth  and  pressure  of  this  traffic 
by  ordinary  trains,  and  the  struggle  against  interference  with  expresses,  gave 
rise  to  anxiety  on  the  part  of  the  Superintendents  and  occasional  visits 
from  the  Postal  authorities  with  cases  of  complaint. 

The  "  Charnwood  Forest "  Line  of  railway  was  opened  for  traffic  on  the 
14th  April.     It  was  a  continuation  of  the  Hugglescote  Branch  of  the  Joint 

North-Western  and  Midland   Railway,  but  solely  under  the 

Forert  Line     ^'"^  ^^  ^^^  North-Western  Company.     It  was  a  single  line  of 

opened,       way,  with  stations  at  Coalville  East  and  Whitwick,  both  in  the 

Leicestershire  coalfield  ;  also  one  at  Shepshed  and  a  terminus 
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at  Loughborough,  the  whole  district  being  in  the  centre  of  Midland  com- 
petition. 

The  Glasson  Dock  Branch  was  opened  ior  traffic  on  the  9th  July,  and 

the  Drayton  Curve  (Joint  Great  Northern  and  London  and  North-Western) 

on  the  and  of  same  month,   when    Medbourne  New  Station 

Ito^  IM^      "^  opened  for  traffic.     The  two  widened  lines  between  Barton 

Moss  and  Cross  Lane  came  into  use  for  passenger  traffic  on 

1st  February,  and  the  Denton  and  Dukintield  Line,  which  had  been  opened 

for  goods  in  October,  iSSz,  was  now  used  for  passenger  traffic. 

It  is  announced  that  after  ist  June  the  passenger  trains  on  the  Bootle 
Branch  from  Liverpool  will  run  to  Alexandra  Dock  Station,  and  passengers 
to  and  from  Canada  Dock  must  change  at  Tue  Brook. 

In  May,  notification  is  given  that  passengers  for  America  via  Liverpool 
will  find  the  train  leaving  Euston  at  7.30  a.m.  the  most  convenient  when  the 
7,ma.nL  ftom  steamers  for  America  are  appointed  to  leave  Liverpool  in  the 
bMt  train  fw  afternoon.  Of  course,  Lime  Street  Station  was  the  end  of  the 
Amarlcan  railway  run,  omnibuses  or  cabs  had  to  be  utilised  to  complete 
retai^^     ^^^  journey  to  the  Landing  Stage. 

An  hourly  service  of  trains  between  Huddersfield  and  Leeds  is  brought 

into  operation,    ist  July,  the  trains  calling  at  all  intermediate  stations,  and 

Hourly  SoTTlca  ^™'l'^''  'rains  to  and  from  Birstal  and  Batley  are  put  on  in 

Lead!  vaA      correspondence  with  the  main  hne.     In  the  same  month  two 

HuddeTBileil    pjjjgj.   openings   affecting   the  Company's  interest  took  place, 

vh.,  the  new  Cattle  Market  and  Abattoirs  adjoining  Crewe  Station,  and  the 

Central    Hotel  at  the   Caledonian    Railway  Company's  Central  Station  at 

Oentm  HoteL  ^llasgow.     This  latter  was  one  of  the  best  advertised  railway 

OteasoT.       hotels ;     every    station    bore     the    legend    "  Central    Hotel, 

opuwO.        Glasgow,  now  open."     It  was  in  active  rivalry  to  the  St.  Enoch 

Hotel  of  the  Glasgow  and  South -Western  Line. 

An  intermediate  station  at  Audenshaw,  near  Guide  Bridge,  was  brought 
into  use  on  1st  November  on  the  connecting  line  between  Heaton  Norris 
and  Droylsden,  by  which  a  new  service  had  been  established  between 
Stockport  and  Exchange  Station,  Manchester. 

In  December  increased  pubhcity  was  given  to  the  facilities  obtainable 
with  reference  to  Parcel  Traffic ;  and  the  arrangements  mentioned  on 
page  245  as  to  the  free  Collection  of  parcels  by 
passenger  train  from  warehouses,  &c.,  in  London  and  the 
few  chief  towns  then  named,  were  now  extended  very  generally 
OartlM  Block.  '^"^'^8^'out  the  line,  no  less  than  twenty-nine  towns  being 
enumerated  at  which  regular  collection  of  parcels  was  estab- 
lished. It  will  be  seen  that  this  systematic  organization  entailed  a 
large  addition  to  the  Company's  stock  of  vans,  and  a  considerable  growth 
in  the  number  of  horses  under  Captain  Barlhorp's  charge:  it  was  accom- 
panied by  a  marked  improvement  in  the  Company's  representation  in  the 
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towns,  through  the  establishment  either  of  their  own  Parcels  Offices,  or  of 
collecting  offices  at  suitable  tradesmen's  shops;  the  old  idea  of  booking 
offices  at  hotels  being  entirely  given  up,  together  with  the  obsolete  booking  fees. 

In  Clearing  House  matters,  at  the  January  meeting,  Mr.  G.  Copus  is 
appointed  for  the  Colne  Valley  and  Halstead  Railway  vice  J.  Crabtree.     The 

Lynn  and  Fakenham  Line  becomes  "  Eastern  and  Midland 
ch^M»  1883.  Railway."  At  the  spring  meetings,  Mr.  Somers  Vine  is  present 
as  representative  of  the  Fisheries  Exhibition,  and  urges  and 
obtains  reduced  fares  for  fishermen  and  fisherwomen  from  the  remote  ports 
of  Scotland,  such  as  Oban,  Wick,  and  Thurso.  Mr.  Powell  attends  the 
meetings  as  to  this  Exhibition  for  Lord  S.  A.  Cecil,  and  so  does  Mr.  Soar. 
Mr.  Gilbert  is  appointed  for  the  West  Lancashire  Railway,  and  Mr.  W.  T. 
Wheatley,  at  Glasgow  (son  of  Mr.  Wheatley,  at  one  time  chief  of  locomotive 
department  at  Wolverton,  under  Mr.  McConnell),  represents  the  Wigtown- 
shire Railway. 

In  September,  the  Superintendents  had  to  revise  the  regulations  con- 
nected with  the  conveyance  of  the  Military,  Naval,  and  Police  forces.    The 

changes  were  consequent  on  the  passing  of  the  Cheap  Trains 
Miutary  and   ^^^  ^^  i^^S*  ^nd  gave  the  concession  to  the  Government  of 
Naval  and     conveying  any  number  less  than  150  at  three-fourths  of  the 
^^'^^    ordinary  fare;  if  more  than  150,  then  for  the  first  150  three- 
fourths,  and  for  all  above  one-half  fare.     So  far  as  the  London  and  North- 
western were  concerned  with  the  War  Office,  our  negotiations  took  place  with 
Mr.  Gascoigne,   and   were   somewhat  complicated    by   the    varying    cross- 
channel  charges  between  Holyhead  and  Irish  ports. 

Another  Act  of  Parliament  which  came  into  the  Superintendents'  hands 
was  the  Corrupt  and  Illegal  Practices  Prevention  Act,  1883.  Owing  to  the 
passing  of  this  Bill  the  payment  by  the  candidates  or  their  committees  of 
railway  fares  was  prohibited,  and  the  whole  of  the  *' Regulations  for  the 
Conveyance  of  Voters  "  became  obsolete,  and  were  struck  out. 

I  had  the  honour  of  being  elected  (the  second  time)  Chairman  of  the 
Conference  for  the  year  1884. 

1883.  Special  arrangements  were  made  this  year  for  facilitating  some  of 
the  traffic  connected  with  Watford.  Mr.  Fowler  had  long  been  dissatisfied  with 
Fowler'B  Cattle  ^be  ordinary  cattle  trucks  for  the  conveyance  of  his  valuable 
TrtLckfl.  live  stock,  and  as  their  removal  by  horse  boxes  entailed  injury 
Watford.  to  the  fittings  through  disinfectants,  I  had  the  task  of  scheming 
with  him  the  construction  of  the  special  vehicles  by  which  his  cattle,  etc.,  arc 
now  conveyed.  Messrs.  Shoolbred  also  put  into  operation  the  system 
of  sending  their  traffic  in  bulk  to  Watford  and  distributing  to  local 
destinations  by  their  own  carts. 

Watford  was,  unfortunately,  distinguished  towards  the  close  of  the  year 
(October  31)  by  a  serious  accident,  which  had  the  effect,  a  very  unusual  one, 
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Aodd    t  at    ^  blocking  the  whole  of  the  four  Unes.    Some  carnages,  about 

Watfted,  Oct  n,  half-past  five  o'clock,  haul  been  detached  from  the  rear  of  one 

1888.  All  Um  Qf  jjjg  evening  trains  from  Euston,  and  had  been  shunted  by 
Unes  blocked.  ° 

an  engine  which  had  drawn  them  off  from  the  down  fast  line  to 

the  up  fast,  where  they  stood  for  no  less  than  thirteen  minutes,  while  the  signal' 

man  attended  to  other  trains  and  entirely  forgot  the  obstruction  on  the  line. 

The  driver  of  the  engine  omitted  to  give  any  warning  reminder  to  the 

signalman  of  his  position,  and  one  of  the  up  expresses,  to  which  **  all  clear " 

was  thus  signalled  in  error,  came  thundering  through  the  station  in  the  dusk, 

and  with  scarcely  any  warning  rushed  into  the  unfortunate  carriages,  entirely 

destroying  them.     The  engine  and  tender  of  the  up  express  were  thrown  off 

the  rails  and  fell  over  on  their  right  side.     Eight  out  of  the  eleven  carriages  in 

the  train  were  more  or  less  damaged ;  the  driver,  Longstaff,  was  killed ;  the 

fireman  and  undergaard  seriously  hurt ;   nineteen  passengers  and  two  Post 

Office  clerks  were  injured.     The  "  imperative  obstruction  "  signal,  six  beats, 

was  given  promptly,  so  as  to  stop  any  other  approaching  trains,  and  the 

wreckage  took  some  hours  to  remove.     It  was  not  till  nearly  eight  o'dock* 

at  which  time  I  arrived  on  the  scene,  that  one  of  the  four  lines  was  made 

available  for  traffic  to  pass. 

The  question  of  brake  power  was  alluded  to  by  Colonel  Yolland  on 
the  enquiry,  but  in  the  special  circumstances  of  the  collision  the  notice  was 
too  short  for  the  most  powerful  brakes  to  have  saved  the  catastrophe.  The 
train  had  the  "  Qarke-Webb "  brake  on  eight  of  the  vehicles.  The  driver 
who  lost  his  life  appears  to  have  pulled  the  cord  which  acted  on  a  lever  in  the 
centre  van,  and,  by  means  of  the  "  double  gear  "  arrangement,  put  the  brakes 
directly  on  the  carriages  in  front  of  the  centre  van  and  those  in  rear. 

The  chief  comment  made  by  Colonel  Yolland  in  his  report  on  the 
accident  had  reference  to  the  neglect  of  the  shunting  engine  driver  in  not 
whistling  to  remind  the  signalman  of  his  position,  and  to  the  want  of  some 
system  of  "reminder"  for  the  signalmen  themselves,  mechanical  or  auto- 
matic, when  vehicles  have  been  temporarily  placed  on  lines  obstructing 
the  clear  road. 

The  fact  of  all  four  lines  being  suddenly  blocked  by  this  accident  was 
used  by  me  as  one  of  the  test  questions  when  "passing"  applicants  for 

promotion  to  the    position  of    guards,   the    examination   of 

Reminder  to    ^bese   men   before   final   appointment   being  a   responsibility 

SlgiuLlmeiL     specially    attached    to    my    position.      The    test     for    their 

Leasone  for     shrewdness  and  capabilities  in  case  of  one  or  two  lines  being 

Quarda.        blocked  by  accident  was  comparatively  easy ;  the  problem  of 

three  lines,  and,  as  this  case  proved,  the  possibility  of  all  four  lines  having 

to  be  dealt  with  on  a  momentary  emergency,  presented  far  more  difficulty  in 

describing  the  course  to  be  followed   to  ensure  protection  against  further 

disaster. 
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During  the  year,  among  the  illustrious  personages  who  travelled  on  the 
line  principally  in  my  personal  charge,  was  the  Empress  £ugenie.  Her  journey 
to  Scotland  was  made  by  the  Limited  Mail  on  the  19th  September,  from 
Euston  Station,  where  I  received  her ;  and  later  in  the  year,  on  her  return,  I 
had  the  honour  of  being  presented  with  Her  Majesty's  framed  portrait, 
accompanied  by  a  letter  from  Madame  D'  Arcos. 

21,  Wilton  Crescent. 
Dear  Sie— 

I  am  commaDded  to  sead  you  a  photograph  of  the  Empress,  and  Her  Majesty 
wishes  me  to  renew  the  expression  of  her  thanks  for  all  the  attention  the  Empress 
received  upon  the  occasion  of  Her  Majesty's  journey  to  Scotland. 

I  remain, 

Yours  truly, 

c.  de  arcos. 

The  Duke  and  Duchess  of  Albany  went  to  the  North  on  24th  September, 
and  by  the  same  train  Sir  Vernon  Harcourt  also  travelled.  I  received  these 
distinguished  passengers  at  Euston,  and  in  like  manner,  in  October,  the 
Duke  and  Duchess  of  Connaught  went  to  Scotland  by  Limited  Mail,  by  which 
I  also  travelled  as  far  as  Crewe. 

Once  or  twice  in  the  autumn  I  had  interviews  with  Mr.  Courtenay  Boyle 
(subsequently  Sir  Courtenay),  as  to  the  journeys  to  Ireland  of  Lord  Spencer; 
they  were  troubled  times,  and  while  the  authorities  desired  to  secure  every 
attention  for  the  Lord-Lieutenant,  they  also  desired  to  avoid  any  publicity  as 
to  his  movements,  and  I  can  safely  say  that  no  tidings  were  erer  allowed  to 
leak  out  from  Euston. 

There  was  scarcely  any  change  in  the  personel  or  positions  of  the  North- 
western officers  this  year,  but  we  all  experienced  a  loss  by  the  very  sudden 

death  of  the  Company's  Solicitor,  Mr.  Richard  Francis  Roberts, 

B.  P  Bobtrta.  ^°  '^^  evening  of  the  27th  October.     He  had  been  presiding 

Boiieiter  to  the  at  a  village  gathering  near  his  own  residence  in  Burton  Brad- 

^^^^'^^L^    stock,  near  Bridport,  and  in  the  middle  of  the  entertainment 

fell  forward  insensible  and  lifeless.    The  tragic  intelligence  was 

transmitted    to    us    while    attending    a    West  Coast    meeting  at  Carlisle. 

The  attendance    at  Mr.    Roberts'    funeral  testified  to  the  affection  which 

was  felt  for  him ;  no  man  on  the  line  ever  had  a  more  sympathetic  friend 

than  Mr.  Roberts  proved  himself;  any  officer  in  difficulty  ever  foimd  guidance 

and  encouragement    from    him,    his    genial    presence    brightened    every 

gathering,  and  a  feeling  of  confidence  was  engendered  at  every  interview. 

The  funeral  was  attended  by  Mr.  Pope,  Q.C.,  and  Mr.  Littler,  Q.C.,  the 
whole  of  the  legal  stafiffrom  Euston, with  Mr.  C.  H.  Mason  (who  was  his  Executor), 
Mr.  Cawkwell,  Mr.  Findlay,  and  the  long  list  of  London  and  North- Western 
officers  of  every  department,  for  whose  convenience  the  Great-Western 
Directors  ran  a  special  train  from  Paddington  to  Bridport  and  back. 
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We  were  all  grievously  disappointed  with  the  discourse  to  which  the 
officiating  minister  treated  us;  he  had  a  most  striking  instance  of  the 
uncertainty  of  life  before  him,  and  it  would  have  appeared  advisable  to 
press  that  important  point  on  the  large  gathering  in  the  church  rather  than 
deal  with  polemical  questions,  respecting  which  we  supposed  he  might  have 
had  some  difference  of  view  with  our  lost  friend,  for  whom  the  opportunity 
of  reply  had  gone  for  ever. 

The  monument  "  erected  to  his  memory  by  his  friends  and  the  officers 
of  the  London  and  North-Western  Railway,"  is  stated  truly  to  be  "a  token 
of  their  regard  and  esteem  for  one  whose  integrity  and  upright  conduct  dis- 
tinguished him  throughout  life,  and  whose  untimely  death  they  deeply  deplore." 

In  December  of  this  year  we  also  lost  one  of  our  best-known  Directors 

in  the  person  of  Mr.  Thomas  Knowles,  senior  member  for  the  borough  of 

Death  of  Mr    ^^&^^i  chairman  and  leading  partner  in  the  Pearson  &  Knowles 

Xnowles,  BLP.  Coal  and  Iron  Company.     He  made  no  secret  of  his  uphill 

forwigaa.     jj^g^  indeed  he  seemed  proud  to  tell  of  his  early  struggles 

and  hard  work.     He  began  to  work  in  a  mine  when  nine  years  old,  and 

acquired  his  learning  by  attending  a  night  school  often  after  fifteen  hours 

toil.       He   rose   to    be    manager   of  the  Ince  Collieries  at  the    age    of 

twenty-four;  and  six  years  later,  owing  to   his    business   abilities,    he  was 

taken    into    partnership  by   Mr.   Pearson.      For  twenty  years    he   was    a 

member  of  the  Wigan  Town  Council,  and  twice  filled  the  office  of  Mayor. 

To  my  own  staff  this  year  was  added  Mr.  T.  C.  Farrer,  son  of  the 
Secretary  to  the  Railway  Department  of  the  Board  of  Trade.     He  joined  the 

service  of  the  Company  by  a  friendly  arrangement  with  the 
Fairer.        General   Manager,  and  very  soon   developed  a  penchant  for 

train  acceleration;  as  the  result  of  any  visit  of  enquiry  he 
always  returned  with  some  clever  but  unsettling  scheme  for  improving  cross- 
country services  and  condemning  existing  ones — fast  running  being  his  idol. 
His  great  railway  friend  was  Mr.  Ramsden,  Jun.,  son  of  Sir  James  Ramsden, 
of  the  Fumess  Railway,  they  were  equally  skilled  in  scheming  train  improve- 
ments, and  the  Camforth  service  received  constant  suggestions  at  their  hands. 

Mr.  Farrer  was  subsequently  instructed  to  visit  New  York  and  report  on 
the  working  of  the  arrangements  the  Company  had  adopted  there,  and  upon 
American  traffic  to  and  from  England. 

The  American  traffic  at  this  time  was  often  under  discussion.      We  had 

very  friendly  relations  with  Mr.  Gillig,  the  founder  of  the  American  Exchange, 

Ameri  an      whose   hospitality  to   his   countrymen   of  distinction   visiting 

Ttafflc  much    London  was  ihost  marked  in  banquets  and  in  receptions.     At 

^^■^^^^■■^      the  banquet  given  in  honour  of  Mr.  Blanchard,  the  President 

of  the  Erie,  at  the  Hotel  Continental,  Regent  Street  (May  31,  1883)   the 

public  exhibition  of  the  American  flag,  with  its  now  familiar  stars  and  stripes 

gave  rise  to  some  insistance  on  the  part  of  the  hotel  management  that  it, 
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should  be  withdrawn.  I  am  not  sure  whether  Mr.  Gillig  agreed  to  this,  but 
the  circumstance  points  to  the  rapid  improvement  in  feeling  between  the  two 
countries,  as  the  standard  of  the  United  States  is  now  welcomed  at  all 
demonstrations. 

Mr.  Gillig,  as  the  '^American  Exchange"  Manager,  seemed  to  take  upon 
himself  the  burden  of  the  national  hospitality.     Independence  Day  once  or 

twice  witnessed  splendid  receptions  to  the  leaders  of  Society, 
terta^mnatL'  ^^^  Duke  of  Sutherland  among  others  giving  them  his  counte- 
nance. The  Lord  Mayor  of  London  was  the  principal  guest  at 
one  of  his  banquets,  the  Rev.  Ward  Beecher  another,  and  at  one  of 
them  I  had  the  pleasure  of  an  introduction  to  the  then  recently 
returned  African  traveller,  H.  M.  Stanley.  Christine  Nilsson  was  one  of 
Mr.  Gillig's  cherished  friends,  and  at  Mr.  Henry  E.  Abbey's  request  he 
arranged  with  me  for  a  special  saloon  from  London  to  Liverpool  for  her 
accommodation,  on  which  she  was  served  with  dinner  en  route.  At  that  time 
dining  cars  were  unknown  in  this  country,  and  the  special  arrangement  was  an 
innovation  which  Mr.  Gillig  did  not  fail  to  chronicle  widely.  On  her  return 
to  Europe  he  was  again  instrumental  in  obtaining  from  the  White  Star  Line, 
by  the  courtesy  of  Mr.  Ismay,  special  facilities  for  landing  in  Liverpool  in 
advance  of  other  passengers,  and  so  securing  an  express  train  for  Euston  with 
an  arrival  several  hours  before  the  rest  of  the  voyagers — a  fact  immediately 
wired  to  America. 

Mr.  Gillig's  connection  with  the  American  Exchange  in  London,  and 
with  the  World  Travel  Company  in  the  States,  placed  us  well  in  touch 
with  the  American  traffic,  and  on  several  voyages,  through  such  friendly 
offices,  a  requisition  would  be  signed  on  board  ready  to  be  handed  to  our 
Agent,  Mr.  Stirling,  at  Queenstown,  giving  number  of  passengers  requiring  a 
special  train  for  London,  thus  enabling  Mr.  Shaw,  our  Liverpool  Superin- 
tendent, to  have  every  arrangement  complete  at  Lime  Street  against  the  arrival 
of  the  steamer. 

Besides  this  agency,  proposals  to  act  on  our  behalf  were  constantly 
being  received  from  Caygill,  Barattoni,  Jenkins  (senior  and  junior),  Shenstone 
Roberts,  and  others. 

The  Midland  Company  had  their  own  people  in  addition  to  Cook's — in 
themselves  a  tower  of  strength — and  it  wa»  in  connection  with  the  whole 
question  that  Mr.  Farrer  was  instructed  to  report. 

For  the  most  part  we  put  our  trust  in  our  Liverpool  steamship  friends  at 
head-quarters,  but  occasionally  steamers  would  arrive  by  which  we  were  told 
not  a  single  time  table  or  time  card  of  our  Company  could  be  found  on 
board,  while  those  of  our  rivals  were  in  constant  evidence.  It  was  very 
difficult  to  track  this  home  to  any  parties — the  waves  of  the  sea  told  no  tales — 
but  certain  steamers,  voyage  after  voyage,  were  reported  as  developing  other 
than  a  friendly  feeling  towards  our  literature,  which  was  most  liberally  supplied 
to  out-going  and  returning  steamers. 
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Mr.  Farrer  took  a  lively  interest  in  the  Paper  contributed  by  his  friend, 
Mr.  Foxwell,  to  the  Statistical  Society's  Journal :  "  English  Express  Trains  in 

1883,"  and  in  the  Paper  read  by  Lieutenant  H.  B.  Willock 
Mr.  Farrer  on  before  the  same  Society,  giving  his  record  of  "  English  Express 
"Bxpren      Trains  in  1871 ;"  this  latter  paper  is  said  to  have  given  "the 
'^*^''       first  census  of  our  fast  trains." 

From  the  time  of  reading  these  papers  Mr.  T.  C.  Farrer  became  an 
enthusiast  as  to  accelerations,  and  subsequently  joined  his  friend  Foxwell 
in  compiling  a  very  interesting  volume :  "  Express  Trains,  English 
and  Foreign,"  being  a  "Statistical  Account  of  all  the  Express  Trains 
of  the  World" — Mr.  Foxwell  writing  the  portion  affecting  Great  Britain, 
and  Mr.  Farrer  the  much  wider  field  of  Foreign  Express  Trains. 
The  standard  taken  by  them  then  (1888)  for  "Express  Train"  in  Great 
Britain  and  the  United  States  was  "  any  train  which  attains  a  speed,  including 
stops,  of  forty  miles  aahour : "  for  other  countries  the  term  "Express"  is  applied 
to  any  train  which  attains  a  speed,  including  stops,  of  twenty-nine  miles  an 
hour,  this  being  quite  the  common  Continental  Express  speed. 

Mr.  Farrer  on  the  death  of  his  father,  who  was  elevated  to  the  peerage, 
became  Lord  Farrer,  and  is  now  one  of  the  Midland  Company's  Directors. 


The  Rule  Book  adopted  as  the  Clearing  House  standard  in  1876  was 
felt  to  require  revision,  and  in   November,    1883,  the  General  Managers 

authorised  the  issue  of  the  Revised  Rule  Book.  The  revision 
s^aI^^^  ^^^  ^^^  outcome  of  numerous  meetings  on  the  subject  by  a  Sub- 
Book,  Nov.  I88S.  Committee  of  Superintendents  appointed  in  the  previous  year, 

consisting  of  Messrs.  Bradley,  Cockshott,  Cockburn,  Christison, 
Kempt,  McLaren,  Maddock,  Mathieson,  Needham,  Neele,  T.  Robertson, 
Tyrrell,  Verrinder  and  Williams  (London,  Brighton,  and  South  Coast). 

The  Committee  decided  that  the  old  "  numbers  "  of  the  Rules  should  be 
maintained,  and  that  any  addition  to  the  rules  should  be  distinguished  as 
loa,  26a,  etc. 

Early  in  the  Conference  I  had  pressed  for  imiformity  in  the  number  of 
beats  to  be  given  for  the  train  telegraph  and  block  telegraph  codes,  urging 
that  as  the  operations  to  be  performed  on  the  lines  were  throughout  the 
kingdom  closely  identical,  a  similar  identity  in  the  accompanying  signals 
ought  not  to  be  unattainable ;  but,  unfortunately,  in  the  same  way  that  Con- 
structive Engineers  clung  to  their  own  designs,  so  the  Passenger  Superintendents 
and  Electrical  Engineers  clung  to  their  own  systems  and  set  no  store  on 
uniformity. 

A  serious  and  remarkable  accident,  affecting  the  North  London  and 
Great  Northern  had  occurred  on  loth  December,  1881,  in  which  no  less  than 
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three  collisions  took  place^  one  after  the  other,  in  Canonbury 

O^nonirary     tunnel.      The  Great  Northern    man   repeated  his  telegraph 

Dee:,  un.      signals  intimating  the  approach  of  the  trains,  the  North  London 

Want  of       ^^^  ^^^  hack  telegraph  code  signals  intended  to  prohibit  the 

UAUkBiBl^  in  Great  Northern  trains  coming.     The  error  was  repeated  no  less 

^^Ood^^^"*^     ^^"  three  times  with  disastrous  results ;  each  time  the  train  was 

signalled  by  the  Great  Ncnrthem  man,  the  North  London  man 

gave  back  seven  beats,  meaning  obstruction  to  train  in  rear  (Permissive 

Block).     The  Great  Northern  man  supposed  it  to  mean  "  caution  the  train  and 

let  it  proceed ; "  he  let  it  proceed  once,  twice,  thrice,  each  time  admitting  at 

barely  reduced  speed  one  train  after  the  other  into  the  "obstructed"  section. 

At  the  Conference  I  called  special  attention  to  this  catastrophe,  and 

recommended    a    general    code  of    "six  beats"   to    indicate   "Danger — 

Obstruction,"   and  urged  the  desirability  of  adopting  this  as  a  mmimum 

of  uniformity,  failing  the  adoption  of  an  uniform  code.     The  new  rules  came 

into  force  in  November,  1883,  but  it  was   not  till  June,    1884,   that  the 

telegraph  uniform   code  could  be  agreed,  the  opposition  of  one  or   two 

**  irreconcilables  "  caused  the  delay. 

Among  the  principal  alterations  included  in  the  new  standard,  1883, 
Rule  Book,  was  the  introduction  of  a  rule  which  requires  servants  not  to 

expose  themselves  to  danger ;  to  prevent  as  faor  as  they  possibly 

^roduoed.    ^'^'  ^^^  fellow-senrants  doing  so,  and  to  spare  no  opportunity 

of  warning  those  who  neglect  to  take  proper  care.     It  is  strange, 

but  true,  that  the  recklessness  of  railway  servants  should  be  so  frequently 

<lisplayed — familiarity  with  danger  leads  to  the  proverbial  result. 

The  Rule  119  had  a  paragraph  added,  prohibiting  the  practice  of  porters 
running  alongside  the  trains  and  getting  on  to  the  steps  or  foot-boards  of  the 
carriages  before  the  train  has  come  to  a  stand.  This  mischievous  custom  has 
at  length  been  well  put  a  stop  to  at  Euston  and  some  of  the  London  termini ; 
the  supervision  of  a  strict  Foreman  is  sufficient  to  stop  the  objectionable 
practice. 

The  standard  positions  of  the  semaphor 


DANGER. 


CAUTION. 


ALL  RIGHT. 


are  given  as  the  customary  usages  of  the  line;  the  Great  Northern  Company 
alone  intimating  their  dissent  as  to  the  "  caution  "  with  green  light,  and  the 
"all  right"  with  white  light.  They  had  decided  after  a  serious  accident  at 
Abbots  Ripton  to  abandon  white  lights  altogether  as  signals ;  they  were  the 
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pioneers  in  adopting  tvro  lights  only — red  for  danger,  and  green   for  all 
right. 

The  regulation  that  home  signals  at  junctions  are,  as  a  rule,  so  placed  as 
to  indicate  by  their  positions  the  lines  to  which  they  apply  is  amplified  by 
Home  BUnaii  the  statement,  adopted   at    the   instance    of  the  Government 
at  JnnotloBs.    Inspectors,  that  when   more  arms  than  one  are  fixed  to  the 
same  side  of  a  post  they  apply  generally  as  follows,  viz.. 
The  first  or  top  arm  to  the  line  on  the  left ; 
The  second  arm  to  the  line  next  in  order  from  the  left ;  and  so  on. 
The  London  and  North-Western.  in  adopting  the  new  standard  rules, 
added  the  following  with  reference  to  a  mode  of  signalling  they  had  adopted 
to  avoid  too  much  flag  signalling  : — 
"Oalllag  on"  Sliort  "calling   on"    arms  are  fixed  on 

tiaa.  some  of  the  home  signal-posts  for  the  pur- 
pose of  avoiding  hand  signalling.  The  lowering  of  these 
arms  authorises  drivers  to  draw  forward  into  the  next 
section  so  far  as  the  line  is  clear. 

The  rules  for  signalling  in  foggy  weather  or  during  snowstorms  received, 
in    consequence    of    the   Abbots    Ripton    accident,    very   careful    emenda- 
BuiH  for  Fojc    ^'''"^1    '''^    whole    of    the    superintendents    bringing    to    the 
mipiaiiiiig      Conference  all  the    experience   of  their   own    lines.     A  new 
^^r  regulation  was  inserted  instructing  the  rear  guard  with  train, 

or  the  fireman  with  light  engine,  to  proceed  to  the  signal  box 
if  stopped  in  fog  or  snowstorm,  and  remain  there  to  act  as  a  reminder  to 
the  signalman  of  the  position  of  the  train  or  engine.  After  all  these  rales 
were  settled,  it  was  disappointing  to  have  to  record,  in  the  forefront  of 
the  agreed  rules,  that  "  the  Great  Northern  dissented  "  from  them ! 

The  revision  of  the  rules  for  working  single  line,  in  case  of  accident  to 

the  double  line,  were  more  fortunate,     The  "piloting"  notice  was  improved 

by  the  introduction  of  a  special  note  as  to  "  catch  points,"  the 

^  —  existence  of  which,  in  case  of  single  line  working  having  to  be 

Pwcftnuon.     adopted,  demanded  special  precautions  by  signalman,  pilotman, 

and  engine    driver.        The   fact    of  the   "  catch  points  "  being    mentioned 

on  the  printed  form  entailed  some  steps  being  taken  either  by   filling  up 

the  paragraph  or  striking  it  out  as  unnecessary. 

Additional  precautions  were  laid  down  to  meet  the  case  of  vehicles 
detached  from  trains  and  left  temporarily  on  the  line,  the  assistance  of  the 
block  telegraph  being  made  use  of  to  ensure  safety  in  the  rear,  and  special 
precautions  inculcated  on  the  signalman  as  to  his  action  when  the  work  is 
remote  and  the  last  vehicle  out  of  his  eyesight. 

Rules  for  advanced  starting  signals  were  introduced,  together  with 
special  instructions  as  to  controlling  traffic  between  the  starting  and  the 
advanced  starting  signals.     Special  regulations  were   also  incorporated    for 
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siding  signals,  and  directions  somewhat  in  modification  of  absolute  block 

through  large  stations,  entitled  "  Station  Yard  Working." 

In  the  regulations  for  absolute  block  telegraph,  in  view  of  the  very 

varying  codes  for  telegraphing,  it  was  not  possible  to  lay  down  any  distinctive 

beats,   the  wording  adopted   being  to  the  effect  that  "the 
Absolute  Block  •»    j     •       1 1.  /^  i_       •  •  i.        j         u 

Working  Rules,  prescribed  signal      must   be  given  m  such  and  such  cases, 

—  each  Company  being  thus  left  at  liberty  to  give  in  its  working 

Codes  dlflcasaed.^ppg^^^  any  telegraphic  codes  it  might  "prescribe"  to  be 

used  under  the  separate  clauses. 

Detailed  instructions  were  given,  under  the  title  of  "  Trains  stopped  or 
brought  nearly  to  a  stand,"  as  to  the  mode  of  bringing  past  the  home  signal 

trains  which  had  to  be  stopped  at  the  starting  signal  waiting 
Sigualmeu!^    "line  clear,"  and  the  guards  or  firemen  were  required,  in  case 
of  detention,  in  the  same  way  as  in  fogs,  to  go  to  the  signal 
box  as  a  reminder  to  the  signalman  of  their  position  on  the  line. 

It  was  largely  in  connection  with  this  point  that  "  Calling-on- Arms  "  were 
adopted :  "Verbal  instructions  "  could  not  be  given  where  the  stop  signal  posts 
were  many  yards  away  from  the  Signal  Box — flag  signals  and  hand  lamp  signab 
from  the  box  were  liable  to  misunderstanding ;  the  wrong  driver  frequently 
assuming  the  signal  to  refer  to  him  :  a  specific  signal  could  be  given  by  the 
lowering  of  the  "Calling-on- Arm,"  authorizing  the  driver  who  had  been  stopped 
at  the  home  signal  post  to  pass  it,  to  proceed  to  the  Signal  Box  for  instruc- 
tions, or  draw  forward  into  the  next  section  so  far  as  the  line  is  clear. 

As  to  the  continuous  brake,  the  Rule  Book  touched  on  the  guard's  duty 
to  the  effect  that  he  must  see  that  his  train  has  the  prescribed  number  of 
Oontlnuous  brakes ;  that  they  are  in  good  working  order ;  that  the  carriages 
Brakes.  are  properly  coupled,  including  continuous  brake  couplings. 
The  head  guard  has  to  inform  the  driver,  alike  at  the  terminus  and  where 
engines  are  changed  or  vehicles  added,  the  number  of  vehicles  on  the  train 
and  the  number  on  which  the  brake  can  be  applied. 

A  separate  code  of  regulations  dealing  with  conveyance  by  goods  trains 
of  explosives  and  dangerous  goods  complete  the  main  features  of  the  revision. 

An  endeavour  was  made  throughout  the  book  to  bring  it  up 

gj^JJS^^    ^^  ^^^  ^^^  ^^  ^^^  ^^^^  ^^^  duties  of  the  men  were  really 
practical  in  everyday  working,  the  whole  body  of  the  Pcsssnger 
Superintendents  very  closely  scrutinising  the  work  after  it  had  left  the  Sub- 
Committee's  hands. 

While  the  rules  generally  contemplated  the  block  system  as  in  use, 
many  of  them  were  so  worded  as  to  embody  instructions  for  railways  or 
portions  "  where  the  line  is  not  worked  under  the  block  system." 

The  attempt  to  obtain  uniformity  in  Telegraphic  Block  Codes  proved  far 

more  difficult  than  obtaining  uniformity  in  the  paragraphs  of  the  Rule  Book. 

Codes  for  Block  ^^^  instruments  in   use  differed.       Mr.  Edwin  Clarke's  sug- 

Teiegraph      gested  uniformity  (see  page  87)  had  been  disregarded.     Some 

siguaiUng.     Qf  ^Y\e  lines  used  dial  instruments  and  double  needles,  giving 

20 
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ticks "  instead  of  gong  sounds ;  others  used  single  needle  instruments, 
which  gave  gong  sounds,  accompanied  by  a  movement  of  the  needle  at 
each  beat  On  the  North-Western  both  systems  were  in  force  in  different 
portions. 

Two  Committees  were  accordingly  appointed. 

Section  A,  composed  of  the  following  gentlemen  who  represent 
Companies  who  use  the  double  needle  system,  />.,  two  needles  and  one 
bell,  were : — Mr.  Needham,  Midland  Railway,  Chairman ;  Mr.  Bradley, 
Manchester,  Sheffield,  and  Lincolnshire ;  Mr.  Christison,  North  Eastern ;  Mr. 
Cockshott,  Great  Northern;  Mr.  McLaren,  North  British;  Mr.  Neele, 
London  and  North-Western;   Mr.  Tyrrell,  Great  Western. 

Section  B,  to  be  composed  of  the  following  gentlemen,  who  represent 
Companies  which  use  either  Tyer's  or  Preece's  system,  which  are  similar  in 
arrangement : — Mr.  Neele,  Chairman,  London  and  North-Western ;  Mr. 
Cockburn,  London,  Chatham,  and  Dover ;  Mr.  Kempt,  Caledonian  Railway ; 
Mr.  Maddock,  Lancashire  and  Yorkshire;  Mr.  Mathieson,  Glasgow  and 
South-Westem ;  Mr.  Robertson,  Great  Elastem ;  Mr.  Tjnrell,  Great  Western ; 
Mr.  Verrinder,  London  and  South-Westem ;  Mr.  Williams,  London,  Brighton, 
and  South  Coast. 

The  meetings  were  summoned  for  the  29th  March,  1883,  when  the 
members  were  faced  with  a  letter  from  Mr.  Christison,  of  the  North-Elastern 
Railway,  saying : 

"As  I  could  not  possibly  agree  to  any  alteration  of  our  code,  I  think  it  unnecessary 
to  have  anyone  at  the  meeting  to  represent  the  North-Eastem  Company." 

This  was  calculated  to  stop  further  progress;  but,  in  order  to 
make  their  own  position  clear,  the  superintendents  passed  the  following 
minute : — 

4.  The  several  members  present  stated  that  they  had  each  their  own  special  codes  of 
train  telegraphy,  which  had  been  framed  specially  to  meet  the  traffic  and  requirements  of 
their  own  lines ;  that  they  would  prefer  leaving  matters  as  they  are  to  making  any  alteration, 
but,  in  view  of  the  great  imp<^rtance  of  the  adoption  of  a  uniform  code,  under  existing 
circumstances  of  the  increasing  exercise  of  running  powers  and  the  number  of  junctions  with 
foreign  lines,  they  are  quite  prepared  to  meet  any  temporary  difficulty  that  might  arise  from 
a  modification  of  their  codes,  on  condition,  however,  that  it  would  lead  to  uniformity  being 
obtained,  a  result  which  can  only  be  achieved  by  all  Companies  being  prepared  to  make 
some  concessions.  The  members  further  expressed  the  opinion  that  they  did  not  think  that 
anything  short  of  complete  uniformity  would  justify  the  expense  and  inconvenience  that 
would  have  to  be  incurred. 

5.  Resolved, — That  thi«-  committee  are  unanimously  of  opinion  that  the  absence  of  a 
representative  from  the  North-Eastem  Company,  combined  with  the  statement  of  the 
position  determined  upon  by  that  Company,  as  shown  in  the  above  letter,  renders  it  quite 
im()ossible  for  any  advance  to  be  now  made  towards  the  preparation  of  a  uniform  code  of 
train  telegraph)  ;  that  this  opinion  be  reported  to  the  General  Managers'  Conference,  with 
the  request  that  their  instructions  may  be  given  upon  the  subject. 

This  report,  together  with  one  approving  very  generally  "  six  beats  "  as 
the  recognised  danger  signal,  the  General  Managers  decided  to  refer  back  to 
the  Superintendents  for  further  consideration  (treating  all  the  questions  in 
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every  respect  as  open   ones),  with  a  view  to   the  recommendation  of  a 
complete  code  for  universal  adoption,  if  such  be  found  practicable. 
The  first  suggested  Bell  Signal  Code  was  the  following  : — 

To  call  attention      

Be  ready  for  passenger  train  

Be  ready  for  goods,  cattle,  mineral,  ballast        

Train  on  line  ...         •..         ...         ...         .••         .■•         ... 

Shunt  train  for  passenger  train  to  pass 

Obstruction  danger  signal 

Stop  and  examine  train      

Signal  given  in  error  ...         ...         ...         ...         ...         ... 

Train  passed  without  tail  lamp 

Train  divided  ...         ...         ...         ...         ...        ..«         ... 

X Hue  signal ...  ...  ...  ...  •••  .•«  •••  ... 

Vehicles  running  away  on  wrong  line      

Section  clear,  but  station  and  junction  blocked 

Vehicles  runniog  away  on  right  line        

Opening  of  signal  post 

Testing  sigpiials        ...         ...         ...         ...        ...         ...         ... 

Closing  of  signal  post         ...        ...        ...        ...        •••        ••• 

This  was  recommended  for  adoption  at  a  meeting  held  at  Derby  on 
20th  November,  1883. 

On  28th  Mr.  Christison  again  wrote : — "  I  think  it  right  to  state  I  cannot 
possibly  see  my  way  to  agree  to  that  part  of  the  code  covering  the  signals 

from  2  to  8  inclusive."     At  subsequent  meetings  it  appeared 
-?*®°*     that    the    chief    ground    of    the    North-Eastern    Company's 

Iff      V9       f^f^ 

disientient  ot)jection  was  that  on  their  system  the  goods  trains  far 
exceeded  the  passenger  trains,  and  that  the  adoption  of  four 
beats  for  goods  trains  as  against  three  for  passenger  trains  would  give  extra 
work.  The  other  Companies  willingly  accepted  the  change,  and  after 
somewhat  protracted  discussion  the  code,  as  shown  further  on  in  first 
column  I  to  18,  was  finally  agreed  upon,  22nd  April,  1884,  with  the 
following  minutes  : — 

''  It  is  believed  that  the  above  code  represents  the  nearest  approach  to 
unanimity  attainable  under  the  present  var3nng  circumstances  of  working  of 
the  respective  Companies,  and  it  is  accepted  by  the  following  Companies* 
representing  a  mileage  of  11,172  miles"  : — 

Caledonian,  Great  Western,  Midland. 

Cambrian.  Lancashire  &  York-  Neath  and  Brecon. 

^J^    Cheshire  Lines.  sWre.  ^^^^  ^^^.^^ 

-            Eastern  and   Mid-  London  and  North- 

CodeofBeata       lands.  Western.  North  Eastern. 

Ap^Uto^  Great  Northern.  London, Tilbury, & 

into  force  fith   Great  Northern  and  Southend. 

Oct,  1881           Great      Eastern  Manchester,    Shef- 

Joint  (North    of  field,    and    Lin- 
March),  colnshire. 
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"  The  majority  of  the  Companies  dissenting  do  so  chiefly  in  consequence 
of  the  system  of  block  they  use  necessitating  a  deviation  from  it,  and  it 
does  not  appear  possible  to  formulate  a  code  which  would  meet  the 
requirements  of  all  Companies." 

"  The  above  code  to  be  adopted  by  all  Companies  whose  system  renders 
it  practicable  to  operate  from  5th  October,  1884."  The  other  Companies 
were  requested  to  consider  whether  they  can  modify. 

There  were  several  Companies  who  had  used  the  system  of  dividing 
the   beats,   and   thus    being   able    to    give  many  additional  significations. 

Those  who  thought  with  me  urged  the  incorporating  of  these 

g^^  divisions  in  the  standard  code;  but  although  we  knew  that 
there  would  be  no  difficulty  in  the  signalmen  acquiring  this 
portion  of  telegraphic  working,  as  evidenced  by  its  general  use  in  the  Morse 
Dot  and  Dash  code,  yet,  as  many  of  the  superintendents  objected  to  any 
divisions,  we  thought  it  unwise  to  imperil  uniformity  by  pressing  the  point, 
contenting  ourselves  with  the  statement  that  after  the  General  Managers 
had  approved  the  standard  code  a  meeting  should  be  called  of  those  who 
subdivided  the  beats. 

This  was  done,  the  result  being  that  the  subdivisions  were  adopted,  as 
shown  in  the  next  page  in  the  second  column  of  the  code,  which  also 
came  into  operation  October  5  th,  1884. 

The  approved  code  was  put  into  type  for  our  signalmen,  and,  though 
there    were    some    considerable     changes    from    our    former    codes,   we 

experienced  not  the  slightest  difficulty  in  putting  it  into  force. 

Hew  Code      "ji^q  h^q  ^as  divided  into  short  sections,  with  special  signal 
eaiUy  acquired  ^  ° 

by  SigxuOmeiL  inspectors,  a  fine,  intelligent  set  of  fellows,  selected  from  the 

rank  and  file — men  whom  I  had  previously  the  task  of 
examining  and  testing  before  they  had  their  appointment  confirmed.  These 
men  had  thoroughly  to  grasp  the  changes,  and  then  to  visit  and  explain 
to  each  of  the  signalmen  under  them  the  new  code.  It  worked  with  perfect 
satisfaction,  and  remains  still  the  system  generally  in  force. 

The  North  London,  a  satellite  of  the  North-Westem,  did  not  at 
first  adopt  the  code.  The  Chairman  of  that  line,  Mr.  R.  R.  Dean, 
himself  a  North  -  Western  Director,  brought  the  subject  before  the 
ComjXLny's  special  committee,  declaring  that  no  signalman  could 
possibly  acquire  such  a  complicated  code.  His  complaint  collapsed  com- 
pletely when  I  told  the  committee  that  every  signalman  on  the 
London  and  North-Western  had,  without  the  least  difficulty,  mastered  it 
in  three  days,  and  that  it  was  in  active  operation  at  every  signal  box  on 
the  line! 
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Standard  Code  and  Sub-division  of  Beats  on  the  Bell-Signal  Code 

OF  Train  Telegraphy. 

standard  code.  subdivision  op  beats. 

INDICATION.  BBATS  INDICATION.  BBAT8 

To  call  attention  ..     ..        1    Ab  in  Standard  Code    ..     .. 


Train  on  line 


II         It 


Be  ready  for  ordinary  Goods, 'i 
Mineral,  Ballast  Train,  or  V 
Be  ready  for  Ordinary  'J      |      Enfi^ne  and  Brake.  J 

Goods  ^Mineral,     or  |  ij  ^^^^  ,^  branch  Good. J 

^ Train  arrived  or  Line  Clear. . 


^Be  ready  for  Exp*-ess  Pass.,\ 

in   / 


Be  ready  for  Pass.  Train  . .  4 


or  Break-down  Van  Train 


Be  ready  for  Ordinary  Pass.,  \ 
or  Empty  Carriaf  e  Train     / 

Be   ready  for  Branch  Pass.\ 
Train  / 

^Bank  Engine  in  rear  of  Train 
'  Be  ready  for  Fish  Train 


Be   ready   for    Express  \ 
Goods,   Fish,    Cattle,    f   «i 
or    Through   Mineral    C 
Train  ) 


Be  ready  for  Express  Goods  or  \ 
Cattle  Train  / 

Be  ready  for  Fast  Goods,  or\ 
Through  Mineral  Train       / 

,  Be  ready  for  Light  Engine  . . 


^SiySS*°°         ^"««^}6    As  in  Standard  Code     ..     .. 


Stop  and  examine  train  . .  7 

Signal    given    in  error,  1    • 

cancel  Signal  last  sent  / 

Train    passed     without  \  * 

tail  lamp  / 

Train  divided 10 

ShuntTrain  for  following  1  » 

Train  to  pass  /  *^ 

Vehicles  running   away  1  .n 

on  wrong  line  / 

Section  Clear,  A  Station  'I  |. 

or  Junction  blocked  / 

Vehicles  running  away  \mM 

on  right  line  /** 

Opening  of  Signal  Post  15 

Testing 16 

Closing  of  Signal  Post . .  17 

Time  Signal IS 


i»        II 


>i        It 


•t        »> 


11        II 


If        »i 


It        If 


II        II 


It        i« 


It        i« 


ti        II 


It        II 


tt        II 


II        ••     •• 


11 


)•     . . 


..     . . 


II 


.  •    .  •    a 


to  be  given  consecutively 


II        II 


II 


to  be  given  thus  o-  00 


II        II        II 


00  -o 


to  be  given  consecutively 


to  be  given  thus  000  • 


II        II        II 


If        ff        fi 


o — 000 


00    00 


to  be  given  consecutively 
to  be  given  thus  0—0000 


II        If        II 


II        II        If 


0000—0 


to  be  given  consecutively 


II         t        tf        II 


II        If        If        II 


/  to  be  given  consecutively  to  box  in  advance 
1  to  be  given  thus  0000—00000  to  box  in  rear 

to  be  given  thus  00000—00000 


„       ..    ..    u 


II  ft  M 


If        ••     ..     X3        11 


ft        It 


0—00000 ''OOOOO 


00—00000    00000 


.t        ....    13       11       tt       II    «)o — 00000—00000 


,,  ••       «•      A% 


It  ft  fl 


0000—00000     00000 


ff 


tt 


tt 


tt 


••  ..    15  ,*       ,1       ,1    00000—00000—00000 

••  ..16  to  be  given  consecutively 

••  ..    17  to  be  given  thus  0000000 -00000— 00000 

••  ..    IS  «t       «•       ft    00000000—00000 — 00000 
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The  same  Committee  were  not  so  fortunate  in  the  attempt  to  secure 

uniformity  in  adopting  a  code  of  abbreviations  in  conversing  telegrams.     The 

PrososaiB  for   ^^^^^^e  of  messages  on  Railway  Companies'  wires  had  been  so 

abbreriatiiig  considerable  that  much  difficulty  was  experienced  in  getting  the 

TUe^ams.     messages  through  with  any  degree  of  rapidity ;  the  wires  were 

lAtten  yeniu  constantly  fully  occupied.     To  meet  the  case  Mr.  Fletcher,  the 

London  and  North-Western  Telegraph  Superintendent,  had 
compiled  a  Code  Book  of  combinations  of  letters  to  meet  such  messages  as 
were  known  by  practice  to  be  in  daily  use,  substituting  two  or  three  letters  for 
a  chain  of  words,  thus  : 

R. — Down  Limited  Mail. 
RL. — Received  unentered — wire  full  particulars  and  send  invoice  or  copy. 
RAA. — See  letter  last  night  with  full  particulars. 

UZB. — Send  small  Bus  to  Victoria,  L.  B.  &  S.  C.  to  meet  train  arriving  at  . 

WZB. — Send  large  Bus  to  Victoria,  L.  B.  &  S.  C.  to  meet  train  arriving  at 
SZB. — Send  small  Bus  to  Victoria,  S.  E.  &  C.  R.  to  meet  train  arriving  at 
TZB. — Send  large  Bus  to  Victoria,  S.  E.  &  C.  R.  to  meet  train  arriving  at 

Mr.  Spagnoletti,  of  the  Great-Western,  with  the  same  object,  had  adopted 
arbitrary  words  to  convey  such  various  messages — birds,  beasts,  fishes,  etc., 
being  called  into  requisition,  thus  : 

Code  Word. 
Following  sent  you  tn  wagon  named  ;  said  not  to  hand  at  destination ; 

say  how  disposed  of  by  you  and  trace  forward       Giraffe. 

Following  wanted  for  to-day*s  market      Flamingo. 

Black  Gladstone  Bag  Gem. 

Yellow  Tin  Box         ...         ...         ...         ...         ...         ...        ...        ...  Orb. 

We  have  no  trace  of  your  invoice,  send  copy  next  train Stork. 

The  debate  was  very  hot  as  to  the  advantages  and  disadvantages  of  the 
systems.  At  the  first  meeting  the  majority  of  the  Committee,  on  a  division 
upon  the  point,  recorded  their  opinion  that  from  information  given  the  plan 
of  using  simple  arbitrary  words  affords  the  basis  of  more  accurate  code 
signalling  thxui  a  combination  of  letters  not  forming  words. 

Two  or  three  meetings  were  held  in  1885,  with  the  result  that  neither 
side  would  give  way,  and  on  October  28th,  1885,  it  is  minuted  "That  as 
there  appears  no  immediate  probability  of  the  adoption  of  a  universal  code 
the  subject  be  postponed  sine  die^ 

Some  more  recent  attempts  must  have  been  made  to  adopt  a  uniform 
code,  as  one  on  the  principle  of  distinctive  words  representing  "  phrases  in 
common  use  "  on  railway  daily  business,  following  Mr.  Spagnoletti's  system, 
has  been  issued  by  the  Railway  Clearing  House,  dated  ist  May,  1900.  But 
there  would  still  appear  to  have  been  a  large  mileage  of  "  non-contents,"  as  it 
is  stated  "  not  to  be  in  use  on  the  Caledonian,  Furness,  London  and  North- 
western ;  London,  Tilbury,  and  Southend ;  North  London,  and  North 
Staffordshire,  and  the  Railway  Companies  in  Ireland." 
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1884.  The  Time  Tables  for  January,  1884,  no  longer  contained  the 
Notice   respecting  3rd  Class   and  Parliamentary  Fares  as  affected  by  the 

srd  4TlffiiTff  and    ^^^^'^  ^^  ^^^  Board  of  Trade,  for  in  connection  with   the 

Parliamantary  Act    passed  at  the  close  of    1883  as  to  the  conveyance   of 

^^*^**         military,  police,  etc.,  and  the  running  of  proper  and  sufficient 

Modiiicaticm  by  workmen's  trains,  a  concession  was  granted  in  reference 
Board  of  nrade. 

to  the  passenger  duty,  whereby  all  fares  not  exceeding  one 

penny  per  mile  were  freed  from  duty,  and  a  reduction  from  five  to  two 
per  cent,  of  the  duty  on  other  fares  in  populous  Urban  and  Suburban 
Districts  was  obtainable.  These  districts  had  to  be  agreed  with  the 
Officers  of  the  Board  of  Trade,  and  Colonel  YoUand  was  instructed  to  go 
over  the  North-Westem  Line.  Much  difficulty  was  experienced  in  getting 
the  whole  of  the  line  between  Stockport  and  Manchester  included,  the 
Colonel  contending  that  the  want  of  continuity  in  houses  at  any  portion  of 
the  line  nullified  our  claim ;  the  same  difficulties  arose  in  South  Staffordshire 
and  the  Metropolis. 

The  effect  of  the  arrangement  appeared  in  the  Time  Tables  by  the 
announcement  that  penny-per-mile  fares  would  be  charged  by  all  trains  other 
than  the  Irish  and  Limited  Mails  (both  still  restricted  to  ist  and  2nd 
class);  a  few  other  exceptions  remained  by  which  for  short  distances 
ordinary  3rd  class  fares  were  to  be  charged  instead  of  the  Parlia- 
mentary fares.  Lists  of  Passenger  Fares  had  to  be  exhibited  at  each 
of  the  stations  outside  the  booking  offices.  They  are  first  announced  in 
September,  1884. 

It  was  at  the  half-yearly  meeting  in  August,  1884,  that  the  Chairman  called 
pointed  attention  to  the  striking  change  these  3rd  Class  facilities  were  making 
in  the  traffic,  the  half-year's  return  shewed  a  reduction  of  50,000  ist  Class 
passengers,  and  an  increase  of  500,000  on  the  3rd  Class,  and  waxing  wroth 
with  "those  gentlemen  of  first  position"  who  availed  themselves  of  the 
3rd  Class  accommodation  intended  only  for  the  working  classes,  he  added, 
"all  I  hope  is  that  they  will  have  sweeps  or  navvies  riding  with  them ! " 

The  new  lines  opened  during  1884  were  as  follows: — In  March  the 
Penclawdd  Line  was  extended  to  Llanmorlais  ;  in  June  a  short  connecting  line 

was   opened  from   Berkswell   to   Kenilworth,    by    which    an 
oDened  In  1884.  ^n^P^oved  service,  with  double  line  of  rails,  was  given  between 

Birmingham  and  Leamington,  as  at  the  same  time  the  line 
between  Kenilworth  Station  and  Warwick  was  widened  by  the  con- 
struction of  a  double  line  of  rails,  leaving  the  section  between  Kenilworth 
and  Coventry  as  the  only  single  portion  of  that  line.  In  July  the  branch 
line  from  Bangor  to  Bethesda  was  opened  as  a  single  line  of  way,  the 
stations  being  Felin  Hen,  Tregarth,  and  the  terminus  at  Bethesda,  not  far 
from  Lord  Penrhyn's  famous  quarries. 
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The  new  stations  were : — In  March,  Sandycroft,  near  Mr.  Gladstone's 
home  at  Hawarden.  This  station  was  one  which  he  frequently  used,  and 
during  the  time  of  his  premiership  it  was  a  complimentary  custom,  if  the 
train  service  was  unsuitable,  to  run  his  saloon  carriage  on  from  Chester  to 
this  station. 

In  April,  Glen  Parva,  a  small  station  serving  the  military  barracks  outside 
Leicester ;  and  in  May  another  station  on  the  Chester  coast  line  at  Colw)m. 
The  name  gave  rise  to  much  confusion,  as  Colwyn  and  Colwyn  Bay  were 
close  together,  and  in  order  to  simplify  matters,  though  this  station  was  of 
course  the  new  one,  yet  to  prevent  errors  in  booking  parcels  or  in  announcing 
the  station  to  the  passengers  in  stopping  trains,  it  was  found  convenient  to 
adopt  "  Old  Colwyn  "  as  the  title  of  the  new  station. 

The  enlarged  station  at  Walsall,  with  its  new  booking  offices  in  Park 
Street,  was  brought  into  use  early  in  the  year. 

The  construction  of  the  doubled  lines  between  Victoria  and  Ordsall  Lane 
was  nearing  completion,   and  on   the   30th  of  June  the   new  station  at 

Manchester,    an    extension    of    Victoria    Station    which    it 

B^flHoT      ^^^  determined  should  be  called  "Exchange"  Station,  was 

KanehMter,    opened,   a   new  broad  bridge  across  the  inky  Irwell  leading 

aoth  Jv^i^issi  *^^  traffic  up  to  the  terminal  portion  of  the  station  from  the 

Cromwell  statue  and  Cathedral  gates.  The  main  line  to  and 
from  Yorkshire  then  ran,  and  still  runs,  through  the  Victoria  Station  of  the 
Lancashire  and  Yorkshire  Railway  Company,  a  very  serious  drawback,  the 
junction  of  the  two  Comp)anies'  sejxirate  lines  taking  place  in  the  heart  of 
Victoria  Station,  which  was  worked  as  a  single-sided  station.  The  change  to 
a  double-sided  station,  at  the  first  opening  of  Exchange  Station,  somewhat 
inconvenienced  our  traffic  from  Manchester  for  Yorkshire :  it  had  to  be  dealt 
with  through  much  difficulty,  and  it  was  only  by  the  opening  of  the  improved 
underground  cab  drive  that  proper  facilities  were  obtainable  for  this  traffic. 
A  little  more  concession,  and  a  little  more  friendly  conference  between 
the  two  Companies,  could  have  produced — so  I  have  often  thought — 
a  far  more  successful  joint  station. 

With  reference  to  the  train  service,  in  July  a  fixed  half-hourly  service 

of  trains  had  been  brought  into  operation  between    Manchester   (London 

IrUh  Mftn      Road)  and    Stockport ;  and    the   Scotch  expresses,   up    and 

•ocaleratad     down,  had  their  dinner-time  allowance  at   Preston   extended 

on  Land       ^^   twenty-five  minutes.      The   first   stage  was  taken  in  July 

Journey.  July,  towards  an  acceleration  of  the  Irish  Mails,  both  up  and  down, 

^^  it  being  arranged  with  the  Post  Office  that  thirty  minutes  less 

must  be  taken  on  the  journey. 
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These  tables  shew  the  changes  made  : — 


DOWN    DA\ 

'    MAIL. 

1 

DOWN    NIGHT    MAIL. 

June. 

July. 

June. 

July. 

arr. 

dep. 

arr. 

dtjp. 

arr.     dep. 

arr.     dep. 

London 

"     ... 

7  15 

•  •• 

7  *5 

London     • 

8  25 

8  25 

WiUesden   • 

-    725 

727 

•  •  • 

..• 

i  WiUesden  . 

'        '     ...        ••• 

••.        ... 

Bletchley    • 
Blisworth    ■ 

.        .    821 

823 

8  14 

8  16 

Bletchlev  • 
Blisworth  • 

"     .«•        •.• 

•••        ... 

•        "     •*• 

846 

... 

... 

•        *     «..        ••• 

•.•        ... 

Rugby 

•    915 

9  20 

9   0 

9  20 

Rugby 

•  10  20  10  25 

10  13  10  18 

Nuneaton    • 

.    940 

942 

924 

Nuneaton  • 

•        "     ...        ••• 

•••                ••• 

Stafford 

•        "     ... 

... 

... 

... 

Stafford     • 

-  II  39  II  44 

•••                ••• 

Crewe 

-  II    3 

II    6 

1047 

1055 

Crewe 

•  w  17  12  21 

II  59  12    4 

Chester 

-  I'  35 

II  50 

II  23 

"  33 

Chester      • 

-  12  51     I    I 

12  31  12  41 

Holyhead    . 

■        *     •  • . 

150 

... 

I  20 

Holyhead  . 

3   5 

2  30 

Kingstown  < 

"       "     ... 

550 

... 

5  20 

Kingstown- 

7    5 

...       6  35 

Dublin 

•        •     ... 

6  20 

... 

550 

Dublin       • 

-     •..       7  35 

-       7    5 

The  down  night  mail  was  arranged  not  to  stop  at  Stafford,  thus  entailing 
an  extra  train  into  Crewe  with  the  mails  from  Birmingham,  and  adding 
considerably  to  the  difficulty  experienced  at  that  very  important  centre  of 
exchange  at  this  particular  time  of  night. 

The  up  mail  changes  night  and  day  were  as  under  : — 


UP 

DAY    MAIL. 

UP    NIGHT    MAIl 

^a 

June. 

July. 

June. 

July. 

arr.     dep. 

arr.     dep. 

arr.     dep. 

arr.     dep. 

Dublin 

6  15 

6  15 

Dublin       . 

6  45 

6  45 

Kingstown  • 

7    0 

7    0 

Kingstown 

•       ••       7  15 

...      7  15 

Holyhead    - 

-  II  15  II  40 

II  15  II  40 

Holyhead  - 

•  II  30  II  55 

II  30  II  55 
I  56    2    6 

Chester 

•     I  45     I  55 

I  30    I  40 

Chester 

•    25    215 

Crewe 

-    2  25    2  32 

2    8    2  15 

Crewe 

.••        ... 

2  34    239 

Stafford 

•    3    7    310 

2  46    2  50 

Sufford     • 

•    3  23    3  26 
4  30    4  41 

3  "    3  17 

Rugby- 

•    417    4  22 

358    4    3 

Rugby 

4  21    4  26 

Northamp*on 

•    450    452 

4  28    4  30 

WiUesden  June.  • 

630    631 

6364 

WiUesden  June.  ■ 

611     6  12 

540    5  43 

Euston 

6  45 

6  15 

Euston 

A      mAtar     c« 

-    6  25     ... 

-       5  55 

Y     tKr/MirrK     A 

irAof     f-roft^e     l%At 

■■r^^*^       T    i.r^i^v 

k^xrsi     / T  ••«%.^ 

Street)  and  Newcastle-on-Tyne  was  commenced  in  August. 


Leave  Liverpool 
Arrive  Newcastle 


a.m. 

7  35 
I  50 


p.m. 

5*o 

1055 


Ix-ave  Newcastle 
Arrive  Liverpool 


a.ni.      p.m. 

•7  35      40 
-  I  45     10  15 


This  train  ran  via  Oldham. 


With  reference  to  the  extension  of  hotel  accommodation  given  by  the 
Company  in  Ireland,  it  may  be  mentioned  that  in  April  of  this  year  the 
Company's  hotel,  closely  adjacent  to  North  Wall  Station,  was  opened.  It  was 
called  the  "  Prince  of  Wales  "  Hotel,  but  next  year,  owing  to  complaint  that 
there  was  already  an  hotel  of  that  name  in  Dublin,  it  was  called  the  "  North- 
western" instead. 

The  summer  excursion  arrangements  dealt  among  other  things  with  the 

facilities  to  be  granted  by  the  Railway  Companies  to  the  International  Health 

Clearing  Hoiis«.  Exhibition,  Mr.  Somers  Vine  again  acting  as  the  representative 

Ch&ngea  1881.   °^  *^®  Committee  of  Management.     Mr.  Russell  appeared  at 

the  spring  meetings  as  the  spokesman  for  the  Crystal  Palace 
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entertainments;  Mr.  Aslett  represented  *Mr.  Tait  for  the  Eastern  and 
Midlands,  Mr.  Mossop  acted  for  Mr.  Henry  Cook,  Mr.  Ernest  repre- 
sented Mr.  Christison,  and  Mr.  Sears  made  his  first  appearance  as  Superin- 
tendent of  the  South  Eastern  Line. 

Mr.  Hugh  Carr  is  appointed,  vice  Mr.  Addison,  as  Superintendent  of  the 
Maryport  and  Carlisle  Railway. 

In  July,  Mr.  Aslett  is  recorded  as  the  appointed  Representative  of  the 
Eastern  and  Midlands,  Mr.  Tait  having  received  the  appointment  of  Manager 
to  the  Mersey  Railway,  and  Mr.  F.  J.  Dunn  succeeds  Mr.  Templeton  as  the 
Representative  of  the  North  London  Railway. 

A  difference  of  practice  on  the  lines  as  to  the  duty  of  coupling  and 

uncoupling  engines  was  referred  to  the  same  Committee  that  had  under  con- 

Flzvmen'BDaty  ^idcration   the  Telegraph   Block   Rules   and    the    Telegraph 

to  couple  and  Abbreviation  Code,  the  duty  was  thus  defined  and  adopted  in 

^J^l^l*      future  practice  : — •*  It  is  the  duty  of  the  fireman  to  couple  and 

uncouple  the  engine   to  and  from    the   train,   except   when 

shunting  in  goods  yard,  when  the  duty  devolves  on  the  traffic  staff.     The 

fireman  must  also  see  that  the  continuous  brake  connection  is  properly  coupled 

to  the  train." 

At  the  October  meeting,  I  took  occasion  to  call  attention  to  the  delays 
arising  to  the  summer  trains  owing  to  the  large  amount  of  luggage  taken  by 

passengers,  with  the  view  to  the  adoption  of  some  general 

for  Aoijiog^^  arrangement  by  which  the  luggage  of  passengers  could  be 

P»«»n«er8'    sent  in  advance.     This  question,  and  that  of  adopting  a  lower 

^Ul^^j^      scale  of  rates  for  light  parcels  for  long  distances,  and  a  special 

scale  for  short  distances  under  30   miles  were  both  referred 

to  a  sub-committee. 

Mr.  Tyrrell,  of  the  Great  Western  Railway,  was  elected  Chairman  for 
the  year  1885. 

The  changes  among  the  North-VVestern  officers  were  not  many  during 

1884.     Mr.  G.  Kitchens  is  appointed  to  superintend  the  Leeds  and  Yorkshire 

L.  ft  N  w      division  in  the   place  of    Mr.  George    Greenish,  who  takes 

cbanges  in     charge  of  the  Northampton  district  as  successor  to  Mr.  Holt. 

^^^  In  June,  Mr.  Lodge  is  announced  as  District  Agent  charged 

with  the  care  of  the  Company's  interest  in  the  Southern  Counties  east  of 

Weymouth,  and  Mr.  Mallinson  to  those  in  the  district  in  West  of  England. 

Mr.  F.  Smith  is  appointed,  in  November,  as  the  Agent  for  the  Swansea  and 

Central  Wales  district,  in  the  place  of  Mr.  Lewis  whose   early  death  was 

much  regretted  by  his  fellow  officers. 

M'r.  Thomas  Kay,  the  General  Goods  Manager,  had  been  suggested  as 
the  suitable  officer  to  make  a  tour  in  America  in  the  Company's  interest, 
but  his  health  was  evidently  giving  way,  and  Mr.  Frederick  Harrison  was 
appointed  to  act  as  his  assistant.  On  the  journey  to  Bristol  to  attend  one  of 
the  joint  Great  Western  Conferences,  Mr.  Kay  was  taken  seriously  ill  and 
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had  to  be  removed  to  an  hotel  adjoining  Bath  Station.    Mr.  J.  Bishop,  of 
Abergavenny,  took  charge  of  him  and  was  unremitting  in  his  attention. 

The  first  distinguished  foreign  passenger  whose  carriage  we  had  to 
undertake  this  year  was  the  celebrated  sacred  **  White  Elephant,"  from  Ran- 

Barnnin'  wiiiteS®^"'  whose  arrival  was  so  loudly  trumpeted  by  Mr.  Bamum. 
Qephant  from  The  crowd  to  witness  its  arrival  was  unprecedented,  and  when 
Rangoon.  ^^le  huge  animal  was  taken  out  of  its  large  covered  carriage-truck, 
which  had  been  duly  strengthened  for  the  journey,  a  groan  of  disappointment 
went  up  from  the  crowd,  the  expected  whiteness  being  conspicuously 
absent — a  fraud!  a  swmdle!  was  exclaimed  on  all  sides.  We,  however, 
had  the  freight  for  the  animal  and  the  kudos,  whatever  it  might  be 
worth,  of  its  "  transportation  '*  (to  borrow  an  American  expression  gradually 
becoming  incorporated  in  our  language) ;  several  Directors  of  the  Company 
left  the  Board  meeting  to  witness  the  arrival,  much  to  the  disgust  of  the 
Chairman,  who  objected  to  such  neglect  of  duty  on  their  parts. 

The  arrangements  so  judiciously  adopted  by  the  Chairman  for  the 
widening  of  the  lines  on  the  busy  portions  of  the  system  had  some  further 
instalments  brought  into  use  this  year,  vi'z,^  the  widened  lines  between  Speke 
and  Ditton,  the  four  lines  between  Ardwick  and  Heaton  Norris,  and  those 
between  Ordsall  Lane  and  Eccles.  All  these  entailed  very  careful  forethought 
in  respect  of  signalling  and  station  plans.  The  facility  given  for  the  free  running 
of  fast  through  trains,  without  any  entanglement  by  stopping  trains,  was 
immediately  apparent.  The  scheme  agreed  to  for  doubling  the  Yorkshire  Line 
from  Stalybridge  through  to  Leeds  was  in  hand  throughout  its  length.  This 
year  witnessed  the  opening  of  the  quadrupled  line  from  Hillhouse  (close  to 
Huddersfield)  as  far  as  Heaton  Lodge  Junction,  where  the  Lancashire  and 
Yorkshire  system  was  reached.  The  enlargement  of  Huddersfield  Station 
itself  was  also  in  progress. 

Returns  had  to  be  made  year  by  year  as  to  the  progress  of  continuous 
brakes  on  the  trains,  with  list  of  all  failures,  and  with  copies  of  the  instruc- 
tions issued  to  the  staff  for  the  working  of  such  brakes.     The 
Progress  of     regulations  by  the  London  and  North-Westem  as  to  the  patent 
Continuous     continuous   brakes  were  revised  in   1881,  and  continued  in 
force  for  some  years  afterwards,  giving  separate  instructions  for 
the  "  D  "  gear  and  for  the  single  gear  vans.     The  Company's  vacuum  brake 
instructions  appear  in  1884  (May) ;  they  are  extended  in  January,  1885,  and 
were  further  revised  in  April,  1885.     They  lay  down  the  fact  that  carriages 
and  vans  are  now  fitted  with  the  vacuum  brake,  which  can  be  applied  by  the 
driver.     The  van  is  also  provided  with  an  automatic  brake,  held  off  by  a 
small  vacuum,  which  must  be  constantly  maintained  in  the  train  pif)e.     An 
arrangement  is  made  to  cut  off  the  connection  between  the  train  pipe  and 
brake  cylinder  in  case  the  train  has  to  run  on  a  foreign  line,  such  as  the 
Midland  or  Great  Western  Railway,  a  handle  near  the  carriage  sole-bar  being 
pushed  or  pulled  into  the  last  notch.     Then  follows  the  first  relief  the  guards 
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had  obtained  from  the  new  regulations,  ws.,  "  the  brakes  being  under  the 
control  of  the  driver,  the  use  of  the  hand-brake  is  not  required  for 
ordinary  stops." 

The  transition  from  chain  brake  to  vacuum  was  somewhat  difficult  to 
tackle  in  connection  with  the  marshalling  of  trains,  the  rolling  stock  supplied 
being  naturally  mixed,  but  a  twelve  month  of  difficulty  soon  passed,  and 
found  the  chain  brake  rapidly  disappearing,  though  during  the  year  1884  it 
gave  opportunities  for  Government  Inspectors'  criticism  in  connection  with 
one  or  two  serious  accidents. 

The  advice  as  to  brakes  given  by  the  Inspecting  Officer  to  the  Cale- 
donian Company,  in  connection  with  an  accident  at  Perth,  in  1883,  in  which 

our  chain  brake  had  been  called  in  question,  bore  fruit  in 

applied  to  Weflt^^'  Company  insisting  on  the  Westinghouse  brake,  which 

Coast  Joint    they  had  adopted  for  their  own  stock,  being  applied  to  the 

stock.  j^j^^  stock.  At  the  same  time  the  North-Western  Company 
put  on  the  vacuum — simple,  and  not  automatic — to  these  vehicles.  The  two 
required  separate  fittings,  but  by  a  clever  arrangement,  Mr.  Webb  was  able 
to  make  the  brake  block  on  the  vehicles  subservient  to  both  systems,  and  to 
either  separately. 

1884.  On  loth  March,  the  lo.o  a.m.  express  train  made  its  first  journey 
from  Euston  fitted  with  the  two  brakes,  the  North-VVestern  engines  only 
cap)able  of  actuating  the  vacuum  brake,  and  the  Caledonian  engines  from 
Carlisle  only  being  capable  of  applying  the  Westinghouse.  Irresf)ective 
of  the  question  of  divergence  of  system,  the  brake,  when  applied  to  the 
42  feet  stock,  was  only  serviceable  on  the  two  centre  pairs  of  wheels,  one 
half  of  the  wheels  running  free. 

The  want  of  uniformity  in  the  system  of  brakes  went  so  far  that  the 
Queen's  train  from  Windsor,  in  May,  and  from  Gosport  in  August,  though 
Throe  SysteniB  fortunately  now  free  from  the  chain  brake,  had  no  less  than 
of  Brake  on  three  different  systems  of  brake  on  it — the  simple  vacuum, 
Royal  Train,  ^j^g  automatic  vacuum,  and  the  Westinghouse — the  South- 
western and  the  Great  Western  Companies  having  both  adopted  the 
automatic  system  conformably  to  the  Board  of  Trade  requirements. 

An  accident  at  Chester,  on  the  5th  of  April,  had  fore- 

between  Qreat  shadowed    the    difficulties    likely    to    arise    from    these    un- 

Westem  and    fortunate  divergencies,   where  vehicles  of  the  two  Companies 

Systexna       ^^^   ^°  ^^  ^^^^  ^"   common    on   the   joint    trains    over  the 
Birkenhead  system.     The  Inspector  (Yolland)  reports  that — 

In  this  castf  the  London  and  North- Western  driver  had  some  Great  Western  Railway 
carriat;es,  with  their  vacuum  pii">es,  attached  to  his  train.  Drivers  ought  to  be  made 
conversant  with  the  brake  systems,  as  the  brake  systems  of  the  two  Comimnies  are  ditferent. 
The  London  and  North-Westem  on  a  few  of  their  trains  have  the  system  in  use,  and  the 
brakes  arc  applied  by  creatinjj  a  vacuum.  The  Great  Western  use  the  automatic,  and  the 
brakes  are  applied  by  destroying  the  vacuum,  so  that  the  engines  of  both  Companies  can 
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work  trains  belonging  to  either  Company,  but  the.  engines  cannot  work  the  continuous 
brakes  on  a  train  made  up  of  carriages  belonging  to  both  Companies.  It  is  a  great  dis- 
advantage as  regards  safety,  efficiency,  and  economy  that  the  great  railway  companies  of  the 
kingdom  will  not  adopt  a  uniform  s>'stem. 

The  journeys  of  Royalty  over  the  line  this  year  were  numerous.  In 
January,  H.R.H.  the  Prince  of  Wales  visited  Mentmore,  using  Tring 
Station  for  arrival  and  departure ;  and  on  25th  January  the  Duke  of  Albany 
travelled  to  Liverpool.  I  met  His  Royal  Highness  at  Euston,  and  this  was 
the  last  occasion  on  which  I  had  this  duty. 

In  March,  Lord  Sefton  called  to  arrange  for  H.R.H.  The  Prince  of 
Wales  going  to  Liverpool;  the  proposed  times  were  confirmed  next  day 
at  Marlborough  House  by  Colonel  Ellis,  and  the  Prince  travelled  as  arranged, 
but  on  the  28th,  tidings  reached  me  at  Carlisle  that,  owing  to  the  death  of 
the  Duke  of  Albany,  the  Prince  of  Wales  was  returning  unexpectedly  to 
London.  Telegraphic  arrangements  had  to  be  made  for  the  Prince's  journey. 
On  5th  July  the  Prince  of  Wales  very  kindly  took  the  chair,  at  Willis's 
Rooms,  at  the  Triennial  Dinner  of  the  Railway  Guards*  Universal  Friendly 
Society,  a  society  for  which  I  have  the  honour  of  being  one  of  the 
Arbitrators ;  so  smoothly  has  it  worked  that  in  nearly  twenty  years*  time  I 
have  not  been  called  upon  to  act. 

On  14th  August  the  Duchess  of  Edinburgh,  the  Duke  of  Cambridge, 
and  the  Archbishop  of  Canterbury  (Benson)  all  left  for  Scotland  by  the 
Limited  Mail.  I  had  the  privilege  of  a  few  minutes  chat  with  the  genial 
primate. 

9th  October. — It  had  generally  been  the  custom  of  H.R.H.  The  Prince 
of  Wales  to  travel  to  and  from  Scotland  by  the  East  Coast  route.  On  this 
occasion  information  was  received  that  he  was  to  return  by  the  West  Coast. 
The  arrangements  were  speedily  made.  I  went  down  to  Carlisle  in  order  to 
accompany  his  train  through  the  night  up  to  London.  We  made  an  excellent 
journey  and  arrived  punctually  at  7.30  a.m.  at  Euston. 

We  lost,  in  November,  this  year  one  of  the  Directors  who  had  long 
taken  a  great  interest  in  our  Continental  connections,  Mr.  George  Sheward, 

in  his  seventy-eighth  year.     He  had  been  nearly  forty  years  a 
^^^^^J"^     director  on  railway  boards,  commencing  on  the  Sambre  and 
Directors.      Meuse  Railway.     Mr.  John  Hartley,  of  Tong  Castle,  who  had 
~.     d^^^°  ^^^^  ^  Director  from  1869  to  1876,  the  senior  partner  in 
Mr.  Hartley.    Thorneycroft  &  Co.'s  firm,  in  Wolverhampton,  died  in   the 
same  month. 
Mr.  Thomas  Brooke,  of  Huddersfield,  who  had  been  elected  a  Director 
in  1882,  in  succession  to  Mr.  Hurst,  who  had  been  the  Company's  repre- 
sentative in  that  town,  took  the  Chair  at  the  Northern  Committee  for  the 
first  time  in   April  (1884),  a  position  which  he  has  filled  for  many  years 
with  the    warm   support  of  his   colleagues.       He    had   a   baronetcy  con- 
ferred upon  him  in  1899. 
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A  very  singular  case  of  conscience  money  came  under  the  review  of  the 
Board  owing  to  a  young  undergraduate  insisting  on  the  payment  of  a  sum  of 

jCsOy  by  cheque,  an  amount  he  calculated  to  be  due  to  the 
Conscience.  Railway  Company  for  the  freight  of  the  books  which  he  had 
carried  regularly  among  his  luggage  to  and  from  college,  and 
which  he  had  ascertained  were  not  considered  legitimately  to  be  passenger's 
luggage.  His  cheque  was  returned  with  thanks  for  his  over-con- 
scientiousness, but  he  again  sent  it,  refusing  not  to  pay,  and  the  amount 
was  ultimately  shared  with  the  Comp)anies  over  whose  lines  he  had  travelled. 
Another  remittance,  this  time  anonymous,  reached  me  for  "  4/-  as  reparation 
for  going  into  a  ist  class  waiting  room  at  one  of  the  stations  with  a  3rd  class 
ticket  last  October." 

In  October,  the  "  circle  trains  "  on  the  District  Railway  first  commenced 
running  on  the  opening  through  of  the  connecting  link  by  way  of  Monument 

and  Mark  Lane  to  Aldgate  on  the  Metropolitan  Line.     Our 

9MWt  the      working  was  considerably  affected.     We  were  at  first  offered  as 

workinff  Into    our  terminus  the  bay  on  the  north  side  of  the  line  at  Mansion 

BtatioiL"*  House,  but  ultimately  decided  to  retain  the  south  bay  for  the 

accommodation  of  our  trains. 

An  interesting  interview  took  place  in  March  between  Mr.  Findlay  with 
myself  and  Mr.  Thompson  (now  become  Chief  of  the  Signalling  Depart- 

Thlzd  lines  ™^^^  ^  ^'-  Dick's  successor),  when  we  waited  on  Colonel 
ttaronghStatlons  Hutchinson  as  to  the  widening  of  Stafford  Station.  An  island 
Stafford  fonns  a  platform  had  been  opened  on  the  down  main  side,  with  a 

^^'•^^•^^  small,  inconvenient  platform  further  off,  across  two  lines  of 
railway,  thus  giving  passengers  access  to  all  four  lines  of  way.  The  little 
platform  was  remote,  and  short,  and  narrow,  and  if  the  Board  of  Trade 
agreed  to  our  using  the  outer  line  of  the  island  platform  as  a  single  line,  with 
scissors,  the  traffic  could  be  worked  on  a  much  simpler  plan.  I  doubted 
whether  the  concession  would  be  made,  but  our  General  Manager  converted 
Colonel  Hutchinson,  and  a  great  principle  in  working  double  platforms  at 
stations  was  achieved. 

The  Return  furnished  to  the  Board  of  Trade  as  to  the  progress  of  the 
Absolute  Block  and  Interlocking  shewed  that  very  satisfactory  results  were 

attained.     The  whole  of   the   passenger  lines  were 
^iTAteStatT  worked  on  Absolute  Block  except  the  following :— 

Block  and  Miles.  Chains. 

Interlocking.        Permissive  Block — Bletchley  and  Swanboume  ... 

„  Hartford  and  Green  bank     ... 

„  Ardwick  and  London  Road... 

„  One    extra    line,    Dudley  to 

Dudley  Port  

On  Time  Interval — Leighton  to  Dunstable       

„  Wednesbury  to  James  Bridge      


5 

0 

0 

68 

0 

38 

I 

9 

7 

0 

I 

60 
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Nos. 
complying  with  Nos. 

requirements.  not  complying. 

Concentration  of  Points  and  Levers     ...       3,774       .••       270 
Interlocking  of  Points  and  Signals       ...       3, 769       ...       275 

A  very  satisfactory  progression,  but  we  never  failed  to  hear  from  the 
Chairman  that  these  mechanical  appliances  were  all  inducements  to 
inattention  on  the  part  of  signalmen  and  drivers. 

A  singular  case,  on  the  30th  October,  was  a  text  for  the  Chairman's 

lectures.     The  6.30  p.m.  from  Willesden  Junction  (Low  Level)  to  Addison 

Train  mxmiiuc  ^^^^'  when  started  by  the  foreman,  had  the  signal  up  against 

on  wrong  Line  the  driver,  who  was,  however,  told  that  the  signal  was  discon- 

ftomWiiieeden,  nected  and  could  not  be  worked.     The  driver,  unfortunately, 

SOtll  Octb.  18M^ 

did  not  observe  that  the  points  also  had  not  been  worked, 
nor  did  the  signalman  observe  the  error,  and  so  the  train  started 
away  from  the  platform  on  the  wrong  road,  and  continued  on  that 
wrong  road  until  the  driver  suddenly  found  his  train,  then  close  to  Worm- 
wood Scrubbs,  running  into  a  catch  siding  and  lurching  over  down  the 
embankment,  the  coaches  of  his  train  partly  on  the  siding  and  partly  fouling 
the  main  line.  At  the  time  one  of  the  local  trains  from  Kensington  was 
close  at  hand,  and,  though  the  incline  there  is  severe  (entailing  the  catch 
siding),  it  could  not  be  stopped  before  coming  into  collision  with  the 
obstructing  carriages. 

The  driver  and  guard  had  travelled  on  the  wrong  line  for  upwards  of 
half-a-mile  without  detecting  the  fact.  The  signalman  at  Mitre  Bridfi;e 
Junction  did  not  at  first  realize  the  unusual  position.  All  too  late, 
he  wired  to  the  North  Pole  Junction  man,  "train  running  away  on  wrong 
line."  The  automatic  catch  siding  did  its  woric  properly,  and  avoided  a  face- 
to-face  collision. 

In  the  Christmas  Week  a  very  cleverly  executed  robbery  of  an  insured 
parcel  took  place,  which  as  the  circumstances  developed  under  the  hands 

of  the  detectives  unveiled  a  remarkable  mode  of  attempting  to 
insunOTm^  obtain  compensation  for  fictitious  losses, 
at  Holyhead.  The  parcel  in  question  was  sent  from  London  by  the  6.30 

Christmas.  1881  ^^^  ^^  December  23rd,  in  the  thick  of  the  Christmas  traffic,  and 

was  duly  insured.  It  travelled  in  the  locker  of  the  van,  and  on 
arrival  at  Holyhead  the  guard,  Brockway — a  man  who  had  been  in  the  Company's 
employ  many  years  as  a  trusted  guard,  indeed  he  had  been  one  of  my  men  on 
the  South  Stafford  Line— took  the  parcel  from  the  locker,  entered  it  in  the 
book  he  carried  for  the  purpose,  in  order  to  take  it  on  board  the  steamer  to 
get  it  signed  for ;  difficulty  was  experienced,  in  the  guard's  passing  on  to  the 
steamer,  owing  to  the  gangways  being  crowded  with  Christmas  passengers, 
so  he  waited  on  the  platform  with  the  parcel,  eight  inches  square  by  two 
inches  in  thickness,  and  his  book  in  hand,  this  fact  was  noticed  by  one  detective 
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of  the  Irish  Constabulary  who  was  on  duty  at  the  time  watching  the  ai  rival 
and  departure  of  the  boats,  which  evidence  was  the  proof  that  the  parcel  had 
really  reached  Holyhead.  At  this  moment  a  passenger  came  up  and  asked  the 
guard  for  a  dog  which  was  in  the  dog  locker,  the  dog  would  not  come  in 
response  to  his  master's  call,  so  the  guard  undertook  to  get  him  out,  which  he 
did,  laying  the  parcel  and  book  on  the  seat  in  the  guard's  van.  Immediately 
after  he  was  met  by  a  woman  who  requested  him  to  obtain  a  saloon  ticket  for 
her  at  the  booking  office,  which  he  declined  to  do  as  there  was  ample  time  for 
her  to  do  so  herself,  another  train  being  due  before  the  steamer  left.  Entering 
the  van  after  this  incident  the  guard  was  dismayed  to  find  the  parcel  gone. 

The  enquiries  set  on  foot  included  a  call  on  the  consignee  in  Dublin  in 
the  faint  hope  that  the  parcel  might  have  reached  its  destination  through  the 
ordinary  channel  of  parcel  delivery,  and  it  was  here  that  suspicion  was  aroused, 
the  surroundings  of  the  consignee  and  his  house  were  not  those  of  a  man 
likely  to  be  the  legitimate  recipient  of  valuable  packages  of  jewellery,  and  his 
account  of  what  he  expected  to  have  received  in  the  missing  parcel  by  no 
means  tallied  with  its  being  of  much  value. 

Claimant  in  London  was  very  exigent,  demanding  payment  for  the  parcel 
which  had  been  insured,  but  unfortunately  at  the  busy  season  of  Christmas 
its  contents  had  not  been  verified  by  us.  He  stated  that  he  had  frequently 
been  in  the  habit  of  sending  insured  parcels  to  Ireland  and  on  giving  dates 
his  statement  proved  to  be  correct,  but  the  story  of  the  contents  on  this 
occasion  and  whence  he  had  obtained  the  articles  did  not  hang  well  together. 

Bit  by  bit  the  detectives  (under  Mr.  Copping's  guidance)  began  to  un- 
ravel the  story,  it  was  found  that  the  claimant  and  the  consignee  had  had  a 
transaction  of  a  similar  kind  with  one  of  the  railways  in  Ireland  and  had 
recovered  jC^oo,  Our  Company  held  back  from  any  settlement,  and  claimant 
became  very  abusive  in  his  interviews  at  Euston,  and  ultimately  entered  an 
action  against  the  Company. 

The  detectives  in  the  meantime  had  not  been  idle,  and  they  had  elicited 
the  fact  that  by  the  same  train  by  which  the  parcel  had  been  conveyed  to 
Holyhead  the  claimant  and  a  confederate  or  two  (one,  the  woman  who  had 
kept  the  guard  occupied  at  the  platform)  had  travelled  with  the  intent,  well 
carried  out,  of  endeavouring  somewhere  in  transit  to  obtain  possession  of  the 
bogus  insured  parcel,  and  claim  afterwards  on  its  insurance.  There  is  little 
doubt  that  on  the  previous  occasions  on  which  parcels  had  been  sent  similar 
steps  had  been  taken,  but  with  less  successful  results. 

The  sender  entered  an  action  as  threatened,  but  when  the  trial  was  called 
on  he  did  not  put  in  an  appearance. 

Warrants  were  issued  for  the  apprehension  of  claimant  and  consignee, 
his  confederate,  in  Dublin  ;  it  was  then  found  the  latter  was  in  goal  in  Liver- 
pool, for  picking  pockets  at  the  races  there. 

Both  men  were  ultimately  apprehended,  claimant  got  eighteen  months 
hard  labour,  but  the  other  was  acquitted. 
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As  is  frequently  the  case  in  such  matters  the  information  needed  to 
complete  our  case  came  through  some  female  quarrel,  and  the  confessions 
obtained  shewed  how  well  the  scheme  had  been  planned.  The  guards'  vans 
were  all  provided  with  safety  lockers,  together  with  padlock  which  each  man 
was  expected  to  carry.  It  was  at  the  time  of  transfer  from  van  to  steamer 
that  the  weak  spot  in  the  protective  arrangements  had  been  observed  and 
successfully  attacked. 

Attacks  on  the  guards  were  not  unprecedented.  The  Stour  Valley  cash 
box  had  been  thrown  from  an  evening  train  shortly  after  leaving  Monument 
Lane,  in  1880,  the  guard  having  been  nearly  blinded  by  some  watchful 
miscreant  jumping  into  the  van  and  throwing  some  liquid  into  his  eyes.  After 
this  box  had  been  stolen  it  was  decided  to  chain  them  together  in  the  vans. 

1883- "  Very  early  in  the  year  an  important  communication  was  received 
from  Mr.  Baines  which  introduced  a  masterly  proposition  for  establishing  a 
grand  night  Postal  train  for  mails  and  parcel  post,  entirely  independent 
of  and  separate  from  any  public  passenger  traffic ;  the  train  to  run  as  an  arterial 
service  through  Great  Britain,  from  London  to  Glasgow,  to  Edinburgh,  Perth, 
and  Aberdeen,  and  vice  versa,  with  a  connection  at  Crewe  for  Ireland. 

The  scheme  bore  the  impress  of  thoroughness,  it  had  evidently  been 
the  subject  of  much  consideration  and  thought;  the  times  were  so  accurately 

based  that  there  was  but  little  to  be  disturbed  if  terms  for 
Postal  T^dn.  ''^^""'^g  could  be  concluded ;  ample  time  was  afforded  for  its 
consideration,  as  the  running  was  not  to  commence  till 
ist  July.  The  proposition  as  originally  laid  down  made  suggestions  as  to 
the  changes  necessary  in  the  very  numerous  cross-country  services  and  train 
connections  at  the  junctions  with  the  new  arterial  service ;  trains  at  that  time 
fitted  to  connect  with  the  old  Limited  Mail  now  had  to  be  so  altered  as  to  join 
the  new  Postal  train,  the  modification  of  these  running  times  occupied  many 
careful  meetings.  Mr.  Baines  had  the  advantage  of  retiring  to  some  inaccess- 
able  corner  of  Cornwall,  and  there  excogitating  his  scheme ;  we  had  no  such 
advantageous  leisure,  and  had  to  discuss  the  changes  with  full  gatherings  of 
the  district  officers. 

The  train  was  appointed  to  leave  Euston  at  8.30  p.m.,  the  Irish  Mail 
starting  at  8.20  instead  of  8.25  and  running  in  advance  to  Crewe,  where  it  was 
intended  that  the  Postal  train  should  connect  with  it  and  have  its  Holyhead 
carriage  detached  and  sent  on  by  the  Irish  Mail.  The  Postal  train  then 
was  well  in  advance  of  the  Limited  Mail,  and  far  outstripped  it  in  its  course  as 
it  proceeded  northward ;  the  arrivals  at  Aberdeen  being  so  schemed  as  to 
give  ample  time  for  delivery  of  the  letters  and  for  replies  to  be  desfxitched 
by  the  suggested  return  Postal  Mail,  which  had  not  been  possible  when  the 
letters  arrived  at  Aberdeen  Station  at  11.40  and  the  up  mail  left  at  12.30. 
To  make  the  service  of  any  avail  for  passengers  North  of  Perth  in  the 

direction  of  Inverness  or  Aberdeen,  it  became  essential  to  continue  throughout 
21 
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the  year  a  passenger  train  from  London,  reaching  Perth  in  advance  of  this 
new  down  mail,  and  accordingly  the  train  which  had  usually  been  run  during 
the  tourist  season,  leaving  Euston  at  8.0  p.m.,  called  the  "  Highland  Express" 
became  a  permanent  institution  throughout  the  year,  the  old  Limited  Mail 
entirely  losing  its  fame  and  only  arriving  at  Aberdeen  at  11-55,  while  the 
8.0  p.m.  passengers,  specially  privileged  to  have  carriages — not  exceeding  four 
— attached  for  their  convenience  to  the  Postal  train  North  of  Perth,  arrived  at 
Aberdeen  as  early  as  9.55  a.m. ;  and  an  equal  improvement  was  shortly  after- 
wards effected  for  Inverness,  but  in  that  case  the  distance  to  be  covered  did 
not  allow  an  equally  beneficial  Postal  convenience. 

The  return  train  left  Aberdeen  at  2.45,  subsequently  at  3.40,  and  did 
not  convey  any  passengers,  the  times  fixed  gave  an  arrival  into  London  at 
4.15  a.m.;  and  it  was  necessary  slightly  to  alter  the  running  of  the  up 
Limited  Mail  to  ensure  a  clear  road,  this  had  been  due  to  reach  Euston  at 
4.5,  it  was  now  accelerated  to  arrive  at  3.50. 

The  down  Postal  train  north  of  the  parallel  of  Edinburgh  and  Glasgow 
was  allowed  to  a  limited  extent  to  convey,  or,  as  the  Scotch  people  say,  to  lift 
passengers.  From  Holytown  it  took  forward  passengers  from  Greenock  and 
Glasgow  to  Aberdeen,  and  it  called  at  Stirling,  Perth,  and  Forfar:  from 
August,  1890,  to  July,  1896,  it  was  appointed  to  arrive  at  Aberdeen  as  early 
as  9.0. 

The  vehicles  appointed  to  work  this  new  Postal  train  were  all  constructed 
with  connecting  covered  gangways  so  that  the  Post  Office  people  in  charge 
Corridor  could  pass  from  vehicle  to  vehicle  throughout  the  train,  and  the 
Vehicles  gangways  and  doorways  were  all  sufficiently  commodious  to 
adopted.  allow  of  the  transfer  of  parcel  post  receptacles  when 
necessary  to  get  them  in  position  at  the  respective  exchange  stations. 
The  sorting  carriages  were  all  brilliantly  lip;hted,  and  it  was  a  sight  that 
must  have  gratified  Mr.  Baines  when  the  train,  on  the  first  night  of 
its  running,  ist  July,  1885,  was  placed  in  position  at  Euston  for 
its  maiden  trip.  No  wonder  the  head  officials  of  the  Post  Office  clustered 
that  night  at  Euston,  it  was  a  notable  event,  the  starting  of  this  pioneer 
Postal  train  on  its  run  of  upwards  of  600  miles  through  England  and  Scotland. 
Messrs.  Sifton,  Yeld,  Badcock,  and  Shillingford  took  constant  interest  in  the 
working  of  the  experiment,  which  however,  soon  settled  down  into  a  well 
appointed  piece  of  official  organization.  A  coloured  diagram  shewing  the 
elevation  of  the  entire  train,  hangs  in  Mr.  Baines'  office,  together  with  a 
model  of  one  of  the  old  mail  coaches  ;  a  startling  record  of  the  growth  of  the 
work  of  the  department. 

The  train  could  most  conveniently  be  dealt  with  at  Euston  on  the  arrival 

side,  as  the  road  vehicles  and  parcel  post  carts  had  a  good  long  roadway  at 

Date  of  com-    '^^*^  disposal,  and  platform  No.  3   was   thus  used  for   this 

mencement,     8.30  Postal  departure,  until  the  formation  of  better  access  to 

lit  July,  1885.   ^j^^  j^g^  western  portion  of  the  station.     The  train  worked  well 
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with  the  exception  of  the  transfer  of  vehicles  to  the  Irish  Mail  at  Crewe ; 
the  allotted  time  for  transfer  of  the  carriage  was  insufficient,  so  that  after  a 
time  the  Holyhead  vehicle  was  placed  again  on  the  Irish  Mail,  8.20  from 
London,  and  only  supplementary  letters  were  transferred  to  it  at  Crewe. 

The  free  working  at  Crewe  station  between  eleven  and  twelve  o'clock  at 
night  was  a  most  difficult  task  for  the  Inspectors  to  ensure ;  there  were  mail 
trains  from  Birmingham,  from  the  Potteries,  from  Holyhead  forming  the  mail 
train  for  Normanton,  from  Shrewsbury,  the  Irish  Mail,  the  Postal  train,  all  to 
be  dealt  with  at  very  close  intervals;  transfer  of  traffic  from  each  to  each; 
ordinary  parcel  traffic  of  the  company,  the  parcel  receptacles  of  the  post  office : 
engines  off  the  train  on  arrival,  fresh  engines  backing  down  across  the 
"scissors"  in  the  centre  of  the  station;  passengers  hurried  enquiries  to  be 
answered,  angry  travellers  appeased,  special  orders  to  be  conveyed  to  guards 
and  drivers.  To  an  onlooker  it  seemed  a  sea  of  confusion,  but  the  men  in 
charge  were  accustomed  to  the  stir  and  the  scene,  and  carried  out  the  work 
systematically  and  well. 

One  of  the  cadets — "runners"  they  called  themselves — ^from  my  office 
was  generally  stationed  at  Crewe,  and  from  his  reports  we  were  in  touch  at 

headquarters  with  all  that  went  on  day  by  day.  At  Christmas, 
^\t  Crewe.  ^^  rather  for  two  or  three  of  the  days  immediately  preceding 
Christmas,  the  business  of  our  own  traffic  and  the  parcel  post 
traffic  dealt  with  at  night  at  Crewe  is  almost  overwhelming,  in  spite  of  all 
schemes  for  relieving  the  crowded  trains  by  keeping  back  certain  traffic, 
running  extra  trains,  special  parcel  trains  for  Postal  purposes,  as  well  as 
specials  for  our  own  traffic ;  the  accumulation  is  incredible,  year  by  year 
suggestions  are  adopted  to  ease  the  difficulties  ;  year  by  year  a  record  is  kept 
of  the  points  requiring  amendment;  with  the  majority  of  the  suggested 
changes  the  Post  Office  have  most  cordially  endeavoured  to  co-operate. 
The  plan  now  growing  in  favour  of  running  trains  passing  through  these 
great  centres  without  stopping  can  hardly  be  applied  to  the  mail  trains  at 
Crewe ;  the  branch  Mails  bring  their  traffic  and  correspondence  to  go 
forward  with  the  arterial  mail,  and  a  stoppage  to  pick  up  such  traffic  is 
accordingly  unavoidable. 

The  service  to  Ireland  both  by  sea  and  land  received  considerable 
attention  this  year.     In  January,  consequent  on  the  splendid  steamers  now 

added  to  the  Company's  fleet,  it  was  decided  to  accelerate  the 

Bum^^or    ^^^^^^^  service  from  London  to  North  Wall.     The  9.0  a.m. 

Ireland  lyy     was  timed  to   reach  Chester  at  2.0,   and  Holyhead   at  4.35. 

^^SIu'wuiSml^  The  steamer's  arrival  in  Dublin  was  half-an-hour  earlier  than 

heretofore,  Dublin  arrival  being  marked  9.30  p.m. 

The  attention  of  the  Post  Office  was  also  turned  to  Ireland,  and 
commencing  ist  October,  the  sea  portion  of  the  Irish  Mail  was  acceleratedi 
the  down  mail,  day  and  night,  reaching  Kingstown  and  Dublin  twenty 
minutes  earlier. 
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The  day  mail  steamer  left  Holyhead  at  1.35  p.m.,  being  due  at  Kingstown 
5.3,  and  Dublin  5.33  p.m.,  Irish  time. 

The  night  mail  steamer  left  Holyhead  at  2.45  a.m.,  and  was  due  at 
Kingstown  6.15,  Dublin  6.45  a.m.;  earlier  departures  for  the  interior  of 
Ireland  being  made  from  the  various  termini  in  Dublin. 

This  was  the  accelerated  service  given  by  the  City  of  Dublin  Co.  The 
North- Western  Company  made  a  corresponding  move  in  order  to  connect  with 
the  earlier  service  the  Irish  Companies  had  put  on  in  response  to  the  mail 
acceleration ;  the  6.30  p.m.  from  Euston  had  the  express  North  Wall  steamer 
appointed  to  leave  Holyhead  at  2.0  a.m.  instead  of  2.15  ;  and  it  was  due 
in  Dublin  at  6.45,  so  as  to  join  the  same  trains  for  the  interior  as  the 
mail  via  Kingstown. 

Passengers  for  Greenore  left  by  the  6.30  p.m.  from  Euston,  instead  of 

5.15,  and  the  Greenore  boat  left  at  1.45,  instead  of  i.o  a.m.    The  harbour  at 

Holyhead  thus  had  a  series  of  steamers  leaving  at  1.45,  2.0.,  and  2.45.     The 

whole  of  the  departures  from  Greenore  for  Newry  and  Dundalk  were  modified 

to  meet  the  later  arrivals  from  England.     The  changes  resulted  in  a  general 

improvement  all  round. 

The  up  day  mail  left  Westland  Row  at  6.45  a.m.,  and,  arriving  at 

Holyhead  at  11. 10,  joined  the  mail  train,  altered  to  start  at  11.30,  being  due 

at  Euston  5.45,  instead  of  5.55  p.m. 

The  up  night  mail  left  Westland  Row  at  7.0  p.m.  instead  of  6.45  p.m. 

A  new  service  was  established  from  Chester  at  2.1  a.m.,  timed  to  connect  at 
Warrington  with  the  down  lo.o  p.m  from  London  for  the  North. 

The  change  in  time  of  leaving  Kingstown  (7.15)  in  the  evening  resulted 
in  our  North  Wall  express  boat  being  nearly  abreast  of  Kingstown  when  the 
mail  boat  steamed  out  of  the  harbour.  Our  steamer,  "  The  Banshee*  " — a 
new  vessel  which  had  been  added  to  the  North  Wall  fleet  in  1884,  keeping  up 
the  old  name  of  the  cross-channel  steamer — was  a  splendid  boat,  and  very 
frequently  made  Holyhead  long  before  the  mail.  Complaint  of  racing  met 
with  indignant  denial,  accompanied  with  a  counter-complaint,  that  if  the 
North-Western  steamer  came  in  behind  the  mail,  the  City  of  Dublin 
captain  began  "swinging,"  and  thus  prevented  the  London  and  North- 
Western  steamer  from  entering  the  harbour. 

So  far  as  local  traffic  was  affected,  the  following  changes  may  be 
noted  : — The  line  from  Sutton  Coldfield  was  shown  in  the  Time  Tables  for 

January  as  opened  throughout  to  Lichfield  (it  had  been  opened 
*^toSchfl^^*^^^^^^^y   on    December    15,    1884),  serving    the   intermediate 

stations  of  Four  Oaks,  Blake  Street,  and  Shenstone  with  a 
local  service.      It  was  not  till  ist  May  that  special  fast  trains,  Birmingham 

•The  **  Banshee"  was  a  steamer  of  the  same  type  as  the  "Lily"  and  the 
"Violet,"  but  10  feet  longer.  In  1903,  the  "Banshee"  is  still  on  the  Holyhead 
station  as  an  emergency  express  boat,  and  is  the  only  paddle  steamer  the  Company 
now  have. 


RAILWAY   REMINISCENCES.  309 

to  Burton  and  Derby,  were  run  by  this  route,  connecting  at  Lichfield 
with  those  to  and  from  the  old  route  via  Walsall.  The  trains  were  also 
planned  to  join  the  North  Staffordshire  services  from  Burton  to  Uttoxeter. 

Prominent  attention  was  called  to  the  route  to  Stratford-on-Avon  in  the 
March  Time  Tables,  and  to  the  service  of  through  trains  run  via  Towcester 

to  and  from    Blisworth,  which  had   been  established  as   far 

Avon.         ^^ck  as  1873. 

—  In  May  an  accelerated  service  was  established  from 
London  and  London  to  Manchester,  the  12.0  noon  and  4.0  p.m.  trains 
Manchester    being   announced  to  run  the  distance  in  four  hours  and  a 

^M^homn?*  Quarter.      Arrangements  were  also  made  to  utilise  the  con- 
nection via  Altrincham  to  Northwich,  and  thence  via  Sandbach 
to  Crewe,  a  through  carriage,  up  and  down  daily,  for  Knutsford  traffic  being 
put  into  operation,  starting  at  London  Road  and  passing  through  Sale. 

The  service  from  St.  Helens  to  Manchester  was  complained  of,  and 
deputations  had  been  received  at  the  Northern  Committee.     These  were 

attempted  to  be  met  by  a  considerably  improved  service  being 
BirTiooa       PU^  O"  ^^^  yizy,     Bolton  to  Warrington  was  dealt  with  in  the 

—  same    way.      The    frequency  of   change    at   junctions  gave 
Bolton.  Buton.  justifiable  cause  of  complaint  at  the  service  that  had  been  in 

existence. 
In  June  a  new  service  was  organised  in  connection  with  the  North 
Staffordshire  Company  to  Buxton,  the  curve  at  Middlewood  being  opened, 
forming  a  communication  from  the  North-Westem  (Buxton  Branch)  and  the 
North  Staffordshire  and  Manchester,  Sheffield,  and  Lincolnshire  Joint  Line. 
The  through  carriages  at  Macclesfield  had  to  be  taken  by  a  reverse  journey 
between  the  two  stations  in  that  town,  not  a  very  satisfactory  movement  in 
any  competitive  through  route. 

In  September  the  Time  Table  of  the  Lame  and  Stranraer  route  appears 
for  the  first  time  in  the  North-Westem  Monthly  Time  Book.     The  route  via 

Annan  is  not  shown,  that  of  the  Caledonian  Company,  via 
^^^J^       Lockerbie  and  Dumfries,  alone  appearing ;  and  in  October  the 

Portpatrick  and  Wigtownshire  Line  is  reported  to  the  Clearing 
House  as  being  the  joint  property  of  the  Caledonian,  Glasgow  and  South- 
^Vestem,  London  and  North-Western,  and  Midland  Railways,  Mr.  Cunning, 
of  Belfast,  being  selected  as  its  Manager. 

The  first  public  notice  as  to  workmen's  tickets  appears  in  February,  the 
fares  being : — 

EusTON  AND  Broad  Street, 
l^  Return. 

Workmen^B     ^^illesden  Junction     6d. 

Tickets  put  in  Queen's  Park     4d. 

force,  Felx  I885i   T^rilKiirn  mA 

Loudoun  Road 4d. 
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Bat  these  latter  for  Eoston  were  in  June  altered  to : — 

WiUesden  Junction 4d. 

Queen's   Park     «.     3d. 

^mimufu  •••      ■•■      •«•      ••■      •••      •••      •■•   z^^i* 

Loudoun  Road 2d. 

A  very  small  commencement  of  that  which  now  promises  to  become  an 
important,  if  not  a  perplexing,  traffic  question. 

Several  of  the  enlargements  of  stations  and  opening  of  quadrupled  lines 

took  place  this  year.     On  2nd  February  were  opened  two  additional  lines 

DoMOuK  oi    ^^^^^  Ditton  and  Widnes  to  relieve  the  heavy  and  congested 

tutn.  LUum,     traffic  both  for  the  busy  chemical  works  of  Widnes,   which, 

^**'  spnnging    up    with    mushroom-like    rapidity,   added    to    the 

unsavoury  atmosphere  of  the  locality,  and  for  the  heavy  and  constant  flow 
of  coal  traffic  to  the  docks  at  Garston,  and  of  empty  wagons  home  to  the 
collieries. 

About  the  same  date  the  doublii^  of  the  line,  heretofore  a  single  one, 
between  Bolton  and  Kenyon  took  place ;  and  enlarged  stations  were  opened 
at  Chequerbent  and  Rumworth,  where  till  then  the  primitive  shanties  that 
had  served  as  stations  were  to  be  found  in  daily  use. 

The  joint  station  at  Market  Harborough  and  the  extensive  doubling  of 
the  lines  approaching  that  place  were  brought  into  full  use  in  June  of  this 
year  (a  partial  opening  having  taken  place  in  September,  1884).  By  this 
extensive  modification  the  Midland  Company  were  provided  with  an 
entirely  free  line  for  their  own  traffic,  uninterfered  with  by  the  London  and 
North-Westem,  between  Leicester  and  St.  Pancras,  the  station  at  Market 
Harborough  becoming  a  double  station  under  joint  control. 

In  June  the  work  of  doubling  the  lines  between  Edge  Hill  and  Liverpool 
(Lime  Street)  was  completed,  and  four  lines  were  available  between  these 
two  stations,  the  two  down  lines  running  side  by  side  into  Liverpool,  and  the  two 
up  lines  in  like  manner  running  side  by  side,  island  platforms  at  Edge  Hill 
serving  for  the  traffic — one  for  up,  the  other  for  down  traffic. 

The  tunnel  itself  had  been  considerably  opened  out  at  various  points 
along  the  route,  so  that  it  was  no  longer  the  dark  entrance  into  Liverpool  for 
which  lamps  for  each  compartment  had  in  the  past  been  provided. 

An  important  alteration  affecting  VVillesden  Junction  was  brought  into 
operation  in  the  early  spring,  the  construction  of  a  curve  from  the  new  upper 

platform  leadmg  towards  Acton,  joining   the  old  North  and 

at  wmewUn    South-Western    Junction    at    Old    Oak,   thus    enabling    the 

Junction       upper   level  passenger  traffic  to  be  dealt  with  at  one  large 

^^^^'^  island    platform    instead   of    four  separate   platforms,   and 

leading  ultimately  to  the  entire  removal  of  the  Richmond  Line  overbridge 

at  the  north  end  of  Willesden  Station. 

Mr.  Richard  Ryder  Dean,  who  had  been  a  Director  for  many  years,  died 


RAILWAY   REMINISCENCES.  3II 

at  the  close  of  the  year.  His  place  at  the  Board  was  filled  by  the  election 
of  Mr.  Philip  Henry  Chambres,  of  Trefnant,  Denbighshire,  it  being 
considered  advisable  to  have  a  representative  in  North  Wales  to  watch  the 
Company's  interests. 

Our  old  railway  confrlre^  Mr.  H.  P.  Bruyeres,  died  on  the  9th  January 
this  year  at  the  advanced  age  of  eighty-seven.  He  had  been  thirty-four  years 
in  the  service,  having  resigned  in  the  year  1874. 

The  principal  change  that  took  place  among  the  Company's  officers  was 

the  appointment,  in  October,  of  Mr.  F.  Harrison  to  be  Chief  Goods  Manager 

Qjy^jj^  ^     of    the    line,    consequent    on    Mr.    Thomas    Kay    resigning 

L  ft  N.  w.     that    position    and    becoming    Consulting    Goods    Manager, 

ciw^H*"*     ^^"^^    Houghton    still    remaining    Assistant    Goods   Manager. 

Represen-      Mr.  Harrison  had  left  my  office  and  become  assistant  to  the 

tatlves,  188&.     Manager  in  March,  when  Mr.  Eddy,  much  to  his  satisfaction, 

was  appointed   my  assistant.       The  Southern  division  was   placed    under 

Mr.  TurnbuU,  who  thus  followed  Mr.  Eddy. 

Mr.  F.  T.  Kinsman  was  appointed  Goods  Manager  for  Leeds  district, 
in  November,  vice  Mr.  Hitchens. 

Mr.  Overend  was  appointed  to  supervise  the  Eastern  Counties,  Ipswich, 
Norwich,  Cambridge,  etc.,  in  March. 

Greenore  and  Newry  were  placed  in  Mr.  J.  Nicholson's  charge  on  ist 
April,  when  he  succeeded  Mr.  W.  D.  Parsons  (son  of  Mr.  Dudley  Parsons), 
who  obtained  the  superintendence  of  the  entire  Cattle  Department,  on  the 
resignation  of  Mr.  F.  W.  Salmon,  who  had  held  the  position  for  many  years. 

Mr.  Park,  who  had  been  acting  as  Assistant  Manager  at  Wolverton^ 
succeeded  Mr.  Bore  as  Manager  at  the  end  of  the  year.  Mr.  Morcom. 
was  added  to  the  list  of  my  "  runners." 

Early  in  the  year  it  was  announced  that  Mr.  Scotter,  of  the  Manchester, 
Sheffield,  and  Lincolnshire  Railway,  had  been  selected  successor  to 
Mr.  Archibald  Scott  as  General  Manager  of  the  London  and  South- Westerrt 
Railway,  and  we  thus  lost  from  our  English  and  Scotch  and  other  joint 
meetings  one  who  was  always  ready  in  coming  to  a  decision,  and,  when 
debate  was  deteriorating  into  tedium,  would  interject  some  short,  sharp, 
decisive  words,  quickening  the  action  of  the  Chairman  and  bringing  afifairs 
to  a  speedy  conclusion. 

The  changes  among  the  Clearing  House  representatives  included  Mr.  J. 
Richardson  being  appointed,  vice  Mr.  Williams,  as  Superintendent  of  the 
Brighton  Line ;  Mr.  J.  Conacher,  vice  Mr.  Liller,  for  the  Cambrian  ;  Mr.  H. 
Came,  vice  Mr.  Pain,  for  the  Southwold  Company,  all  these  being  reported  at 
the  January  meeting. 

At  the  tourist  meeting  in  April,  among  those  who  attended  as 
substitutes  were : — Mr.  Kirk,  for  Mr.  Mathieson,  Glasgow  and  South- 
western;  Mr.  Drury,  for  Mr.  Robertson,  Great  Eastern;  Mr.  Lucas,  for 
Mr.  Richardson,  Londdh,  Brighton,  and  South  Coast. 
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Mr.  Anyon  succeeds  Mr.  T.  S.  Dodgson  for  the  Cleator  and  Work- 
ington. 

In  July  Mr.  Vincent  W.  Hill  is  appointed  for  the  Hull  and  Barnsley 
Line.  Lord  Sackville  Cecil  is  succeeded  first  by  Mr.  F.  Gibbons,  and 
then,  in  the  October  meeting,  by  Mr.  A.  Powell,  for  the  Metropolitan 
District  Line. 

In  September  Mr.  Vaughan  is  appointed  to  represent  the  Cambrian 
Comp)any ;  Mr.  W.  Thomson  appears  for  Mr.  Cockburn,  London,  Chatham,  and 
Dover. 

Mr.  Cleather  was  the  officer  who  represented  the  Crystal  Palace  at  the 
spring  meetings,  and  obtained  very  general  support  in  his  proposals  for  the 
Handel  Bicentenary  Festival. 

Mr.  Somers  Vine,  in  his  arrangements  for  the  International  Inventions 
Exhibition,  brought  under  notice  the  opening  of  the  subway  from  South 
Kensington  Station  to  the  Exhibition  Buildings,  and  in  the  excursion 
arrangements  a  price  was  adopted  to  include  its  use. 

At  the  spring  meeting  (held  at  York)  I  called  attention  to  the  advisability 
of  including  in  excursion  handbills  and  posters  notice  as  to  non-liability  of 
the  Companies  in  case  of  through  bookings,  a  case  in  which  the  County 
Court  Judge  of  Bedford  had  given  judgment  in  favour  of  our  Company,  on 
the  strength  of  this  condition,  being  the  ground  of  my  contention. 

The  condition  was  as  follows : — **  The  issuing  of  these  tickets  is  subject 
to  the  condition  and  regulation  referred  to  in  the  time  tables,  bills, 'and 
Notices  of  the  respective  Companies  on  whose  railways,  coaches,  or  steam- 
boats they  are  available ;  and  the  holder,  by  accepting  the  through  ticket, 
agrees  that  the  respective  Companies  are  not  to  be  liable  for  any  loss,  injury, 
delay,  or  detention  caused  or  arising  off  their  respective  railways,  coaches,  or 
steamboats.  The  contract  and  liability  of  each  Company  are  limited  to  its 
own  railway,  coaches,  or  steamboats." 

The  committee  agreed  to  the  adoption  of  this  regulation,  and  it  has  been 
in  force  ever  since  on  all  handbills,  etc.,  referring  to  the  issue  of  such  through 
tickets. 

There  had  in  previous  years  been  a  strong  wish  expressed  that  among 
the  circular  tour  tickets  quoted  in  the  tourist  programmes  an  arrangement 

could  be  made  for  a  ticket  covering  the  trip  to  Inverness  by 

Highland  Route.  ^^^^  to  Oban  and  thence  by  Caledonian  Canal,  returning  by 

_  the  Highland  Railway,  via  Pitlochrie.     The  facility  appeared  a 

drcQlar  Tour  desirable  one  to  grant,  and  the  fare  clerks  were  instructed  to 

SUggOBtOd. 

submit  figures.  A  perfect  tempest  raged  round  the  question, 
and  all  possible  routes  i)ressed  their  claims.  Mr.  McBrain  wanted  the 
Clyde  and  Crinan  Canal  included ;  the  Great  North  of  Scotland  asked  for 
the  Elgin  and  Aberdeen    route    to    be    included ;    the   East  Coast,    the 
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North  British,  the  Midland,  with  the  Glasgow  and  South- Western,  put  in  a 
claim.  The  August  programmes  were  on  the  point  of  being  issued  with  the 
announcement  of  the  facility,  when  suddenly  Mr.  Thomas  Robertson,  the 
Superintendent  of  the  Highland  Line,  on  the  22nd  July,  intimated  that  his 
Company  declined  to  enter  into  the  arrangement,  and  the  whole  scheme  was 
shattered. 

During  this  year  the  Honorary  Solicitors  to  the  Railway  Association 
submitted  their  long-expected  Report  with  draft  form  of  notice  for  insertion 
in  the  Companies'  time  tables,  waybills,  and  counterfoils,  embodying  the 
special  contract  for  conveyance  of  commercial  travellers'  luggage,  dogs,  live 
poultry,  etc.,  limiting  the  Companies*  liability  in  cases  in  which  the 
"  Carriers'  Act "  had  not  done  so.  Horses  stood  at  j£s^  ^^h ;  neat  cattle, 
whatever  that  term  may  mean,  j(^i$  each;  sheep  or  pigs  were  fixed  at  jQi 
each ;  asses  or  mules,  £$  each ;  dogs,  deer,  and  goats,  £2 ;  rabbits  and 
small  quadrupeds,  5/-  each;  live  poultry  and  other  birds,  5/-  each 
Subsequently  a  sub-committee  of  superintendents  was  appointed  to  settle 
the  form  of  contract  and  waybill  to  give  effect  to  the  arrangement,  and  their 
Report  was  adopted  in  March  of  the  following  year.  The  committee 
consisted  of  Messrs.  Cockbum,  Cockshott,  Needham,  Neele,  Robertson 
(Great  Eastern),  and  Tyrrell. 

The  charges  for  excess  luggage  came  under  review  in  March,  and  the 
scale  recommended  by  the  Superintendents  received  the  approval  of  the 

General  Managers,  viz. : — Up  to  5olbs.,  Jd.  per  lb. ;  51  and 

^*cSai»S***  ^P  ^°  'S^'  ^'  P^^^^'f  '5^  ^"^  "P  *o  3°°>  i^'  P^^  ^^'  >  above 

300,  id.  per  lb. 

This  amended  scale  for  excess  luggage  was  urged  by  various  of  the 
General  Managers  as  rendering  unnecessary  the  intimation  we  had  given  as 

to  reduced  charges  for  tourist  luggage  if  sent  in  advance ;  but 
^taAdviuS?**^"^  notice  was  put  in  force  in  the  tourist  announcements  for 
this  year  so  far  as  North  Wales,  Windermere,  and  Keswick 
were  concerned,  that  we  should  be  prepared  to  cart  luggage  from  destination 
and  deliver  within  one  mile  of  the  station  at  half  parcel  rates.  Further,  that 
delivery  of  luggage  would  be  made  in  London,  Liverpool,  Manchester, 
Leicester,  and  Birmingham  at  6d.  per  package. 

In  August  notices  appeared  as  to  parcel  traffic  affecting  articles  light, 

frail,  and  bulky,  in  proportion  to  their  weight,  la3ring  down  the  requirements 

Parcel!  Traffic  of  fifty  per  cent,  additional  to   the  ordinary  parcel   rates    if 

Diffenntl&i     carried    at    Company's     risk,    or    of    twenty-five    per    cent. 

Rates  at       additional   if    conveyed  at   owner's  risk,   this   distinction    of 

and  Oompanye  different  rates  having   now  become  a  pronounced  custom  of 

rt**-  railway  carrying. 

An  amended  parcel  scale,  the  outcome  of  the  recommendation  of  a  joint 
committee  of  Accountants  and  Superintendents,  for  a  reduction  in  the  rates 
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OompetitiTa    ^^^  small  parcels  for  long  distances  and  for  a  simplification  in 

Scales  for  imailthe  scale  was  agreed  to  be  brought  into  force  at  the  close  of 

^■■^^^•^       the   year.      Mr.    Bayley,   of  the    Lancashire   and    Yorkshire 

Railway       Comp)any,  was    mainly  instrumental    in    urging  its   adoption. 

^'  It  caused  some  stir  in  the  minds  of   the  postal  authorities, 

Post  Offl06i 

who  had  not  calculated  on  any  such  action  on  the  part  of 
their  ^uasi  partners  in  the  business. 

The  Postal  scale  gave  the  following,  irrespective  of  distance  : — 

s.    d. 


lib. 

3ci. 

7lbs. 

I     0 

2lbs. 

...        4id. 

81bs. 

I     li 

3lbs. 

6d. 

9lbs. 

I     3 

4lbs. 

...        7id. 

lolbs. 

I     4i 

5lbs. 

9d. 

I  libs. 

I     6 

61bs. 

lojd. 

• 

The  Superintendents  scale  ran  : — 

123     4  lbs. 

d.    d.    d.    d 

I. 

I  to    30  miles 

...     4     5     6     6       up  to 

24lbs. 

above 

Jd.  per  lb. 

31  to    50     „ 

...    4    5    6    e 

)      up  to 

i61bs. 

») 

a^.        >» 

51  to  100    „ 

...     4     5     6     5 

'       up  to 

i61bs. 

>i 

fd.       „ 

loi  to  200     „ 

...     6     6     7     f 

\      up  to 

I7lbs. 

>f 

id.      „ 

Above  200     „ 

...     6     6     7     f 

I      up  to 

i61bs. 

f> 

ijd.      „ 

Some  questions  arose  at  the  close  of  the  year  affecting  the  adoption  of  differ- 
ing colours  for  fixed  signals  on  the  lines.  The  Eastern  and  Midlands  gave  notice 
to  ^^^  ^^^y  intended  to  adopt  the  green  light  at  night  to  indicate 
uiiiig  Purple  all  right ;  and  Mr.  Needham  called  attention  to  a  very  serious 
^^^  change  adopted  affecting  the  use  of  the  purple  light,  the  Great 
Northern  having  adopted  the  purple  light  to  indicate  "  all  right "  for  the  drivers 
travelling  on  the  "slow  lines  "  of  the  widened  portion  of  their  railway  between 
London  and  Hitchin,  while  the  London  and  North-Westem  used  the  same 
coloured  light  for  "  danger  "  signals  on  their  bay  lines  and  ground  discs.  It  was 
certainly  most  objectionable  that  such  a  diversity  of  practice  should  exist — 
the  same  light  on  two  adjoining  railways  having  opposite  meanings. 
Fortunately,  the  Great  Northern  abandoned  the  plan  they  had  temporarily 
adopted,  and  left  us  with  the  purple  light  as  a  stop  signal  for  our  bays  and 
sidings,  the  original  idea  having  been  to  obviate  such  an  array  of  red  lights 
as  often  faced  the  drivers,  and  to  avoid  red  lights  for  ground  discs, 
there  being  the  possibility  of  the  signal  being  misunderstood  as  that  of 
a  train  tail  lamp. 

The  Rules  and  Regulations  Committee  was  reappointed  at  the  end  of 
this  year,  and  during  1886  accumulated  various  suggestions  for  revision  and 
additions  prior  to  a  further  re-issue  of  the  Standard  Rule  Book. 


RAILWAY   REMINISCENCES.  315 

Mr.  Kempt  was  elected  Chairman  of  the  Superintendents*  Conference 
for  the  year  1886. 

The  question  of  appointing  fog  signalmen  for  intermediate  posts  also  came 

under  review,  and  by  Rule  68a,  at  my  suggestion,  these  signal  boxes,  equally 

p     BimaliliK  ^^'^  others,  were  to  be  regularly  supplied  with  fogmen.     The 

Arrangements  remoteness  of  some  of  these  boxes  from  the  residences  of  the 

at  intwrmediatepj^^gj^yg^  h^<i  ^^^  ^^^  cause  of  no  little  difficulty  in  finding 

the  needful  men  for  the  duty,  and  this  had  led  to  the  idea  of 
dispensing  with  such  men  at  intermediate  posts.  A  resulting  collision  was 
the  smart  lesson  we  had  been  taught,  and  our  electrical  engineer  had  the  task 
of  arranging  in  many  cases  telegraphic  calls  by  means  of  wires  extending 
from  the  signal  boxes  to  the  residences  of  the  platelayers. 

The  extension  of  traffic  had  very  wisely  been  anticipated  at  many  of  the 
large  stations  by  the  Chairman's  foresight,  and  these  works  were  gradually 
being  brought  into  use ;  at  the  passenger  stations  where  entire  doubling  had 
not  been  practicable  or  necessary,  additional  lines  had  been  provided, 
and  where  up  and  down  lines  for  passenger  traffic  already  existed,  a  third  line 
had  been  introduced  capable  of  being  used  in  either  direction,  securely 
signalled  and  interlocked.  The  arrangement  was  similar  to  the  plan  passed 
by  General  Hutchinson  for  Stafford,  and  it  was  adopted  by  Colonel  Rich  for 
Exchange  Station,  Manchester,  by  Major  Marindin'  for  Huddersfield,  and 
proved  a  great  facility. 

The  enlarged  station  at  New  Street,  Birmingham,  was  opened  in  February, 

the  Midland  Company  bringing  some  of  their  suburban  trains  into  the  station. 

Enlargement  of  ^^  ^^^  suggested  at  the  time  that  their  trains  might  advan- 

Blrxnlngham    tageously  be  despatched  from  the  new  side,  and  the  North- 

(Hew  Street)    Western  trains  make  use  of  the  old  ground,  but  Mr.  Ncedham 
Station.  ° 

at    that    time    would    not    consent    to    such    a    revolution, 

maintaining    that    it    would    be    very  disadvantageous  to  his  Company  to 

forego  their  old  positions.     In  June  the  Midland  commenced  to  run  their 

main    North    and    West    trains     through    the    Station,    and    after    some 

length  of  time  the  convenience  of  keeping  their  traffic  chiefly  to  the  new  side 

was  found  so  great  that  it  ultimately  became  a  recognised  arrangement. 

Mr.  Wood  (late  of  Willesden  Junction)  was  the  first  station  master  of  the 
enlarged  station,  but  his  health  was  not  equal  to  the  task.  He  was  succeeded 
by  Mr.  Wynne,  who  had  been  a  District  Inspector  for  some  time.  On  his 
resignation  the  present  station  master,  Mr.  Squires,  was  appomted,  and  has 
held  the  position  not  only  under  the  old  regime,  but  since  the  joint  committee 
of  the  two  Companies  has  held  sway. 

On  6th  July  the  down  side  of  the  island  platform  of  Rugby  new  station 
was  opened  for  traffic,  and  later  in  the  year  I  had  to  meet  Mr.  Needham,  of 
the  Midland  Railway  at  Rugby,  to  deal  with  their  requirements  in  the  new 
station.  This  was  a  curious  reversal  of  position  for  the  Midland  Company, 
as  the  old  station  had  been  to  a  large  extent  their  property  and  not  ours. 
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The  question  of  the  adoption  of  reduced  fares  for  Anglers  was  under 

discussion  this  autumn,  and  Mr.   Ghumey,   the  Chairman   of  the   London 

Ansiers'  FSirea.  Piscatorial  bodies  submitted  his  scheme  for  safeguarding  the 

Company  from  fraud.  It  is  only  fair  to  say,  that  so  far  as  I 
remember,  no  instance  of  the  improper  use  of  the  tickets  ever  came  under 
observation. 

The  registration  through  from  New  York  to  London  of  passengers*  luggage 

was  once  more  under  review,  American  travellers   strongly  urging  it;  the 

gad  Ajdo     W^^^®    Star   officers  were    again  willing    to    enter   into   the 

tion  of  Luggage  scheme;  and   "checks"  were  ordered  in  readiness.     It  was 

"{mectai"  with  alleged    that    one    of   the    other    steamship    lines    intended 
Atlantic  Unen.        ° 

putting    the    system    into    force    with   our    rivals,    but    our 

Chairman  obtained  satisfactory  assurances,  which  stopped  further  progress 

with  the  scheme.     The  Customs  requirements  formed  some  impediment  as 

to  our  freedom  in   dealing  with   luggage,  and  suggestions   for  carrying  it 

through  to  London  "  in  bond "  to  meet  the  views  of  the  department,  were 

frequently  under  discussion. 

There  had  been  on  the  North- Western  Line  two  separate  systems  of  train 

telegraph  signalling,  one  by  the  single  needle  (three  wire)  instrument,  and  one 

T  iree  Byitams  ^^  ^^^^  ^^  called  Tyer's  single  needle.  In  the  former  three 
of  Ttaln  classes  of  signal  could  be  given — needle  to  the  right,  needle  to 
Telegraphy.  ^^^  i^j-^^  needle  vertical — this  last  was  used  to  shew  there  was 
no  train  signalled,  the  line  was  unoccupied,  and  the  signalman  waiting  for  a 
call.  By  the  other  plan  the  needle  could  only  move  right  or  left,  the 
vertical  position  was  not  obtainable,  and  this  led  to  the  necessity  for 
different  wording  in  the  instructions  for  manipulating  the  signalling 
for  the  two  systems.  Mr.  Fletcher,  our  Electrician,  by  a  clever  electro- 
mechanical arrangement,  overcame  this  difficulty  and  obtained  a  half-way 
position  with  the  needles  ;  the  whole  of  the  Buxton  Branch  was  signalled  in  this 
manner,  but  the  survival  of  the  fittest  has  not  been  auspicious  to  the  scheme. 

Mr.  Eddy  had  become  my  Assistant,  he  generally  accompanied  me  to  the 

Railway  Clearing  House  Meetings,  or  acted  as  my  representative.     He  was ' 

Axmett'8  Key   ^^^^  active  and  energetic  in  the  frequent  inspections  that  were 

Interlockiiig    made  of  the  various  districts,  and  we  were   indebted  to  him 

System.        j-^j.  ^  happy  suggestion  that   caused   an    accelerated  progress 

in   the  annual  return   of  interlocking.       "Annett's    Key"   for   some    years 

had   been  brought  into  use  for  the  working    of  sidings   beyond  limits   of 

long-rod    control,   the   main    signal    being    locked    to    "danger"    so   long 

as  the  key  was  in  use.     It  occurred  to  Eddy,  when  inspecting  the  unlocked 

stations   on  the   Bucks    Branch,  to   adopt   this   system   for  all  the  station 

sidings.     Three  keys  were  to  be  used — (a)  for  all  down  sidings,  (if)  for  the 

up  sidings,  and  (c)  for  crossings  affecting  both  up  and  down  lines. 

Mr.  Thompson,  of  Crewe,  head  of  signal  construction  department,  gave 
his  cordial  assistance  in  perfecting  the  scheme,  and  establishing  a  system  that 
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satisfied  the  Inspectors  of  railways  and  saved  the  entire  expense  of  long  con- 
necting rods  to  actuate  the  points. 

This  year  brought  a  very  considerable  patronage  to  the  Company  by  the 
journeys  over  it  of  His  Royal  Highness  the  Prince  of  Wales,  which  took  me 
on  several  occasions  to  Marlborough  House  and  led  to  interviews  with 
Mr.  Knollys  (subsequently  Ia>rd  Knollys),  Colonel  Ellis,  Colonel  Teesdale, 
and  Mr.  Tyrwhitt  Wilson. 

In  March,  arrangements  had  to  be  made  for  the  Prince's  horses 
crossing  to   Dublin   in  readiness   for  the    Prince  and   Princess,  who  were 

Prin'»e  of  Wales' ^^^"^  to  visit    Ireland.       A    new    saloon   was   provided   for 

visit  to  ireUnd,  their    Royal   Highnesses'  journey  to   Holyhead,   which  took 

^^  ton  via**  P^^^    ^^    ^^^    7^^   April.       Mr.   Findlay  received   them    at 

Stranraer,     Euston,    and    the     charge    of    the    special    train     devolved 

April,  U89.     upon   ^le — Lord    Richard    Grosvenor,    Mr.    O.    L.  Stephen, 

Mr.   Webb,   accompanying  us.      The   train    stopped   only  at   Rugby  and 

Crewe;  at   Holyhead  we    saw    their   Ro3ral   Highnesses    pass    on   to    the 

"  Osborne,"  which  was  appointed  to  convey  them  to  Ireland. 

On  return  it  was  decided  that  the  route  should  be  via  Belfast  and 
Stranraer.  I  had  some  previous  correspondence  with  Colonel  Ellis  as  to  the 
night  accommodation,  and  ventured  to  suggest  that  the  Prince's  saloon,  which 
had  been  ordered,  would  not  be  equal  to  the  proper  accommodation  of  the 
Princess  as  well  as  the  Prince,  and  that  additional  vehicles  should  be  provided 
for  the  ladies.  The  recommendation  was  accepted,  and  I  was  glad  to  find  that 
on  the  arrival  of  the  Royal  party  at  the  harbour  all  went  off  very  smoothly, 
and  comfortable  quarters  were  obtained  by  them  all. 

Stranraer  Harbour  was  illuminated,  and  looked  very  brilliant  when  the 
Royal  party  arrived,  somewhat  behind  time.  I  told  the  Prince  I  was  very  glad 
to  see  him  safe  back,  for  he  had  been  exposed  to  annoyance  at  some  of  the 
towns  in  the  South  of  Ireland.  The  General  Managers  of  the  Caledonian 
(Mr.  Thompson),  of  the  Glasgow  and  South-Westem  (Mr.  Wainwright),  and 
Mr.  Kempt,  were  in  attendance  with  me.  We  started  at  10.28  p.m.,  twenty- 
eight  minutes  late,  but  had  made  all  the  time  up  at  Oxenholme.  We  were 
delayed  at  Preston  cooling  an  axle  under  the  Prince's  saloon.  A  special 
stoppage  was  then  made  at  Warrington  to  examine  it,  when  it  was  found  to 
have  heated  very  considerably,  and  the  axle  had  to  be  brought  under  the  play 
of  the  water  column ;  the  noise  of  the  water  pouring  over  the  axle  was  great, 
and  I  feared  His  Royal  Highness  would  be  awakened  by  the  rush.  After 
some  interval  the  Sergeant-footman  awoke  to  the  fact  that  something  unusual 
was  in  progress ;  he  said,  however,  that  the  Prince  was  sleeping  soundly. 
After  nearly  twenty-five  minutes'  delay  we  were  on  the  homeward  run  again, 
and  made  excellent  fast  running,  so  as  to  arrive  in  town  close  to  9.0  a.m.,  the 
appointed  hour. 

Next  morning  I  found  myself  summoned  to  Marlborough  House  to  see 
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the  Prince ;  I  could  glean  no  tidings  as  to  the  reason  of  my  attendance  being 
required,  and  my  fears  warned  me  that  there  might  be  some  enquiry  as  to 
the  hot  axle  and  the  fast  running;  however,  I  left  with  a  light  heart  and 
very  pleasant  memory,  for  after  a  kind  reception.  His  Royal  Highness 
presented  me  with  a  gold  pencil  case,  ornamented  with  the  Prince's  feathers, 
as  a  memento  of  his  sense  of  my  attention  to  him  on  this  Irish  journey. 

I  have  had  the  facts  of  the  presentation  engraved  on  the  pencil  case, 
and  it  will  be  an  heirloom  for  my  family. 

In  July  the  Prince  made  a  journey  to  Ripon,  and  thence  we  had  to  con- 
vey His  Royal  Highness  via  Leeds,  Huddersfield,  and  Manchester  Exchange, 
to  Preston.  Mr.  Christison  and  Mr.  Chamberlain,  of  the  North  Eastern 
Railway,  were  in  attendance  at  Ripon,  and  the  Marquis  of  Ripon  came  to  the 
station  to  say  adieu  to  His  Royal  Highness. 

The  Royal  Agricultural  Show  took  place  at  Preston,  and  His  Royal 
Highness  left  next  day  by  special  to  Crewe,  and  thence  by  express  train, 
arriving  in  London  punctually  at  8.30  p.m. 

On  26th  October,  Prince  George  of  Wales,  with  Colonel  Teesdale  in 
attendance,  travelled  by  the  Limited  Mail  to  Scotland ;  I  received  them  at 
the  terminus  and  saw  them  off. 

On  27th  November  the  Prince  of  Wales,  with  Colonel  Ellis  and  Lord 
Suffield  in  attendance,  travelled  from  London  to  Birmingham.  We  left  London 
at  ii.o,  and  at  New  Street  the  Prince  was  received  by  Mr.  Moon,  Mr.  Bicker- 
steth,  and  Mr.  Bateson.  Next  day  H.R.H.  left  Birmingham  at  4.0,  and  we 
made  a  very  good  run  up  to  London. 

On  1 2th  December  I  had  another  visit  to  Marlborough  House,  this  time 
in  company  with  Mr.  Oakley,  Mr.  Birt,  Mr.  Myles  Fenton,  and  Mr.  Cockshott, 
to  see  Mr.  Knollys  and  Sir  Cunliffe  Owen  as  to  the  appointment  that  had 
been  intimated  of  Mr.  Cook  as  the  Sole  Railway  Agent  to  the  International 
Exhibition.  A  modification  of  the  position  was  easily  obtained  when  the 
complete  circumstances  were  explained. 


CHAPTER   XIII.         1886— 1889. 

Signalmen  Reminder  Schemes  —Simple  Vacuum  objected  to  by  Board  of  Trade — Insurance  Society, 
"Contracting  Out" — Death  of  Mr.  Kay — Checking  Baggage — Circular  Tours — Isle  of  Man  £xcur> 
sions — New  Rules,  White  Lights^ Electric  Tablet  and  StaflF— Harwich  Route — Severn  Tunnel — Race  to 
Edinburgh — Queenstown  Route  for  American  Traffic— Scotch  Gatherings — Operatic  Companies  -Extension 
of  Quadrupled  Lines — Mr.  Eddy — Mr.  Stephen  Reay — Paris  Exhibition — Dining  Saloons  adopted- 
Automatic  Vacuum,  gradual  adoption. 


THE  Company  had  been,   fortunately,  fairly   free   from   accidents   to 
passenger  trains  during  1885.     Twice  in  that  year  collisions  had 
taken  place  through  signalmen  "forgetting"  the  presence  of  trains 
they    had   either   previously   signalled    or    shunted    across   the   lines.      It 
was  in  connection  with  one  of  these,  at  Sideway  Station,  North  Staffordshire 

Railway,  near  Stoke,  January  19,  1885,  that  Colonel  Yolland 

"Ren^dra^to  ^^^^  ^^^   ^^^^  suggestion,   productive  of  many  subsequent 

BicnainiMi     schemes    by   patentees,    engineers,   and    superintendents,    of 

ofV^ilolM     some  electro-mechanical   "reminder"   for   the  signalmen  of 

OB  Ttr^^ 

such  occupation  of  the  line ;  his  idea  being  that  it  could  be 
arranged  by  interlocking  the  points  in  some  way  with  the  telegraph  instru- 
ments, which  should  thus  be  unable  to  give  "  line  clear "  for  any  coming 
train  while  "  line  blocked  "  remained  as  the  result  of  previous  action  on  the 
part  of  the  signalman. 

In  the  other,  which  took  place  at  Heaton  Norris,  on  i6th  November, 
1885,  Major  Marindin  eulogises  the  new  Rule  41  a,  by  which  it  became  the 
duty  of  guards  or  firemen  to  come  up  to  the  signal  boxes  m  case  of  detention 
and  stand  there  as  a  "  reminder "  to  the  signalmen  of  the  blocked  state  ol 
the  line. 

1886.  During  the  year  1886  the  simple  vacuum  brake  the  North- Western 
Directors  had  adopted  came  under  continued  comment  at  the  hands  of  the 
fllxDDle  Vacuum  ^^^^^   ^^    Trade    Inspectors,   and    at   the  investigations   we 

Brake,        stood  in  the  unfortunate  position  not  only  of  admitting  that 

constantly     ^j^g  accident  had  happened,   but  that  these   Inspectors   had 
chaUenged  toy  i-r         »  r 

QoYemment    always  said,  "I  told  you  how  it  would  be!"     Wisdom  cried 
J'i'v^cum.     aloud  :  "  How  long,  ye  simple  ones  "  ? 

On  2 1  St  December  an  accident  of  a  character  that  displayed  a  new 

phase  of  difficulty  with  the  vacuum  took  place  at  Carlisle.     One  of  our  down 

Trouble  arising  ^^P^^sses  ran  through  the  Citadel  Station  and  struck  a  Midland 

from  loe  In     engine   standing   300   yards  to  the  north.     The  vacuum  was 

Vacuum  Plpea  ^^^^  ^^  ^^  ^y^g  fourteen  vehicles  on  the  train.     A  plug  of  ice 

was  found  about  one  foot  on  each  side  of  the  junction  of  the  vacuum  pipes, 
water  having  collected  in  the  droop  of  the  pipes. 

The  returns  of  brake  failures  had  shewn,  not  unfrequently,  obstructions 
in  the  pipes   through   cotton   waste  being  found  in  them;   to  remedy  this 
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class  of  intrusion  a  fine  grid  had  to  be  introduced  at  the  pipe  junctions  ; 
and  freezing  of  the  pipes  as  the  cause  of  failures  had  been  often  named  in  the 
London  and  South- Western  vacuum  returns,  but  the  ice  difficulty  at  Carlisle 
was  the  first  experience  of  the  sort  we  had  met  with. 

The  Vacuum  Rules  were  again  revised,  17th  April,  1886,  and  full  instruc- 
tions given  as  to  the  "cut  off"  arrangement  for  dealing  with  foreign  stock. 
These  rules  prescribe  that — 

Any  other  Company's  vehicles  fitted  with  the  vacuum  brake  must,  in  all  possible  cases, 
be  placed  in  the  rear  of  the  London  and  North- Western  train,  and  the  pipes  not  coupled 
up.  If,  however,  the  foreign  vehicles  are  fitted  with  a  cuttin^-off  apparatus,  and  the  brake 
can  be  put  out  of  gear,  then  the  pipes  may  be  couplei  up.  Horse  boxes,  and  other  vehicles 
with  pipes  only,  may  be  marshalled  in  the  train  and  the  pipei  coupled  up. 

It  will  be  seen  how  complicated  the  varying  brake  systems  of  the 
English  and  Scotch  railways  were  rendering  the  instructions  for  conducting 
the  traffic  by  arterial  trains  conveying  vehicles  for  exchange  between  the  lines 
that  had  hitherto  passed  free  from  any  brake  difficulty  whatever.  Of 
course  through  passengers  in  our  saloons,  etc.,  were  exposed  to  equal  annoy- 
ance when  travelling  beyond  our  boundaries,  and  found  themselves  attached 
at  the  tail  of  the  trains  on  all  the  lines  that  had  not  adopted  the  same 
vacuum  system  as  ourselves. 

With  this  complicated  state  of  matters  we  had  to  contend  during  twelve 
or  eighteen  months.  A  better  day  was  dawning,  however,  for  in  November 
of  this  year,  1886,  the  Directors  agreed  to  adopt  an  arrangement  by  which 
the  vacuum  brake  could  be  worked  either  as  automatic  or  non-automatic, 
with  the  understanding  that  as  the  automatic  brake  became  general  then  the 
non-automatic  could  be  dispensed  with. 

The  Companies  who  had  followed  our  lead  were  communicated  with  in 
the  expectation  and  hope  that  they  would  come  to  uniformity  with  this  new 
move.  It  was  quite  plain  that  the  automatic  brake  was  coming,  though  the 
Directors  were  somewhat  concerned  by  the  returns  of  brake  failures,  which 
shewed,  1880  to  1885  : — Simple  vacuum  brake,  65,547,080  miles  run,  555 
faults;  automatic  vacuum,  41,890,793  miles  run,  519  faults;  Westinghouse, 
71,371,476  miles  run,  3,944  faults. 

For  the  next  three  years  the  difficulties  m  dealing  with  the  three  systems 
of  brake  had  to  be  contended  with,  but  the  experience  of  other  lines  as  well 
as  our  own,  shewed  that  we  were  at  last  on  the  right  track,  and  the  returns 
sent  half-yearly  to  the  Board  of  Trade  (see  page  398)  indicated  the  progress 
made  towards  fitting  the  stock  with  the  automatic  vacuum. 

The  record  of  Royal  travellers  this  year  commenced  very  early. 
Princess  Louise,  accompanied  by  Lord  Lome,  leaving  Euston  on  the  3rd 

January  for  Dalmally.  On  the  19th  of  the  same  month  the 
^y*JJ^^^*"  Prince  of  Wales,  with  his  two  sons,  left  Euston   at  1.30  p.m. 

The  train  was  run  special  from   Stafford  to  Chester,  where 
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His  Royal  Highness  was  the  guest  of  the  Duke  of  Westminster.  Mr.  Grierson 
(Great  Western  Railway),  Mr.  Henry  Robertson,  Sir  T.  Meyrick,  and  Mr. 
Patchett  were  among  those  who  received  the  Prince  at  the  station. 

Next  day  His  Royal  Highness  left  Chester,  at  11.40,  and  travelled  by 
the  Birkenhead  Line  to  Grange  Lane,  where  the  Mersey  Railway  Co.'s  engine 

was  attached,  and  the  opening  of  the  Mersey  Tunnel  took  place. 
Mmi^Bidi^iv  ^^^  reception  and  presentation  took  some  time,  and  it  was 

ten  minutes  past  one  o'clock  before  we  arrived  on  the  Liver- 
pool side,  the  station  exit  at  St.  James  Street  Station  being  so  crowded  that 
attempts  to  enter  the  town  were  then  unsuccessful. 

In  the  evening  the  Prince  left  Lime  Street,  at  4.5  p.m.,  for  London, 
Colonel  Clarke  as  equerry-in-attendance.  The  special  train,  with  the  Duke 
of  Westminster,  for  Chester,  leaving  very  shortly  in  advance.  Mr.  Fletcher 
and  Mr.  Bateson,  Directors,  travelled  up  with  us  to  town,  together  with 
Mr.  Edwards  Moss,  M.P.,  and  a  very  punctual  arrival,  8.30  p.m.,  was  made. 

The  Prince  again  travelled  by  the  1.30  train  from  Euston,  on  Friday, 
22nd.  Mr.  Eddy  had  to  accompany  his  train  as  I  was  detained  in  town. 
On  the  25th,  His  Royal  Highness  and  his  two  sons  came  back  from  Chester. 
At  Chester  station  the  Duke  of  Westminster,  Lord  Chesham,  Lord  Fife,  and 
Lord  Alwyn  Compton  were  all  in  attendance.  The  railway  contingent^ 
beside  myself,  consisted  of  Messrs.  Robert  Johnson,  Patchett,  Wood,  Mum- 
ford,  and  Turnbull.  It  was  the  Irish  Mail  by  which  His  Royal  Highness 
travelled,  and  its  journey  was  made  with  its  usual  punctuality. 

On  29th  March  I  had  to  introduce  Mr.  Turnbull  to  Colonel  Ellis,  at 
Marlborough  House,  to  arrange  for  the  Prince's  visit  to  Aylesbury,  on  the 
30th,  as  I  had  to  be  in  Liverpool  that  morning. 

The  Sultan  of  Johore  travelled  to  Liverpool  on  the  23rd  March. 

On  the  25th  September  I  had  the  duty  of  seeing  Prince  Henry  of 
Battenburg,  who  had  not  accompanied  the  Queen  from  Gosport,  start  by 
Limited  Mail  for  Scotland,  and  next  day  the  same  service  had  to  be  rendered 
to  the  Grand  Duke  of  Hesse  and  Princess  Irene,  who  travelled  to  Ballater 
by  the  same  train. 

Some  of  the  legislation  proposed  in  Parliament  was  considered  to  press 
very  unduly  on  Railway  proprietors  by  threatening  a  revision  of  the  Schedules 

of  Rates,  Tolls  and  Charges  contained  in  the  Acts  by  which 
J^^J^"**^    the  lines  had  originally  been  authorized,  and,  in  the  view  of 
BaUw&y  stock-  experienced  railway  chairmen,  affecting  the  security  on  which 
o*^**?"^!^!*  ^"^^s^o^'s  2^cl  shareholders  had  originally  been  induced  to  place 
BuBton.       their  money  in  such  enterprises.     The  Chairman  of  our  Com- 
pany was  a  leader  in  these  views,  and  a  huge  meeting  of 
investors  and  shareholders  was  held  in  the  Great  Hall  at  Euston  Station  to 
raise  a  protest  against  the  threatened  legislation.     Upwards  of  two  thousand 

people  attended.     Mr.  Moon's  voice  was  not  sufficiently  powerful  to  be  heard 

22 


322  RAILWAY   REMINISCENCES. 

throughout  the  hall,  and  the  reading  of  the  speech  was  delegated  to 
Mr.  Brooke  (now  Sir  Thomas),  of  Huddersfield.  The  sea  of  upturned  faces 
all  attentive  to  Mr.  Brooke,  who  occupied  one  of  the  angles  of  the  great 
staircase,  was  a  remarkable  sight. 

Another  piece  of  legislation  which  gave  disquiet  to  the  members  of  Parlia- 
ment, and  even  to  the  Government,  was  connected  with  the  right  of  the  men 

to  "contract  out"  of  the  Employer's  Liability  Act.  It  was 
out,"  of  tbe  niade  clear  to  our  men  that  the  benefits  they  were  receiving 
Bmpioyen'     by  the  Company's   Insurance  Society  were  far  beyond  those 

they  could  obtain  under  the  Act,  the  insurance  premium 
securing  for  them  payments  for  every  class  of  accident  on  duty,  while  the 
Act  was  limited  to  cases  in  which  the  Company  could  be  held  to  be 
negligent.  Some  ill-feeling  against  the  Insurance  Society  was  worked  up  by 
agents  of  societies  like  the  "  Railway  Amalgamated,"  but  the  bulk  of  the 
men  shewed  by  their  voting  on  the  point  that  they  realized  the  advantages  of 
the  benefits  of  the  Society  in  which  they  themselves  had  so  large  a  control- 
ling power  rather  than  fall  into  the  hands  of  solicitors  dealing  with  a  new 
and  untried  Act  of  Parliament.  The  strong  attitude  taken  by  our  men 
placed  Mr.  McLaren,  the  member  for  Crewe,  in  some  difficulty,  as  he  had  to 
take  a  course  contrary  to  that  of  his  party  in  the  discussions  and  divisions  in 
the  House. 

Mr.  Kay,  who  had  retired  in  1885  from  active  railway  service,  did  not 
long  survive  his  withdrawal  from  duty.     He  was  seized  with  an  apopletic  fit 

while  travelling  from  Manchester  to  Crewe  on  29th  March,  and 

Death  of  Mt.   ^jg^j  at  the  Station  Hotel  on  the  31st.     His  funeral  took  place 
Thoi.  Kay,  Slst  '^ 

math,  1886.    at  St.  Paul's  Churchyard,  Kersal,  Manchester,  on   3rd  April, 

and  was  attended  not  only  by  all  the  chief  officers  of  the 
London  and  North-Westem  Line,  but  by  the  leading  Goods  Managers  of  all 
the  lines  with  which  he  had  had  friendly  relations  during  the  forty-three  yoivrs 
he  had  been  connected  with  the  railway,  including  Messrs.  J.  Thompson, 
Caledonian  Railway ;  Lambert  and  Stephens,  Great  Western  Railway ;  Ross, 
Bradley,  Sacr^,  and  C.  H.  Smith,  Manchester,  Sheffield,  and  Lincolnshire ; 
Ormerod,  Twelvetrees,  Collin,  and  Shaw,  Lancashire  and  Yorkshire ;  Pauling, 
North  Eastern  ;  and  many  other  representatives  of  the  carrying  trade  of  the 
kingdom. 

Two  of  our  leading  engineers  decided  to  retire  from  active  service  after 
many  long  years  of  duty,  and  a  farewell  banquet  was  given  to  them  at 

Euston  Hotel  in  July,  Mr.  Findlay  in  the  chair.     Mr.  Henry 

Me*^w^-  Woodhouse,   of    Stafford,    and    Mr.    S.    P.   Worthington,   of 

house  and      Manchester,  who  gave  interesting  sketches  of  their  early  history 

^Jn?^^ia»t°'    ^^^  progress  in  railway  life.     Both  had  seen  railway  travelling 

commence  in  their  respective  spheres,  and  had  had  considerable 

share  in  its  early  working — Mr.  Woodhouse  at  Longsight  and  Stockport  on 

the  early  Manchester  and  Crewe ;    Mr.  Worthington  had  been   fifty  years 
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connected  with  railway  engineering,  the  Lancaster  and  Carlisle  Railway,  as 
well  as  the  Caledonian,  having  been  the  scene  of  his  labours.  He  wrote  to 
me  after  the  banquet,  telling  me  how  greatly  he  had  felt  the  wrench  of 
breaking  off  the  official  connection  between  himself  and  the  officials  of  the 
North- Western  Company;  it  was  fifty  years  since  he  entered  the  office  of 
Joseph  Locke,  then  the  engineer  of  the  Grand  Junction  Line  from  Liverpool 
to  Birmingham,  and,  with  the  exception  of  a  few  years  spent  in  France  on 
the  Paris  and  Rouen  Railway,  all  his  time  had  been  spent  on  lines  connected 
with  the  West  Coast  route  to  Scotland. 

Mr.  H.  M.  Bradford,  who  had  for  many  years  been  one  of  Mr.  Woodhouse's 
assistants,  recently  on  the  Central  Wales  Division,  died  very  suddenly  in 
November. 

Mr.  Monckton  left  the  service  of  the  Company  in  July,  and  my  chief 
clerk,  Mr.  J.  W.  Widdowson,  was  succeeded  by  Mr.  Henry  Goulborn  in  the 
same  position. 

Mr.  Small,  of  Dundee,  a  very  old  member  of  the  railway  officers*  circle, 
who  had  in  later  life  had  the  chief  supervision  of  the  West  Coast  Joint 
(London  and  North-Western  and  Caledonian  Railway)  canvassing  staff,  died 
in  the  autumn,  and  was  succeeded  by  Mr.  Kinlock,  with  headquarters  at  Perth. 
Mr.  J.  P.  Knight,  of  the  Brighton  Company,  died  in  July;  and 
Mr.  Kelley,  who  had  been  with  the  Great  Western  Railway  at  Paddington, 
Chester,  and  Swansea — a  most  trustworthy  officer — ^resigned,  in  consequence 
of  ill-health,  in  June. 

Among  the  new  names  that  appear  in  the  January  Railway  Clearing 
House    Records    of   the   year    we    find    the   following : — Mr.    Chalk    for 
BaUway  Clear-  ^^'  Stride,  London,  Tilbury,  and  Southend ;    Mr.  Hamilton 
ing House      for    Mr.    Bradley,    Manchester,    Sheffield,   and   Lincolnshire; 
Repreaentatlvei. ^r.  Soar    for  Mr.   Powell,   District  Railway;    Mr.   Henshaw 
represents    the   Brecon    and    Merthyr;    Mr.    Garrow's    name    appears    as 
representing  Mr.  T.  Robertson ;  and  Mr.  Barker  acts  for  Mr.  Phillipps,  of 
the  North  Staffordshire ;  Mr.  Noble  acts  for  Mr.  V.  Hill,  Hull  and  Bamsley ; 
Mr.    Cartwright    represents    the    Wrexham,    Mold,    and    Connah's   Quay. 
Mr.  Curson  acts   as    Mr.  Aslett's  deputy  in   February,  and  at  the  tourist 
meetings  Mr.  Ramsden,  Junior,  represents  Mr.  H.  Cook,  and  Mr.  Cunning  the 
Portpatrick  and  Wigtownshire;  while  Mr.  W.  T.  Wheatley  appears  for  the  Girvan 
and  Portpatrick  Line,  and  Mr.  Ellison  the  Isle  of  Man  Steamboat  Company. 
In  June   Mr.  Rose   acts  for  Mr.  Cockbum,   London,   Chatham,  and 
Dover,  and  Mr.  Hepworth  for  Mr.  Maddock,  Lancashire  and  Yorkshire, 
at  the   meeting   called  as   to   provincial   newspaper   rates;  a  revision    in 
charges    for    the     conveyance   of   this    traffic    having    become    necessary 
in  consequence  of  the  alterations  made  in  the  parcel  rates  in  1885.     The 
scale  for  news  labels  was  correspondingly  modified. 

In  the  summer  Mr.  Oakley  once  more  took  up  the  reiterated  complaint 
of  the  late  issue  of  Time  Tables ;  and  once  more  the  Superintendents  agreed 
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that  the  tables  and  notices  of  changes  ought  to  be  in  the  hands  of  the  public 
four  days  before  the  end  of  each  month,  and  that  this  was  the  earliest  date  it 
was  practicable  to  adopt. 

The  Clearing  House  Superintendents  were  kept  busily  engaged  at 
numerous  meetings  dealing  with  proposals  submitted  through  Mr.  Somers 
Vine  as  to  the  railway  arrangements  and  facilities  to  be  extended  to  the  forth- 
coming Indian  and  Colonial  Exhibition,  so  soon  as  it* was  seen  that  the 
Companies  generally  could  not  concur  in  the  proposal  that  Mr.  Cook  should 
be  sole  railway  agent;  these  requests  were  made  officially  by  Mr.  Philip 
Cunliffe  Owen  on  behalf  of  the  Royal  Commission  appointed  to  carry  out 
the  Exhibition.  His  Royal  Highness  the  Prince  of  Wales  was  called  the 
Executive  President,  and  Mr.  Somers  Vine  the  Official  Agent  to  the  Royal 
Commission. 

It  was  at  first  desired  that  a  railway  bureau  should  be  attached  to  the 
Exhibition  and  that  recognized  Indians  and  Colonials  should  have  special 
tickets  issued  to  enable  them  to  visit  English  and  Scotch  towns  at  reduced 
rates :  it  was  ultimately  decided  that  a  special  ticket  office  should  be  established 
in  the  Exhibition  building  where  tickets  should  be  obtainable  for  English 

and  Scotch  destinations,  the  tickets  to  be  issued  by  clerks  under 

BaUway  Office  the  order  of  Mr.  Dawson,  of  the  Railway  Clearing  House.     A 

"^  Ooi(^ai  *    "  Railway  Lounge  "  was  organized  in  which  the  various  Com- 

ExMUtioxi,     panics  could  exhibit  their  bills  and  books,   no  attempt  at 

Hoiue  Ocmi^oL  canvassing  to  be  allowed.     The  Companies  agreed  to  honour 

these  tickets  by  any  route,  the  holders  of  return  tickets  could 
select  their  outward  and  homeward  route,  the  ticket  being  available  in  com- 
mon, the  receipts  being  divided,  one-half  for  the  outward  journey  and  one- 
half  for  the  return.  It  was  a  great  facility  extended  to  the  Colonials  and 
proved  that  the  lions  and  lambs  of  the  railway  world  could,  at  the  request  of 
the  Royal  Commission  and  its  Princely  President,  exist  quietly  together  in  the 
same  pasture. 

Artizans'  Associations,  School  Boards,  Workmen's  Clubs  and  such 
organizations  were  by  the  active  urgency  of  Mr.  Somers  Vine  being  worked 
up  throughout  the  Kingdom,  the  Mayors  of  towns  and  cities,  the  Chairmen  of 
Local  Boards,  &c.,  were  all  being  urged  to  aid  in  the  movement  to  visit  this 
Exhibition.  It  was  opened  by  Her  Majesty  Queen  Victoria  with  splendid 
pomp  on  the  4th  of  May,  and  the  grand  expanse  of  the  Albert  Hall  never 
shewed  to  finer  advantage  than  on  the  day  on  which  Her  Majesty  appeared 
there  on  the  occasion. 

In  addition  to  this  Exhibition  in  London,  there  were  traffic  arrange- 
ments for  the  provinces  in  connection  with  the  International  Exhibition  at 

Liverpool,  which  the  Queen  also  honoured  by  her  presence  ; 

ExMbmons  at  tj^g    gentlemen     who    negotiated    with    the    Superintendents 
t)otli  liivofpool 
and  Manobester.  ^6^6    Messrs.  Lee  Bapty,  and  Radcliffe.      Mr.  Radcliffe  was 

Mayor  of  Liverpool  at  the  time,  and  he  received  the  honour 
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of  Knighthood  from  Her  Majesty  as  Sir  David  Radcliffe.  He  is  now  one  of 
the  Directors  of  the  Lancashire  and  Yorkshire  Railway.  The  Exhibition  was 
open  for  two  years  1886  and  1887.  There  was  some  difficulty  in  selecting 
the  site  for  the  Queen's  reception,  as  the  Exhibition  was  close  to  the  extreme 
boundary  of  Liverpool,  and  it  was  naturally  thought  undesirable  that  any 
county  authorities  should  take  precedence  of  the  Mayor  of  the  city. 

Mr.  Lee  Bapty  acted  as  the  Representative  Agent  for  both  the 
Manchester  and  the  Glasgow  Exhibitions  which  followed  the  Liverpool 
one  in  successive  years,  and  all  in  their  turn  called  for  special  excursion 
arrangements  at  the  hands  of  the  Superintendents. 

Exhibitions  reached  their  maximum  during  1886-7,  and  in  the  winter  of 
1886  the  popularity  of  "  Olympia  "  was  at  its  height ;  it  was  organized  as  the 
National  Agricultural  Hall  Co.  and  Mr.  J.  S.  Wood  acted  as  Secretary.  The 
Hippodrome  performances  at  "  Olympia  "  were  exceedingly  popular,  and  the 
overcrowding  at  Addison  Road  at  the  close  of  the  performances  gave  rise  to 
much  difficulty  in  providing  accommodation  by  the  evening  trains. 

The  subject  of  "ticket  nipping"  arose  for  discussion  at  the  Clearing 
House,   Mr.   McLaren   urging   some  improvements.     The  Sub-Committee 

Ticket       reported  that  there  was   not  much  advantage  in  the  nipping 

"Nipping."     of  tickets    at    intermediate    stations;     the    Clearing    House 

reporting  that  the  labour  and  cost  involved  in  checking  the  interests  of 

Companies  whose  lines  had  been  used  in  error  was  not  justified  by  the  small 

result  obtained. 

Mr.  Tyrrell  submitted  a  new  nipper  capable  of  both  embossing  a  number 
on  the  tickets  and  of  nipping  out  a  small  portion  if  desired,  the  sample  ticket 
proposed  had  a  clear  margin  at  the  foot  along  which  a  considerable  number 
of  figures  could  be  embossed  without  any  mutilation  or  disfigurement  of  the 
ticket.  At  a  following  meeting,  Mr.  Mason  for  Mr.  Cockshott  submitted  a 
nipper  which  impressed  the  embossed  numbers  in  ink.  These  designs  were 
very  favourably  received  but  in  view  of  the  Sub-Committee  deciding  that  the 
collected  tickets  should  be  checked  by  end  numbers  only  no  further  action 
was  taken,  it  being  considered  the  duty  of  intermediate  Companies  to  make 
special  claim  for  their  own  protection  in  case  of  wrongly  used  tickets. 

Mr.  Cockshott  was  elected  Chairman  for  1887  at  the  usual  meeting  in 
October — this  meeting  was  attended  on  my  behalf  by  Mr.  Eddy  and  was  the 
last  meeting  at  which  he  represented  me. 

1886.  The  new  lines  affecting  the  North-Westem  which  were  opened 
during  the  year  were :  19th  Apnl,  the  W^st  Kirby  Extension  (joint  with  Great 

Western  Company),  the  line  running  from  Parkgate  to  Heswall, 
New  Llnei,  1886.  Thurstaston,  and  terminating  at   West  Kirby   with  a  station 

closely  adjoining  the  terminal  station  of  the  Hoylake  Railway. 
On  ist  July  the  line  from  Stalybridge  through  Micklehurst  to  Diggle,  a 
valuable  relief  line  for  our  Yorkshire  traffic  from  Manchester,  was  opened  for 
passenger  traffic,  three  or  four  months  after  it  had  been  in  use  for  goods 
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traffic.  The  course  of  this  new  line  is  nearly  parallel  to  the  old  one  via  Delph 
Junction,  but  it  runs  on  the  eastern  side  of  the  valley  which  is  the  dividing 
line  between  Cheshire  and  Lancashire,  and  rejoins  the  main  line  at  Diggle 
close  to  Standedge  tunnel  mouth,  where  the  four  lines  merged  for  the  present 
into  two ;  the  stations  upon  the  line  were  four  in  number,  vtz.^  Staley  and 
Millbrook,  Micklehurst,  Friezland,  Upper  Mill. 

In  October  the  junction  line  between  the  Manchester,  Sheffield,  and 
Lincolnshire  and  London  and  North-Westem,  between  Piatt  Bridge  and 
Hindley,  was  opened,  affording  a  shortened  route  between  Preston  and 
Manchester,  avoiding  Wigan.  Morecambe  Station,  a  terminus  for  the  London 
and  North-Westem  Railway  independent  of  the  Midland  Company  was 
opened  in  July,  and  Poulton  Lane  closed.  The  enlargement  of  Workington 
Station  with  four  lines  through  it  was  completed  in  November.  Leamington 
(Warwick)  Station  was  renamed  and  was  called  "Warwick  (Milverton)." 
The  station  at  Gower  Road  was  by  both  Great  Western  and  London  and 
North-Westem  agreed  to  be  called  Gowerton,  and  the  station  on  the 
Birkenhead  Joint  Line  having  the  very  common  name  of  Sutton  was  renamed, 
for  the  sake  of  distinguishment,  "  Little  Sutton."  The  slate  wharf  at  Deganwy 
on  the  Conway  estuary,  near  Llandudno  Junction,  was  brought  into  use  in 
the  spring  of  the  year. 

The  advantages  presented  to  American  travellers  by  the  extension  ot 
the  Lime  Street  Hotel  were  very  fully  set  out  in  the  Time  Tables  of  the 

Company,   its   propinquity  to  the  Lime   Street  Station,    its 
<Pgfj^     extensive  suites  of  bedrooms;    the    Omnibus    arrangements 

—  which  were  obtainable  at  the  Landing  Stage  in  accordance 

^"^otl^***    with  telegrams   despatched  by  customers  from   Queenstown, 

--  and  the  attendance  at  the  Stage  of  representatives  of  the  Com- 

T"^?Sii^*^"P^'^y  in  order  to  extend  any  required  facilities  in  reaching  the 
*  terminus.     In  the  January  Time  Tables  the  first  notice  as  to 
checking  of  baggage  through  from  New  York  appears  : 

The  London  and  North-Western  Railway  Company  are  now  prepared,  in  concert  with 
the  various  lines  of  Atlantic  steamships,  to  check  baggage  through  from  New  York  to 
London  on  the  system  usually  adopted  for  American  travel. 

Passengers  taking  their  tickets  by  London  and  North-Westem  route  can  have  articles 
of  baggage  intended  for  the  **hold"  of  the  steamer  checked  through  to  London  on 
application  to  the  Company's  agent,  Mr.  L.  J.  Trowbridge,  Washington  Buildings, 
3,  Broadway,  New  York,  who  will  arrange  for  the  transmission  of  the  baggage  and  for  its 
delivery  to  any  destination  in  London.  This  gentleman  will  also  make  all  the  necessary 
arrangements  for  dealing  with  the  baggage  throughout. 

Passengers  can  entirely  avoid  the  delay  that  arises  at  the  Landing  Stage,  Liverpool, 
while  waiting  for  their  baggage  to  be  passed  through  the  Custom  House  by  handing  their 
keys  appertaining  to  such  baggage  to  Mr.  Trowbridge  in  New  York,  who  will  arrange  for 
their  being  forwarded,  in  sealed  packets,  to  Liverpool  in  readiness  for  the  necessary  Customs 
inspection  at  that  port,  and  the  Railway  Company's  officers  at  Liverpool  will  arrange  for 
their  transmission  with  the  baggage  to  ihe  appointed  destination  in  London. 

Passengers  who  have  omitted  to  have  their  luggage  dealt  with  through  from  New  York 
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in  accordance  with  the  above  suggestions  can  have  it  checked  at  the  Landing  Stage  at 
Liverpool  to  any  destination  in  London  at  a  uniform  charge  of  2/-  per  article,  including  all 
cost  of  cartage  and  dock  porterage. 

A  similar  arrangement  is  also  in  operation  for  the  return  journey,  London  to  New  York. 

The  7.20  a.m.  train  from  London  is  still  described  as  the  proper  train  to 
adopt  to  secure  the  steamers  sailing  for  America  in  the  afternoon. 

The  Time  Book  of  the  Company  underwent   some  changes  in   the 
summer,  and  the  June  number  was  the  last  on  which  the  London  and  North- 
western route  was  shewn  by  the  long  "  red  line  "  stretching  over 
AlteratLon  in   the  country  from  London  to  the  extreme  North   of  Scotland, 

M^tu^'nme  ^^^  ^^^  ^^^  coloured  covers  which  had  been  adopted  for 

Book.  upwards  of  thirty  years  gave  way  to  a  more  attractive  lettering. 
The  large  folding  map,  which  invariably  tore  when  opened  out, 
was  done  away  with,  England  was  cut  into  two  portions,  was  surrounded  by 
a  blue  ocean  and  the  map  extended  conveniently  sideways  outside  the  letter- 
press when  opened.  These  maps  continued  in  use  till  1891,  when  type 
lettered  maps  (after  American  models)  took  their  place.  Great  Britain  was 
shewn  as  a  medallion  map  in  relief  on  the  first  issue,  but  after  fifteen  months 
a  more  serviceable  map  was  adopted. 

The  back  of  the  Time  Book  shewed  a  brilliant  arrangement  of  the 
Company's  Hotels  and  those  of  its  allies  in  circular  medallions,  Birmingham, 
Euston,  Liverpool,  Crewe,  Preston,  Greenore,  Blaenau  Festiniog,  Glasgow, 
Holyhead,  Dublin. 

In  July,  a  new  service  of  trains  from  Edge  Hill,  via  Bootle,  to  Southport 
was  brought  into  operation,  a  short  connecting  line  called  Bootle  Junction 
uniting  the  Lancashire  and  Yorkshire  and  London  and  North-Westem 
having  been  opened  in  June.  No  other  change  of  importance  except  the 
gradual  introduction  of  trains,  London  to  Manchester,  with  4^  hours  as  the 
fastest  time — the  10.10,  12.0,  and  5.30  had  4.20  minutes;  while  the  2.0  and 
4.0  p.m.  had  4.15  minutes  as  their  limit. 

In  November   a   new   departure   was   taken    in   order  to   avoid   the 

frequency   of  changes  and  to  curtail  expenses  of  Time  Table  issue,  it   was 

Time  Tftbies    decided  that  the  Time  Books  and  Bills  should  be  struck  off  as 

iB8nedfor4    ^^^    November    and    December,    1886,    and    January    and 

Months.       February,  1887. 

1887.  Following  the  scheme  for  issuing  the  Time  Tables  to  serve  for 
months  without  change,  those  for  the  London  and  North-Westem  Railway 
for  March,  April,  May  and  June  were  all  one  issue,  but  circumstances  in 
several   cases  compelled  subsequent  separate  issues. 

In  March  the  running  of  through  carriages  by  one  convenient  train  each 

way  between  Manchester  and  Pembroke  Dock,  thus   serving 

^2^M      Tenby,  was  announced  and  a  practical  use  was  made  of  the 

between       narrow  gauge  route  that  had  been  established  between  Whitland 

!Sd*^**b"    Junction  and  Carmarthen,  linking  up  the  two  narrow  gauge 

systems. 
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In  April  the  service  between  Rickmansworth  and  Euston  was  under 
consideration  owing  to  the  opposition  we  experienced  by  the  opening  of  the 
Metropolitan  Line;  through  carriages  without  change  at  Watford  were 
decided  upon,  and  two  trains  in  the  morning  up  to  London  and  two  back  at 
night  had  this  facility. 

In  July  an  acceleration  in  the  Scotch  express  took  place  which  was  not 

without  its  effect  in  a  future  year.    The  lo.o  a.m.  express  from  London  became 

Biiidit  Bootch  ^^^  ^"  Edinburgh  at  7.45  and  Glasgow  at  the  same  time.     The 

acoeieiratioii,    up  express  from  Edinburgh  was  run  separately  from  the  Glasgow 

lond^  and    ^^ain,  it  left  Princes  Street  Station  at  lo.o,  and  was  due  at  Euston 
Bdlnlrorght 

at  7.45,  while  the  lo.o  a.m.  from  Glasgow  remained  due  at  8.0 

p.m.  as  heretofore,  this  alteration  remained  in  force  till  the  end  of  September, 

when  the  service  reverted  to  the  old  hours  of  lo.o  a.m.  departure,  8.0  p.m.  arrival. 

The  notices  as  to  tourists  included  very  numerous  bookings  of  circular 
tours  in  Scotland,  but  no  arrangements  could  be  arrived  at  for  the  one 

particular  excursion  embracing  the  Caledonian  Canal  on  the 
^'JJ'^^jJ^J^  one  side  and  the  Highland  route  on  the  other.    The  announce- 
ments for  such  tours  in  1887  ^^^^  ^^^  extended  beyond  the 
Caledonian,  via  Callander  and  Oban,  with  McBrain's  steamers  via  Ardrishaig 
and  the  Crinan  Canal. 

In  North  Wales  a  very  extensive  list  of  circular  tours  was  announced, 
with  small  diagrams  in  the  programme  indrcating  the  routes. 

The  concession  for  tourist  luggage  sent  in  advance  was  announced  to 

be  one-half  of  the  general  excess  luggage  rate,  with  a  minimum  payment  of 

TooriBt        ^/"-    '^^^  hostility  of  the  other  Companies  to  a  charge  per 

Luggage       article  remained  throughout  the  negotiations,  but  the  concession 

^^*^^     for  the  conveyance  of  ordinary  passengers*  luggage  at  6d.  per 

article  still  remained  in  force. 

The  reduction  in  the  rates  for  conveyance  of  parcels  by  passenger  train, 
commencing  in    May,    1886,   was    shewn    to  have    rendered    unnecessary 
Van  Parcel     '^^  arrangement  that  had  been  in  force  for  many  years  of 
Bates         "Van  Parcels  Rate" — an  arrangement  whereby  heavy  parcels 
abrogated,      j^^^  ^gj^  taken  by  one  slow  train  daily  to  or  from  any  of  the 
large  towns  on  the  system  at  one-half  the  ordinary  parcel  rates,  the  packages 
in  question  being  marked  "  Van  Parcels."    Such  a  long-standing  arrangement 
could  not  be  abandoned  without  considerable  debate ;  a  Sub-Committee  of 
Superintendents  had  to  report  on  the  proposition,  which  was  ultimately  agreed 
to,  with  the  proviso  that  should  any  particular  traffic  be  found  to  be  pre- 
judicially affected,  it  should  be  subsequently  dealt  with. 

A  list  of  workmen's  tickets  was  given  in  the  December  Time  Table ;  this 

Workmen'!     i^^^^cated  a  considerable  extension  of  the  list  that  had  pre- 

Tickets       viously  appeared,  the  tickets  being  announced  from  all  the  large 

extended,      provincial  towns  to  the  various   suburban   stations   used   by 

workpeople ;  daily  and  weekly  fares  being  advertised. 
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1887.    Among  the  changes  in  the  Company's  officers  in  March,  Mr.  R.  D. 
Sharpe  was  appointed  to  take  charge  of  the  StafTord  and  Crewe  goods  district, 
Qj^^  .       in  the  place  of  Mr.  Sheppard ;  Mr.  H.  B.  Taylor  (son  of  Mr. 
Lb  ft  N.  w.     David  Taylor,  of  Liverpool),  succeeded  Mr.  Sharpe  at  Rugby. 
Offlcen.       'pjjg  agency  at  Bristol,  heretofore  held  by  Mr.  Singer,  was  trans- 
ferred to  Mr.  Chamock,  who  thus  gave  up  the  Wolverhampton  district,  in 
which  he  was  succeeded  by  Mr.  Mitchelhill. 

My  energetic  assistant,  Mr.  Eddy,  obtained  the  post  of  Assistant  General 
Manager  on  the  Caledonian  Railway,  Mr.  James  Thompson's  health  having 

given  way.      We  were    glad  to  find  all   our    friend's    vigour 

Temoves  to     thrown  into  the  support  of  a  company  working  in  such  close 

Oaiedonian     alliance  as  that  of  the  Caledonian,  and  we  had  the  satisfaction 

of  knowing  that  in  any  suggestion  he  made  for  improving  the 

train  service  to  and  from  Scotland,  he  was  thoroughly  acquainted  alike  with 

our  strong  as  our  weak  points.     It  seemed  strange,  however,  to  see  him  taking 

the  Chair  as  Caledonian  representative  at  the  West  Coast  officers'  meeting, 

which  he  did  for  the  first  time  on  14th  April. 

Mr.  Robert  TurnbuU  was  selected  to  succeed  Mr.  Eddy  as  my  Assistant, 
and  in  turn  Mr.  Jonathan  Groom,  who  had  been  Mr.  G.  Findlay's  confidential 

clerk  for  many  years,  was  appointed  District  Superintendent 
TarnimU       of  the  Southern  Divison;  his  in-door  office  training  had  not 
ai»pointed  hU  been  calculated  to  make  him  very  conversant  with  out-door 
management,  inseparable  from  his  new  position,  but  his  ex- 
perience and  caution  stood  him  in  good  stead,  and  enabled  him  very  shortly 
to  become  master  of  the  anxious  task  of  the  control  of  the  London  and 
Southern  District.     Mr.  Tumbull  acted  as  my  Representative  for  the  first  time 
at  the  Clearing  House  Meeting  in  July. 

Mr.  Trowbridge  having  been  recalled  from  America,  Mr.  J.  W.  Widdowson 

was  temporarily  detailed  to  fill  the  position,  and  his  name  was  substituted 

NewTork      for  that  of  Mr.   Trowbridge  in  the   notice   as    to  checking 

BeproMntatlye.  baggage ;    his    presence    in   the    States    rapidly    resulted    in 

Mr,  J.  W.      applications  for  insertion  by  other  lines  of  their  names  in  our 

wlddowioiL    programmes,   and  the  Northern    Pacific  and   Union    Pacific 

were  added  to  our  columns. 

Towards  the  close  of  the  year  still  further  changes  were  discussed,  and  as 
the  result  of  a  special  mission  to  New  York  by  Mr.  Michel,  it  was  decided  to 
MP  Baiattoni  ^PPO^^^t  Mr.  Barattoni  as  Resident  Agent  there,  with  Mr.  Wand 
finally        as  Assistant,  and  to  dispense  with  Mr.  Loveland  in  Liverpool, 
appointed,     ^j.  p  Thompson  was  appointed  to  succeed  Loveland,  with  the 
duty  of  meeting  all  the  incoming  steamers  at  the  landing  stage,  obtaining  omni- 
buses and  compartments  or  hotel  accommodation  for  the  American  travellers, 
a  task  which  he  thoroughly  entered  into,  and  for  years  undertook  with 
success. 

The  Manchester  and  Liverpool  Exhibitions  were  the  principal  provincial 
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attractions  of  the  year ;  sub-committees  dealt  with  the  details  of  the  agreed 

ExhiMti        t  ^^^"'^^ons,  Mr.  Shaw  taking  the  chair  at  the  Liverpool  settle- 

Kanohester,    ments,  Mr.  Mawby  doing  the  same  for  the  Manchester  ones. 

Liverpool,  and  The  Manchester  Exhibition  was  called  the  Jubilee  Exhibi- 

Leeds. 

tion ;  its  main  attraction  was  the  splendid  collection  of  pictures, 

painted  by  artists  during  the   fifty  years  of  Her  Majestjr's  rdgn.     It  was 

honoured  by  the  presence  of  the  Prince  and  Princess  of  Wales  at  its  opening. 

I  had  the  duty  of  seeing  Sir  Francis  Knollys  at  Marlborough  House  to  arrange 

for  the  Prince's  journey.     Mr.  Findlay  took  charge  of  their  Royal  Highnesses' 

train  through  to  Manchester  on  the  2nd  May.     A  special  passenger  station 

closely  adjoining  the  Exhibition  was  constructed  beyond  Old  Trafford ;  a  plan 

of  the  lines  and  stations  serving  the  building  was  given  in  the  Company's  Time 

Books. 

The  Liverpool  Exhibition  had  reference  to  the  benefits  of  Her  Majesty's 
reign  in  the  victories  alike  of  peace  and  war,  commencing  with  records  of 
the  Crimea,  and  extending  to  the  late  campaign  in  Egypt. 

Leeds  also  had  its  International  Exhibition  this  year  at  Saltaire. 

The  arrangements  for  the  American  Exhibition  in  London  gave  rise  to 
several  animated,  if  not  angry  debates.  Mr.  Whitley,  the  President  of  the 
Exhibition,  intimated  that  the  Exhibition  would  cover  twenty-three  acres 

adjacent  to  Earl's  Court,  West  Brompton  and  West  Kensington 
Exhiutioii  Stations;  that  it  was  expected  to  be  opened  by  cable  from 
at  Washington  by  the  President  of  the  United  States  at  2.0  p.m. 

on  znd  May ;  that  among  the  attractions  would  be  the  Wild 
West  Entertainment,  with  Buffalo  Bill  and  160  Indians.  The  ground,  it 
appeared,  largely  belonged  to  the  District  Railway,  and  it  was  elicited  that  the 
through  booking  to  the  Exhibition  was  to  be  a  "close  Borough"  for  the 
District  Line.  The  West  London  and  West  London  Extension  strongly 
objected,  and  the  necessity  of  a  foot-bridge  being  constructed  across  their 
line  to  connect  the  two  portions  of  the  Exhibition,  soon  formed  the  oppor- 
tunity for  obtaining  an  equal  footing  with  the  District  Company  in  the 
arrangements;  not  only  so,  the  Metropolitan  Railway,  represented  by 
Mr.  Bell,  brought  all  their  batteries  to  bear,  but  Mr.  Powell  and  his  able 
lieutenant,  Mr.  Soar,  insisted  on  that  traffic  coming  via  the  inner  circle.  The 
storm  settled  down  shortly,  and  in  all  the  subsequent  exhibitions  at  Earl's 
Court  the  West  London  Extension  Station  at  West  Brompton  has  had  its 
proper  footing. 

Another  of  the  stormy  questions  of  the  year,  so  far  as  tourist  bookings 
were  concerned,  arose  from  the  fact  of  a  strong  opposition  being  started 

against  the  old-established  Isle  of  Man  Company.    The  opposi- 

^T^ffl^**^     tion  was  organised  by  Mr.  Aspinall,  a  Manager  of  the  new 

Manx  Line  of  Steamers.     Their  fares  from  Liverpool  were  cut 

down  to  an  absurdly  low  figure  during  some  portion  of  the  struggle,  and  the 

through  fares  were  constantly  fluctuating  in  consequence. 
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In  September  some  further  prominence  was  given  to  this  traffic  by  the 
so-called  "  short  sea  route  via  Fleetwood,"  attention  being  especially  called  to 
the  fact  that  the  steamers  ran  alongside  the  railway  terminus  at  Fleetwood 
and  no  expense  was  incurred  in  the  transfer  of  luggage — an  announcement 
which  resulted  in  a  retaliatory  and  costly  expenditure  on  the  part  of  the 
Companies  interested  in  the  route  via  Liverpool. 

During  1886  and  1887  several  meetings  had  been  held  dealing  with 
suggested  modifications  in  the  Rules  and  Regulations,  and  on 

ReviBion  of     July  i8th,  1887,  the  closing  Report  was  issued  to  this  effect : — 

standard  Bnle 

Sqq^  Your  Committee  have  much  pleasure  in  reporting  that  the  diversity  of 

practice  in  the  use  of  Signal  Lights,  which  was  the  immediate  cause  of  their 

appointment,  and  under  which  the  purple  light  was  in  some  cases  used  as  a  danger  signal, 

and  in  others  as  an  all  right  signal,  has  been  obviated,   the  Great  Northern   Company 

having  discontinued  the  use  of  the  purple  light  as  an  all  right  signal,  and  the  London, 

Chatham,  and  Dover  Company  using  the  purple  light  as  a  danger  signal,  so  that  in  all  cases 

where  the  purple  light  is  now  used  as  a  fixed  signal  it  is  a  danger  signal. 

Your  Committee,  in  compliance  with  minute  S  759,  have  considered  whether  any 

modifications  of,  and  additions  to,  the  existing  Rules  and  Regulations  could  be  made  with 

advantage,  and  they  recommend  that  whenever  a  new  edition  of  the  book  of  Rules  and 

Regulations  is  printed,  the  modifications  and  additions  set  out  in  the  attached  appendix  be 

adopted. 

£.  M.  NEEDHAM,  Chairman. 

The  officers  present  at  the  final  meeting  of  this  Committee  were : — 

Mr.  Needham  ...  Midland  Railway,  Chairman. 

Mr.  Kempt  ...  Caledonian. 

Mr.  Mathieson  ...  Glasgow  and  South-West crn. 

Mr.  Robertson  ...  Great  Eastern. 

Mr.  Cockshott  ...  Great  Northern. 

Mr.  Burlinson  (for  Tyrrell)     Great  Western. 

Mr.  Maddock  ...  Lancashire  and  Yorkshire. 

Mr.  Neele  ...  London  and  North* Western. 

Mr.  Bradley  ...  Manchester,  Sheffield,  and  Lincolnshire. 

Mr.  McLaren  ...  North  British. 

Mr.  Christison  ...  North  Eastern. 

The  principal  points  in  these  Rules  were  the  modification  in  the  state- 
ment of  the  Fixed  Signals  at  night,  formerly  red,  green,  and  white.  The 
addition  to  the  rule  was  as  follows  : — 

On  lines  worked  on  the  Block  Telegraph  system  two  signals  only  are  exhibited  at  the 
Semaphore,  viz. :  danger  and  all  right,  the  red  light  being  in  all  cases  the  danger,  and  the 
white  light  generally  the  all  right  signal ;  but  some  Companies  use  the  green  light  as  the  all 
right  sit^nal  in  all  cases,  and  others  (who  use  the  red  and  white  signals),  use  a  red  and  a 
green  light  in  the  case  of  junction  signals  in  order  to  mark  the  position  of  the  junctions. 

The  addition  to  the  rules  as  to  the  caution  necessary  on  the  part  of 
signalmen  in  lowering  the  home  signal  when  trains  were  not  intended  to  go 

beyond  the  starting  signal,  were  fully  elaborated,  and  so  were 

tL\m^       the  instructions  as  to  guards  and  firemen  going  up  to  the  signal 

boxes  in  cases  of  detention  specifying  when  the  front  guard  and 

when  the  rear  guard  should  act.     The  prohibition  as  to  allowing  trains  to 
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proceed  in  foggy  weather  or  falling  snow  to  stand  at  advanced  starting 
signals  was  introduced,  and  carefully  worded  amendments  as  to  fog  signalling 
incorporated.  Slip  coaches  \\'ere  also  dealt  with,  and  special  regulations 
put  in  force  for  slip  carriages  ivhen  run  over  foreign  lines,  each  Company 
being  left  to  adopt  its  own  practice  in  so  far  as  local  traffic  is  concerned. 
The  London  and  North-We.'itern  Company  at  that  time  had  entirely 
discontinued  the  use  of  shp  carriages,  and  their  amended  Rule  Book  stated 
the  fact. 

Fog-signalling  apphances  were  still  further  debated,  and  it  was  reported 

th.ll  several  of  the  Companies,  including  the  London  and  Noith-Western, 

were  evpenmenting  with  a  view  to  adopt  some  audible  signal  in 

appiSLncM*  addition  to  the  out-door  signals,  either  electrical  or  mechanical, 

as  a  guide  to  drivers  in  fogs,  but   nothing   of  a   satisfactory 

nature  was  evolved. 

The  regulations  for  the  use  of  the  Continuous  Brake  (but  only  in  very 

general  terms,   owing  to  want  of  uniformity    in    the    appliances    of   the 

Companies),  were  incorporated  in  the  amended  rules,  and  con- 

"an^fc""     siderable  extension  of  distances  requisite  for  protecting  trains 

in    cases   of  accident,    were    recommended ;    most    of   these 

suggestions  following  on  some  special  accident  or  e'icape  from  accident,  which 

the  recent  experience  of  the  members  of  the  Conference  had  furnished. 

On  this  ground  these  amended  regulations  incorporated  an  addition  to 
Rule  iSiA,  which  the  London  and  Norlh-Western  Company  had  added  as 
far  back  as  November,  1883,  vh.  : — 

After  nhuniinc  (>pvriiiiiins  of  Rny  description,  the  lignilman  must  see,  or  hive  word 
from  the  guard  (or  if  k  shunter  ha»  been  employed,  then  frnm  him),  that  the  cnrriigM  or 
other  vehicle?  have  lieen  left  secure  on  ihc  lidinip,  and  that  Ihe  miin  lines  ore  cleat,  before 
lowering  the  signals  to  allow  any  train  or  engine  to  pass.  In  the  case  of  a  light  engine,  the 
fiirman  will  lie  held  reil>on»blc  for  advising  the  signalman. 

The  only  new  name  appearing  on  the  Superintendents'  Usts  in  1887  was 
that  of  Mr.  J.  Noble,  who  is  announced  at  the  January  meeting  as  represen- 
tative of  the  Garstang  and  Knot  End  Railway. 

Mr.  McLaren  gave  notice  of  the  opening  of  the  New  Tay  Viaduct  on 
20th  June,  1887,  and  consequent  discontinuance  of  Broughty  Ferry. 

Mr.  McLaren  was  elected  Chairman  for  the  year  18S8, 

Mr.  John  Partington"  had  for  some  time  been  urging  the  advisability  of 
the  Company  printing  their  own  tickets  rather  than  continue  their  supply 
from  Edmondson'.s,  showing  how  very  frequently  when  excursions 
*'^^^^were  arranged  at  short  notice,  or  a  special  party  had  to  be 
provided  for,  the  tickets  could  be  readily  printed  at  Eusion 
without  any  loss  of  time  in  sending  lo  Manchester  or  elsewhere  for  the 
supply.  The  Directors  yielded  to  his  persistency,  and  a  small  office  was 
started,  which  has  developed  into  a  very  serviceable  and  economic  organisation. 

*  Mr.  Partinglon  died,  after  a  abort  illness,  at  Brighton  in  April,  1901. 
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The  extension  of  the  traffic  in  fruit  from  the  Kentish  district  for  Scotland 
and  the  North  of  England  led  to  the  provision  of  special  fruit  vans.     The 

necessity  for  keeping  the  fruit  cool  on  the  journey,  and  at  the 

RoiUng  stock,  same  time  excluding  dust,  taxed  the  talent  of  our  Wolverton 

PtaltVana.    establishment:  but  Mr.  Park  brought  out  a  very  serviceable 

Lnggmse  vZa.  ^^ig"»  which  has  been  found  to  meet  the  requirements.     A 

new  form  of  dog  carriage,  in  which  I  took  interest,  and  which 
was  much  lauded  in  the  Press,  was  also  brought  out  this  season,  and  was  very 
much  in  request  by  sportsmen.  An  additional  fecility  in  the  shape  of  open 
vans  for  dealing  with  luggage  by  the  busy  tourist  trains  was  also  commenced 
this  year,  a  sample  vehicle  being  submitted  for  approval,  and  adopted. 

The  delays  experienced  in  working  portions  of  single  line  under  the 

train  staff  and  ticket  system  had  been  so  much  felt  that  the  announcement  of 

Train  Staff     ^^®  introduction  of  the  "  electric  tablet "  system  was  received 

deiayi  in      with  much  satisfaction.    It  was  patented  by  Tyer.    The  "  tablet " 

working  traffic.  ^^^^  ^^^^  instead  of  the  "  staff"  as  the  authority  for  travelling 

Electric  touiet  over  a  single  line,   and,  being  obtainable  at  either  end   it 

afforded  a  freedom  in  working  which  the  train  staff  did  not 
afford — by  a  system  of  electric  locking  in  cylinders  at  both  ends  of  the  single 
line,  one  tablet  only  at  a  time  could  be  obtained,  and  this  only  upon  the 
insertion  of  the  tablet  in  the  instrument  at  the  other  end,  thus  forming  the 
secure  authority  for  trains  or  engines  holding  the  freed  tablet  to  pass  along 
the  single  line.  The  Scotch  Companies  adopted  the  tablet  in  the  first 
instance,  Mr.  Currer,  the  Caledonian  District  Superintendent,  being  a  strong 
advocate  for  its  use. 

The  adoption  of  the  tablet  system  in  lieu  of  the  staff  did  not  meet  with 
approval  on  the  London  and  North-Westem.     Mr.  Tyer  was  good  enough  to 

explain  its  working,  and  a  piece  of  single  line  between  Bedford 
^t«ff*terted"  and  Sandy  formed  a  very  suitable  place  for  the  introduction  of 

the  new  mode  of  working;  but  the  "  staff"  was  the  predominant 
L.  and  N.-W.  idea  of  single  line  working.  Mr.  Thompson,  of  the  signal  depart- 
ment, who  had  aided  Eddy  in  his  A  B  C  scheme  for  station  interlocking,  now 
brought  out  a  proposal  for  electric  train  Staff  instead  of  tablet,  and  it  was  tried 
at  Bedford  experimentally,  and  ultimately  adopted,  not  only  there,  but  is 
now,  as  "  the  Webb-Thompson  electric  tram  staff,"  in  very  general  use 
on  the  lines.  The  rules  for  electric  tablet  and  for  electric  staff  working 
were  incorporated  subsequently  in  the  Clearing  House  Standard  Rule 
Book. 

The  Jubilee  of  Her  Majesty's  reign  was  distinguished,  so  far  as  the 

North-Westem  Railway  Company  was  concerned,  by  the  conferring  of  a 

baronetcy  on  Mr.  Moon.     It  was  not  known  till  the  Directors 
Baronetcy 
conferred  on    ^"d  officers  met  at  the  large  offices  at  Westminster  on  Jubilee 

Mr.  R.  Moon,    Day  that  such  a  distinction  had  been  conferred.     There  were 

1887 

many  congratulations  extended  to  him  on  the  occasion. 
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Sir  Richard  subsequently  told  me  that  it  was  far  from  his  wish  to  have 
accepted  the  title ;  but  it  appeared  that  the  letter  conveying  the  intimation  of 
the  intended  honour  arrived  during  his  absence  from  home,  and  was  opened 
by  some  member  of  his  family.  Had  the  letter  come  to  his  own  hands  he 
should  have  declined  the  honour,  but  the  members  of  his  family  deprecated 
any  such  course  ;  and  the  Board  passed  a  most  congratulatory  minute  on  the 
occasion. 

On  the  4th  July  the  Queen's  Jubilee  was  celebrated  at  Crewe,  as  well  as 

the  50th  anniversary  of  the  opening  of  the  Grand  Junction  Railway  through 

Jubilee        Crewe,  the  completion  of  the  three  thousandth  engine  built  in 

Celebration  at  Crewe  Works,  and  the  dedication  of  the  Public  Park  for  Crewe. 

Grewe,  1887.     ^  grand  banquet  was  given  at  the  works — Mr.  Holland  Hibbert, 

Mr.  Thompson  (Chairman  of  the  Midland  Company),  and  the  Bishop  of 

Chester  being  among  the  speakers.     Jubilee  medals  were  delivered  to  the 

officers.      Rain  unfortunately  somewhat  spoilt  the  procession  arranged  in 

connection  with  the  opening  of  the  park — twenty-eight  acres  of  ground  given 

by  the  Company,  increased  to  forty  acres   by  the  generosity  of  adjoining 

landowners. 

On  the  same  evening  I  managed  to  attend  the  reception  given  by 
Mr.  Gillig  at  the  Grosvenor  Gallery  in  London,  Mr.  J.  G.  Blaine,  Newman 
Hall,  Broadley,  Henry  Irving,  and  several  stage  celebrities  being  present. 

In  May  I  had  an  interview  with  Colonel  Collins  as  to  the  intended 
journey  of  the  Princess  Louise  to  Liverpool,  and  afterwards  saw  Her  Royal 

Highness  and  Lord  Lome  leave  Euston  on  Sunday  afternoon, 

Qf  15th  instant,  as  arranged  with  Colonel  Collins.     Prince  Albert 

Kembers  of    Victor's  intended  visit  to  Ireland  in  June  entailed  an  interview 

yai    amuy.  ^^^j^  Captain  Greville  at  Marlborough  House,  and  on  the  27th, 

being  in  North  Wales,  I  accompanied  the  Irish  Mail  train  by  which  His  Royal 

Highness  and  his  brother  travelled  from  Chester  to  Holyhead,  and  saw  them 

start  by  the  steamer  "  Ireland  "  (then  recently  placed  on  the  mail  route)  for 

Kingstown. 

On  1 7th  October  we  had  a  plethora  of  Royalties  at  Euston.  The  Duke 
of  Teck  left  at  12.10,  H.R.H.  the  Prince  of  Wales  left  at  3.0,  and  Prince 
Albert  Victor  same  day  at  4.30  p.m. ;  the  Prince  of  Wales  returning  on  the 
22nd  from  Easton-Neston,  Blisworth,  to  London  by  special  under  my  charge. 

The  Prince  and  Princess  left  Euston  on  the  15  th  of  December  for 
Berkhamsted,  and  on  the  19th  they  returned  by  an  early  train,  reaching 
Euston  at  11. 15  a.m. 

The  Princess  Royal  of  Germany  with  Count  Seckendorf  left  on  7th  July 
for  Aylesbury,  and  the  same  day  the  Lord  Mayor  of  London  went  down  to 
Blackpool  by  the  lo.o  a.m.  train,  and  from  Preston  to  Blackpool  by  special. 
The  town  was  illuminated,  and  a  regular  military  display  took  place  in  Raikes 
Gardens  in  his  honour.  A  splendid  banquet  in  the  pavilion  on  the  North 
Pier  brought  the  day's  performance  10  a  termination. 
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Late  in  the  autumn,  14th  October,  H.R.H.  Princess  Christian  and 
H.R.H.  Prince  Alexander  of  Battenberg  went  down  by  night  train  from 
Euston  to  Ballater. 

In  May  I  had  to  call  at  the  offices  of  the  Hawaiian  Legation  as  to  the 
arrangements  for  the  visit  of  Kapiolani,  the  Queen  of  the  Sandwich  Islands, 

and  on  4th  June  I  travelled  from  Liverpool  in  charge  of  the 
ii?LlTe™oL** ^^^'^  by  which  she  journeyed,  accompanied  by  her  sister, 
Liliokilani  (who  aftenvards  came  to  the  throne).  The  train 
stayed  at  Rugby  to  allow  time  for  these  Royalties  to  dine;  while  at  that 
station  the  Queen  saw  a  little  girl  who  had  been  out  "  Maying  "  carrying  a 
large  bundle  of  May  in  her  hands,  she  particularly  requested  some  of  the 
May-blossom — it  was  quite  an  unknown  plant  to  her. 

The  train  continued  as  a  special  train  from  Rugby  to  Peterborough, 
where  I  handed  it  over  to  Mr.  Norton,  one  of  the  oldest  officers  of  the  Great 
Eastern  Company. 

At  Rugby  I  had  asked  the  favour  of  the  signature  of  the  Queen  Kapiolani 
in  my  birthday  book  which  I  happened  to  have  by  me.  The  name  was 
written  by  the  sister,  Liliokilani,  who  told  me  that  she  always  wrote  for  her 
sister,  she  could  manage  it  far  better. 

A  singular  accident  brought  me  into  communication  with  Lord 
Gormanston.     Early  in  November  His  Lordship,  his  family,  and  household 

were  passengers  by  the  up  Holyhead  express.     When  nearing 

Loxd  GormaiM-  Bletchley,  while  the  train  was  travelling  at  fifty  miles  an  hour,  a 

ton's  party  near  young  woman,  having  His  Lordship's  little  boy  in  charge,  by 

some  means  fell  out  of  the  train.  It  was  surprising  that  she 
was  not  killed  on  the  spot,  but  such  was  not  the  case.  She  fell  so  close  to 
the  adjoining  set  of  rails  that  the  down  newspaper  train  cut  off  a  lock  of  her 
hair.  The  young  woman  was  not  missed  at  first,  but  owing  to  the  open  door 
being  noticed  the  train  was  signalled  to  be  stopped  at  Leighton,  and  thence 
Lord  Gormanston  returned  to  enquire  after  the  unfortunate  maid.  Notwith- 
standing the  scalp  wounds  and  the  shock  the  young  woman  recovered. 

The  Great  Western  Company  and  the  railway  world  in  general  lost  a 
valuable  officer  and  a  very  worthy  man  by  the  death  (October  7th,  1887)  of 
Mr.  James  Grierson.  He  was  a  most  courteous  man,  and  though  he  had 
very  keen  differences  with  our  people,  his  tact  and  discretion  always  avoided 
any  open  rupture.  The  remark  he  made  to  me  at  the  close  of  a  long  fight 
over  a  disputed  new  line,  when  the  Committee  gave  a  decision  adverse  to  his 
side — "  There  is  always  a  to-morrow  in  these  cases  " — seemed  to  be  quite  a 
consoling  sentiment  to  him.  If  he  lost  his  case  to-day  he  always  looked 
forward  to  "to-morrow."  He  had  been  a  lifelong  friend  of  our  General 
Manager,  and  at  the  largely  attended  funeral  no  more  sincere  mourner  was 
present  than  Mr.  Findlay.  Mr.  Grierson  was  succeeded  by  Mr.  Henry 
Lambert  at  Paddington  as  General  Manager  of  the  Great  Western.  I  do 
not  think   our  Chairman  quite  appreciated  one  of   his   quondam  officers 
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becoming  General  Manager  of  the  Great  Western  line  and  taking  the 
lead  at  the  Joint  Conferences  between  the  two  lines. 

1888.    With  the  opening  of  the  year  took  place  the  opening  of  a  through 
service  connecting  the  Great  Western  with  the  North- Western  at  Willesden 

Junction,  a  service  of  eight  or  nine  trains  each  way  being 

^JjJ^jJJ'J^   established  between  Southall,  HanwelL  EaUng,  Acton  Wells 

wm«0a«n     Junction,  and  Willesden.      The  trains  were  run  to  the  Upper 

irtT*^**1w8L    ^^^^  Station  at  Willesden,  and  a  convenient   arrangement 

for  dealing  with  them,  so  as  to  stand  clear  of  main  lines, 

was  established  at  Harlesden  Junction. 

In  March  a  short  line  from  Weedon  to  Daventry  was  opened,  and  an 
improvement  made  in  the  lines  at  Weedon  Station ;  the  platforms  and  upper 

level  booking  office  being  removed  to  the  North  side  of  the 

Daventry  t.iw  high  road  which  crosses  the  line  at  this  spot    A  connecting 

opened,       siding  into  the  Government  Stores  was  also  formed,  and  the 

^"'^  moveable  bridge  over  the  canal  relegated  to  the  goods  lines. 

A  new  station  between  Brondesbury  and  Finchley  Road,  called  West  End 

Lane,  was  opened  for  traffic.    The  stages  between  the  two  stations  named 

were  very  short,  but  the  rapid  growth  of  population  around  West  Hampstead 

fully  justified  the  experiment  of  opening  an  additional  station. 

In    May    the    South   curve,  connecting  Lancaster  with 
T^tt^wtMtiw  to    Morecambe  by  a  direct  line,  was  opened,  and  the  service 

Horecambe,     heretofore    afforded,    via    Hest    Bank,    was    reduced    to    a 

opened  Kay,  U88L     .  . 
^^^^^        mmimum. 

In  June  another  through  service  of  an  important  character  was  arranged, 

that  of  a  direct  train  from  Birmingham,  via  Rugby,  to  Peterborough  and 

,     ^         March,  and  thence  to  Parkeston  Quay,  Harwich,  running  so 

from  Birming-  ^  ^o   suit  the   departure   of  the   night   boats   for  Antwerp. 

liamTi&Bngby  After  several  interxiews  with  the  Great  Eastern  Company's 
and  Peterboro'.  ^    .  ,  .  j  ^-       j 

representatives  a  very  good  service  was  arranged,  so  timed, 

indeed,  as  to  enable  passengers  from  Glasgow  and  the  North  of  England,  and 

those  by  Irish  Mail  from  Holyhead,  to  join  the  train  for  Harwich,  and  it  be- , 

came  a  travellers*  joke  that  at  Rugby  passengers  must  "change  here  for 

Amsterdam,  Rotterdam,  and  Hamburg." 

In  the  same  month  another  connection  of  a  different  character  was  made 

between  the  Great  Eastern  and  the  North-Westem  Lines.     This  was  at  Gospel 

Oak,  where   the   train  service  of  the  former  Company,  from 

jSntWattOTL  Chingford,  Walthamstow,  and  South  Tottenham  to  Highgate 

Road,   was  extended  to  Gospel   Oak,   and  there  formed  a 

terminus.     The  Midland  Company  subsequently  joined  the  Great  Eastern  in 

the  running  of  some  of  their  suburban  services  to  this  place,  with  the  result 

that  this  station  ultimately  came  under  joint   staff  and  management  as  a 

passenger  exchange  station,  but  without  any  physical  junction. 

In  July  there  came  into  force  a  highly  important  train  service,  bringing 
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the  Great  Western  and  the  London  and  North- Western  into  most  friendly 

relationship.      This  was  the  establishment  of  a  new  arterial 

BeTmT^^iel  ^^"^^  ^^  three  well  equipped  and  well  planned  trains  running 
Roate.        daily  between  the  two  systems,  North  and  West,  through  the 

BrifltoitoGre      Severn  Tunnel — Bristol  being  the  principal  point  aimed  at  on 

the  one  side,  with  Leeds,  Glasgow,  Manchester,  and  Liverpool 

on  the  other,  the  trains  running  via  Crewe,  Shrewsbury,  and    Hereford, 

avoiding  Newport  itself  by  a  sharp  curve  at  Caerleon;    the  vehicles  from 

Cardiff  and  Newport  being  brought  to  Pontypool  Road,  where  a  junction 

was  effected  with  the  new  trains. 

Sleeping  carriages  were  run  by  the  night  trains  between  Glasgow  and 
Bristol,  and  an  important  traffic,  for  which  Birmingham  had  long  been  the 
point  of  exchange  between  ourselves  and  the  Midland  Company,  now  found 
a  totally  different  course  along  the  joint  London  and  North-Western  and 
Great  Western  Lines  through  Hereford.  Consequent  on  the  extension  of  the 
Midland  Company's  system  to  Manchester  and  to  Liverpool,  an  attempt  had 
been  strongly  made  by  them  to  force  the  traffic  from  Bristol  and  Gloucester 
to  Lancashire  round  by  Derby,  so  as  to  avoid  the  transfer  of  their  passengers 
to  us  at  New  Street,  Birmingham,  and  with  this  object  some  of  their  best 
expresses  were  run  from  Cheltenham  through  to  Derby,  avoiding  Birmingham 
entirely. 

It  will  easily  be  understood  how  much  correspondence  was  entailed  in 
the  final  completion  of  this  new  Severn  Tunnel  train  service,  aflfecting  the 
Caledonian  as  well  as  the  two  running  companies.  The  locomotive  and  the 
carriage  departments  were  alike  interested ;  the  guards  had  to  be  specially  in- 
structed in  their  new  route ;  the  Great  Western  officers  went  heart  and  soul 
into  the  scheme,  and  it  worked  well  and  smoothly,  but  both  Crewe  on  the 
one  side  and  Bristol  on  the  other  reahzed  an  additional  burden  to  already 
crowded  platforms. 

If,  however,  the  arrangements  between  the  North-Westem  and  the  Great 

Raoe  to       Western  were  assuming  a  very  friendly  aspect,  those  between 
EdininiTgii,     the  North- Western  and  the  Great  Northern  did  not  run  quite 

1888. 

Oreat  Northern  so  smoothly.     This  year  was  distinguished  as  that  of  the  race 
and  Eatt  Goast  ^o  Edinburgh. 

Mr.  Cockshott,  the  Superintendent  of  the  Great  Northern  Railway,  had 
always  been  an  advocate  with  his  Directors  for  speed  as  the  great  factor 
in  retaining  traffic  between  competitive  points,  while  our  Chairman  was 
constantly  impressing  on  our  Manager  and  his  subordinate  officers  the  im- 
portance, in  a  dividend  point  of  view,  of  economy  in  the  expenditure  of 
locomotive  and  running  expenses  and  of  avoiding  excessive  speed.  Forty  miles 
an  hour  was  about  his  standpoint,  and  he  ridiculed  the  idea  of  speed  prestige 
being  any  advantage. 

In  conversation  with  Mr.  Cockshott  the  fact  was  continually  pressed  by 
him  that  the  Leeds  and  London  traffic  was  swept  by  the  Great  Northern 
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owing  to  their  superior  speed  and  consequent  shorter  time  between  those  two 
towns,  and  he  openly  warned  Mr.  Needham,  of  the  Midland  Company,  that 
whatever  time  that  Company  might  choose  to  fix  between  Leeds  and  London 
he,  for  the  Great  Northern,  would  arrange  to  leave  Leeds  after  him  and 
reach  King's  Cross  before  him. 

Now  without  ever  saying  anything  so  pointedly  as  to  our  competition  to 
Edinburgh,  I  am  satisfied  his  mind  was  quite  as  determined  that  we  should 
not  run  on  equality  to  Edinburgh.  The  long  continuance  of  the  English 
and  Scotch  Traffic  Agreement,  which  had  been  in  force  since  1856,  had 
given  the  North-Western  system  a  proportionately  smaller  division  of  the 
London-Edinburgh  traffic  than  the  East  Coast;  owing  to  the  fact  that 
under  it  the  far  larger  share  of  the  London-Glasgow  had  fallen  to  the  West 
Coast  route,  but  when  the  divisional  agreement  terminated,  the  two  routes 
were  thrown  on  to  their  own  resources,  and  the  flow  of  the  Edinburgh  traffic 
having  so  long  been  accustomed  to  the  King's  Cross  route,  there  was  very 
much  lee-way  to  be  made  up  before  anything  approaching  equality  could  be 
hoped  for. 

So  strong  indeed  was  the  hold  the  Great  Northern  had  on  the  traffic  that 
they  allowed  the  London  and  North-Western,  without  challenge,  to  announce 
ist,  2nd,  and  3rd,  by  the  lo.o  a.m.  express  from  Euston  to  Scotland,  while  their 
competitive  train  from  King's  Cross  was  restricted  to  ist  and  2nd  class  only. 

In  November,  1887,  however,  the  Great  Northern  intimated  that  they 
intended  carrying  3rd  class  by  their  lo.o  a.m.  express  train.     Prior  to  this 

_^ .    their  3rd  class   passengers   had   left   King's  Cross  at   10.35, 

afforded  hy  the  reaching  Edinburgh  in  ten  hours,  and  Glasgow  in  a  little  under 
two  competing  twelve  hours ;  those  by  the  North-Western  having  taken  about 

ten  hours  to  Edinburgh  and  ten  to  Glasgow. 

The  advantage  thus  given  to  the  East  Coast  3rd  class  passengers 
remained  unattacked  during  the  winter ;  but  it  was  known  that  we  were 
dissatisfied  with  the  position,  and  one  or  two  interviews  with  the  Great 
Northern  showed  that  they  were  anticipating  some  action  on  our  part. 

In  June,  1888,  it  was  announced  that  the  lo.o  a.m.  express  from  Euston 
would  complete  the  journey  to  Edinburgh  and  Glasgow  in  nine  hours.  The 
following  tables  show  the  difference  in  the  running  between  January  and 
June  : — 


II  55 
I  40 


JANUARY. 

a.m. 

Euston     ... 

•••          •••          ••• 

10    0 

Willesden 

■••          ■••          ••■ 

•  •• 

Rugby 

•••          ■>•          •■• 

II  50 

off 

Crewe 

•••          ■••          ••• 

I  33 

off 

Preston    . . . 

•  •  •     •  •  •  cirr* 

dep. 

245 

„«, 

Preston   ... 

r 

3  10 

Carlisle   . . . 

arr. 

5  17 

Carlisle  ... 

dep. 

•  •• 

Edinburgh 

arr. 

•  •• 

Glasgow 

arr. 

8   0 

Perth 

• .  •     ...  arr. 

9  35 

3  17 
5  37 

•  •  • 

8    o 


JUNE. 

a.m. 

a.m. 

Euston 

•••          •••          ••• 

10    0 

1030 

Willesden  ... 

•••          •••          ••• 

10  12 

•  •  ■ 

Rugby 

...II  42  off 

II  47 

•  •• 

Crewe 

...   I  15  off 

I  22 

••• 

Preston 

•••             •••             ••• 

2  22 

•  •• 

Preston 

dep. 

247 

•  •• 

Carlisle 

•••          •••          ••• 

440 

•  •• 

Carlisle 

dep. 

■  •  ■ 

•  •  • 

Erlinburgh... 

••■          •••          ••• 

7    0 

•  •• 

Glasgow     ... 

•••         •••          ••• 

7    0 

•  •  • 

Perth 

■••          ••■          ••• 

■  •  • 

9  ^? 
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The  Great  Northern  very  shortly  after  the  issue  of  these  June  Time 
Tables  by  the  London  and  North-Westem,  gave  public  notice  that,  com- 
mencing in  July,  the  East  Coast  Companies  would  accelerate  their  Edinburgh 
and  Glasgow  services  from  London*  and  make  the  time  to  Edinburgh  eight 
and  a  half  hours  and  Glasgow  nine  hours  fifty  minutes. 

Notwithstanding  this  action  by  the  Great  Northern,  the  London  and 

North-Western  put  out  their  Time  Tables  dated  for  "July,  August,  and 

September,"  with  the  times  adopted  for  June  still  continued ;  but  they  were 

not  destined  to  continue  undisturbed.     Much  dissatisfaction  was  felt,  both 

by  the  Caledonian  officers  and  some  of  the  head  authorities  at  Euston,  at  the 

"  back  seat "  position  thus  thrust  on  the  Royal  Mail  route.     After  one  or 

two  conferences  with  the  Caledonian  a  change  was  determined  upon,  and 

late  in  the  month   of  July  (not  till  the  27th),  the  special  issue  of   West 

Coast  Time  Tables  for  August  took  place.     This  showed  an  announcement, 

on  the  part  of  the  London  and  North-Western  and  Caledonian,  that  the 

1 0.0  a.m.  express  would  run  to  Edinburgh  in  eight-and-a-half  hours  (same  as 

Great  Northern)  and  Glasgow  in  nine  hours,  in  accordance  with  the  following 

Time  Table  : — 

for  for 

Edinburgh.      Glasgow. 

p.in.      p.iii.        pjn.  p.iii. 

Preston dep.  242  ...  247 

Carlisle 427  432  440  447 

Efdinburgh    ...  arr.  6  30  •..  ...  ... 

Glasgow        ...  arr.    •••  •••  7    ^  •*• 


a.in.  8Lin* 

London    10   o 

Willesden  Junction       ...  10    9  10  11 

Rugby      II  42  II  47 

Crewe      I  15  i  22 

Preston    arr.    2  22 


Late  as  it  was  in  the  month  of  July  that  the  news  of  the  West  Coast 
step  towards  equality  could  have  reached  King's  Cross,  the  Great  Northern 
authorities  lost  no  time  in  making  a  further  advance;  and  by  the  ist  of 
August  they  had  arranged  for  an  eight  hours*  service  to  be  given  by  their 
train,  London  to  Edinburgh. 

It  was  not  till  Thursday,  the  2nd  of  August,  that  the  London  and  North- 
Western  Directors'  Special  Committee  decided  to  make  a  similar  acceleration, 
and  I  was  instructed,  in  company  with  Mr.  Whale,  of  the  Locomotive 
Department,  to  meet  the  Caledonian  officers  and  arrange  it. 

That  night  we  travelled  down  by  limited  mail  to  Glasgow.  Early  on 
Friday  morning  we  met  Messrs.  Eddy  and  Kempt,  both  eager  for  the  fray, 
and  fully  settled  details  with  them  for  the  acceleration  and  duplication  of  the 
trains,  to  commence  on  Monday,  6th  August.  By  ten  a.m.  on  the  3rd  we 
were  on  our  homeward  journey,  meeting  en  route,  according  to  telegraph 
appointment,  the  various  district  officers  affected  by  the  changes  entailed  in 
the  working  Time  Tables,  and  making  sure  of  accurate  working  for  the  new 
express. 

I  had  a  call  from  Mr.  Acworth  on  the  Saturday.  The  coming  struggle 
was  a  matter  in  which  he  took  extreme  interest,  and  I  fancy  his  pen  through 
the  public  press  added  not  a  little  to  the  excitement  and  furore  that  the 
coming  race  to  Edinburgh  aroused. 
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On  the  Monday  the  platform  at  Euston  was  crowded  to  see  the  new 
Scotch  express  start.  Mr.  Acworth  was  there,  so  was  Mr.  Farrer  and 
numerous  newspaper  authorities.  It  was  Bank  Holiday,  and  the  acceleration 
had  to  be  tackled  in  the  midst  of  the  excursion  complications  incidental  to 
the  busiest  day  of  the  year. 

The  trains  were  kept  down  to  the  lightest  possible  marshalling.  The 
engines  were  of  the  "  Lady  of  the  Lake  "  class,  South  of  Crewe ;  and  coupled 
driving  wheels,  North  of  Crewe.  The  whole  service  was  interested  in  the 
development  of  the  experimental  running.  The  Caledonian  Company,  with 
their  one  hundred  miles,  Carlisle  to  Edinburgh,  did  their  share  of  the  work 
in  superb  style. 

I  do  not  think  that  any  pubhc  intermediate  running  Time  Table  was 
issued — ^the  scene,  or  rather  the  speed,  changed  from  day  to  day. 

On  the  Bank  Holiday  the  new  express  arrived  at  Edinburgh  eight 
minutes  before  time.  The  speed  for  the  journey  throughout  was  calculated 
at  fifty  miles  per  hour,  the  "running  average"  being  fifty-three  one-third. 
Frequently  during  the  week  that  the  intensity  of  the  race  lasted  sixty  miles 
per  hour  was  easily  maintained.  Cr^we  to  Preston  was  traversed  in  fifty 
minutes  (fifty-one  miles) ;  Preston  to  Carlisle,  with  Shap  incline  950  feet 
above  sea  level  to  climb,  was  run  in  eighty-nine  minutes  (ninety  miles) ;  and 
on  the  Caledonian  portion  of  the  route,  the  100^  miles,  with  the  Beattock 
summit  1,015  feet  above  sea  level  to  surmount,  was  done  in  102  minutes. 

Mr.  Webb,  of  Crewe,  entered  thoroughly  into  the  scrimmage,  and  when 
the  Great  Northern  intimated  that  they  intended  to  adopt  seven-and-three- 
quarter  hours  as  their  running  time,  the  locomotive  department  were  fully 
prepared  for  any  further  acceleration  that  might  be  necessary,  as  day  by  day 
the  distance  was  being  covered  within  the  limit  of  time.  On  13th  August 
the  West  Coast  train  ran  to  Edinburgh  in  seven  hours  and  thirty-eight 
minutes ;  next  day,  though  the  racing  was  officially  over,  the  East  Coast  ran 
in  seven  hours  and  thirty-two  minutes.  Wiser  counsels  were  prevailing  at 
head-quarters,  and  "no  more  racing"  was  announced  for  Tuesday,  14th 
August,  the  accelerated  Table  remained  in  force  for  the  month  of  August  as 
follows : — 


London,  Euston 
158X  Crewe      

209X  Prcs'o" 

299^  Carlisle    

400X  Edinburgh 


a.in. 
10    O 


I 
I 


{ 
{ 


o 
5 


2   3 
2  23 


3 
8 


6    o 


Miles 
hour. 


52^ 


52H 


54 


54 


London,  Euston 
5^  Willesden 

823!^  Rugby     

1$$}^  Crewe      

Preston    

Carlisle    

Glasgow 


a.m. 
10    3' 

10  12 

10  14 

11  42 J 

11  47 

I  15 

1  22 

2  22 

247 
440 

4  47 
7    o 


Miles 
hour. 


51 
48 

46 


And  the  accompanying  Table  will  shew  how  well  its  punctual  running 
was  maintained. 
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WEST  COAST  EXPRESS. 
Statement   of  running  maintained  by  this  train  leaving  London    at 
lo.o  a.m.,  from   6tb   August,    iS88,    on    which   it    commenced,   till    31^ 
August,  on  which  it  ceased. 
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The  East  Coast  service  was  as  follows  :- 


King*!  Cross 
*°SH  GranlbBm  ... 
i87ji  York    


56V 


268Ji  Newcastle      ...     {   ]  ^   |   S" 
39jX  Edinbutgh      ...  5  45        54>i 


The  advent  of  the  holidays  had  a  very  tranquillising  effect  on  the  racing 
spirit,  the  affair  was  at  an  end,  and  in  September  our  Time  Table  reverted 
to  the  table  in  force  for  July,  shewing  6.30  p.m  as  the  time  for  the  London 
and  North-Westem  Express  to  be  due  in  Edinburgh,  the  East  Coast  shewing 
£.15  as  their  arrival,  and  thus  the  sharp  race  to  Edinburgh  eventuated  till  a 
further  disturbance  arose  in  1895.  The  arrival  at  Perth  at  8.45  p.m.  remained 
in  force  after  the  race,  and  afforded  a  permanent  improvement  in  the  service 
north  of  Larbert. 
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The  Time  Tables  commencing  with  March  in  this  year  bore  witness  to 
the  activity  of  Mr.  Barattoni,  a  new  special  page  was  allotted  to  American 
travel,  shewing  our  new  agents,  Mr.  F.  W.  Thompson,  Liverpool,  Mr.  Battersby, 
Montreal,  with  the  various  "stop  over"  privileges  granted  to  American 
passengers  in  England.  It  was  further  announced  that  if  steamers  arrived  in 
Alexandra  Dock,  the  London  and  North- Western  Company  alone  having  rail 
communication  to  it,  a  special  would  be  run  to  Lime  Street  to  convey  the 
passengers  to  the  Company's  hotel  and  terminus.  The  same  special  page 
announced  (commencing  with  June)  that  special  trains  were  run  from 
Queenstown  to  Dublin,  by  arrangement  with  the  Post  Office,  on  any  occasions 
on  which  the  letters  would  be  accelerated  by  the  running  of  such  special 
trains. 

The  North-Westem  office  in  New  York  was,  in  February,  removed  from 
3,  Broadway,  to  a  more  central  position.  No.  852,  Broadway,  near  Union 
Square. 

Intimation  was  given  as  to  the  arrangements  for  collection  of  luggage  in 
London  through  the  Euston  Station  Master  (Mr.  Rich)  either  for  Boston  or 
for  New  York. 

Towards  the  close  of  the  year  numerous  interviews  took  place  with  the 
officers  of  Her  Majesty's  Customs  with  the  hope  of  removing  the  complaint  of 
delay  through  examination  of  luggage  at  the  Liverpool  Landing  Stage.  One 
idea  was  to  allow  Customs'  officers  to  accompany  the  steamers  from 
Queenstown  and  examine  en  route ;  this  was  rejected  as  impractical.  The 
other  was  to  establish  on  the  arrival  platform  at  Euston  a  Custom  House 
examination  room,  as  at  Charing  Cross  and  Victoria.  Mr.  R.  T.  Prowse  and 
his  representative,  Mr.  Leary,  went  fully  into  the  question  of  accommodation, 
but  it  was  found  that  the  departmental  requirements  were  too  onerous  and 
costly  to  induce  us  to  start  the  scheme. 

The  Clearing  House  Superintendents,  in  conjunction  with  the  Goods 
Managers,  had  from  time  to  time  under  discussion   the  question  of  the 

carriage  of  fish  at  other  than  computed  weights.  There  is  no 
Carriage  of  Fish  doubt  that  a  considerable  amount  of  revenue  was  lost  to  the 
at  comimtad  Companies  by  the  plan  of  adopting  fixed  but  assumed  weights 
^  for  the  various  sizes  of  the  peds  and  boxes  used  for  conveyance 

of  fish ;  and  when  once  an  estimated  weight  had  been  agreed  to,  there  was 
a  constant  endeavour  to  adopt  boxes  a  little  larger  and  a  little  larger  still,  until 
much  more  fish  was  being  carried  per  box  than  had  been  the  original 
intention. 

At  one  time  the  Companies  interested  in  the  Scotch  and  English  ports 
seemed  agreed ;  then  the  question  of  the  Irish  and  Isle  of  Man  fishing  arose, 
and  one  party  refused  to  move  unless  the  arrangements  were  uniform  and 
universal.  Meeting  after  meeting  was  called,  discussion  after  discussion 
took  place,  and  it  certainly  took  from  October,  1887,  till  November,  1888, 
before  the  final  agreement  was  adopted  that  actual  weight  should  be  charged 


RAILWAY   REMINISCENCES.  343 

— actual  weight  to  be  determined  by  weighing  one  selected  box  in  each 
consignment  and  weight  charged  thereon. 

To  ensure  conformity,  it  was  decided  to  employ  railway  Clearing  House 
men  to  act  as  inspectors,  with  authority  to  weigh  consignments  at  any  time, 
either  when  being  despatched  or  on  arrival  at  destination,  to  intimate  all 
detected  undercharges  at  once,  and  to  report  to  the  various  conferences  from 
time  to  time  all  the  instances  that  came  under  their  notice  of  want  of 
accuracy. 

The  rules  as  to  fog  signalling  and  the  number  of  detonators  to  be  used 

in  varying  circumstances  came  under  discussion,  and  these  were  referred  to 

R.  a  H.       ^  sub-committee  of  no  less  than  fourteen  Companies ;  the  final 

Rule  Book,     settlement  of  the  points  being  ultimately  incorporated  in  the 

siniAiiiiic  new  standard  Rule  Book  which  was  issued  in  the  following 
and  Special  year.  There  was  much  debate  as  to  the  suppl3ring  of  relief 
Noticea  signalmen  for  fogging  duty  in  case  of  long-continued  fogs. 
So  far  as  the  North-Western  Line  was  affected,  the  oflRcers  received  much 
aid  from  Mr.  Footner,  the  assistant  engineer  of  the  line,  whose  very  clear 
diagrams  were  issued  throughout  the  line  shewing  the  hours  of  day  and  night 
duty  for  ordinary  and  reliefmen  in  fogs,  coloured  to  meet  all  varying  con- 
tingencies for  the  guidance  ahke  of  station  masters  and  foremen  platelayers. 
A  sample  page  as  submitted  by  him  to  the  Railway  Congress  in  Paris  is 
appended. 

1888.  The  Railway  and  Canal  Traffic  Act  was  passed  this  year,  after 
much  discussion  in  and  out  of  Parliament.    Mr.  Courtenay  Boyle,  as  Assistant 

Secretary  to  the  Board  of  Trade  in  the  Railway  Department^ 

^T^^     having  been  very  active  in  debate  with  the  General  Managers 

j^et  during  its  progress,  and  in  formulating  subsequently  the  revised 


schedules  of  goods  rates, 
appointed. 


Joint  Committee         j^^.  Boyle  became  Sir  Courtenay  Boyle,  K.C.B.,  in  1892, 


and  died  very  suddenly  in  May,  1901. 

The  1888  legislation  was  referred  to  a  Joint  Special  Meeting  of  Superin- 
tendents and  Goods  Managers  to  consider  matters  arising  out  of  it,  held  in 
November. 

Numerous  recommendations  were  made  to  the  General  Managers  as  to 
the  terminals  to  be  applied  for,  and  the  modifications  in  rates  for  articles 
conveyed  sometimes  by  goods  and  sometimes  by  passenger  train,  which  it  was 
known  must  come  under  review  in  the  new  situation. 

The  whole  of  the  Clearing  House  Coaching  Arrangements  Book  was 
overhauled  in  order  to  remove  anything  that  in  any  respect  might  have  been 
construed  into  an  "undue  preference"  for  any  traders  or  individuals;  the 
recommendations  were  carried  almost  to  absurdity,  thus — Books  of  tailors* 
patterns,  the  word  "  tailors  "  to  be  deleted ;  Gentlemen's  vegetable  and  linen 
boxes  to  read  **  Families' "  vegetable  and  linen  boxes,  etc. 
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At  the  close  of  the  following  year  a  similar  Joint  Meeting  was  held  as  to 
the  Companies  coming  under  statutory  obligations  to  carry  perishable  traffic 
by  passenger  train,  the  Railway  Solicitors  advising  that  proposals  would  have 
to  be  submitted  to  the  Board  of  Trade.  The  rates  and  charges  were  largely 
thrown  into  a  shape  similar  to  that  adopted  by  the  goods  department,  and 
from  that  time  forward  the  tendency  was  strengthened  of  adoptmg  a  separate 
office  for  rates  as  distinguished  from  the  Superintendents'  department  of 
railway  work ;  the  stormy  debates  as  to  schedules  and  maximum  charges,  and 
the  consequent  unsettlement  of  former  arrangements  between  the  Companies 
and  their  customers,  falling  largely  into  the  bands  of  the  Goods  and  General 

Managers. 

I  have  previously  stated  the  whole  of  our  gatherings  at  the  Clearing  House 

were  not  unbroken  toil :  the  needed  relief  to  prevent  our  becoming  "dull  boys  " 

^^-^      generally  accompanying  the  July  or  summer  meetings.  OurScotch 

gatharlncB  in  friends  vied  with  each  other  in  affording  us  gratification.    Now  it 

of  BaUway     ^^  ^^^  Caledonian  introducing  us  to  the  Falls  of  the  Clyde  at 

^^*<^*"'       Lanark ;  the  North  British  exploiting  Melrose  and  Abbotsford ; 

the  Great  North  of  Scotland,  Peterhead  and  Balmoral ;  the  Highland,  Inverness 

and  Wick ;  the  Glasgow  and  South-Western,  Ayr  and  Arran.     In  return  the 

officers  of  the  Companies  South  of  the  Tweed  would  invite  those  North  of  the 

Tweed  to  entertainments  at  the  Cr3rstal  Palace  or  on  the  Thames.     One  of  the 

most  pleasant  of  these  took  place  at  the  Palace  in  October,   1888,  Mr. 

Cockshott  in  the  Chair,  Mr.  Dawson,  Railway  Clearing  House,  and  Mr.  Gardner, 

Great  Eastern,  Vice-Chairmen.    Sixteen  Scotch  guests  were  at  the  head  of  the 

table;  sixty   of  the  hosts,  including  Goods  Managers  and  Superintendents 

occupied  the  two  sides  of  the  long  horse-shoe  table,  as  shewn  below.     Pipers 

marched,  skirling  round  the  table  at  intervals,  and  those  who  liked  haggis 

could  partake  of  it. 

The  perusal  of  the  names  of  those  present  at  this  gathering  of  Goods 

_  ^      ^^      Managers  and  Superintendents,  and  Clearing  House  Officers,  will 

tainment  at    shew  to  those  versed  in  railway  history  how  many  have  travelled 

Crystal  Palace,  by  the  "single  Hne"  which  awaits  us  all,  (see  page  353),  and 

how  many  have  advanced  in  position  or  receded  from  public 
life  since  that  day ;  of  the  then  Goods  Managers  no  less  than  three  (*)  have 
since  received  the  honour  of  knighthood. 

Chairman :  F.  P.  Cockshott. 
Guests  :  A.  Hillhouse.       T.  Robertson.        D.  McDougall.       J.  Mathieson. 
J.  McLaren.         G.  K.  Ellis.  I.  Kempt.  R.  M.  Sharp. 

A.  M.  Ross.         A.  Cunningham.    A.  G.  Reid.  J.  Mcllvenna. 

J.  Mclntyre.        W.  T.  Wheatley.     W.  Kirk.  J.  Matthew. 

C.  A.  Noble.  E.  W.  Verrinder.     N.  J.  Burlinson.      G.  Steer. 

T.  Day.  'J-  L.  Wilkinson.    •C.  J.  Owens.  C.  T.  Smith. 

J.  Houghton.  R.  G.  Colhoun.       D.  Meldrum.  VV.  L.  Mugliston. 

P.  Thompson.         G.  H.  Anyon.         J.  Horner.  J.  G.  Rowe. 

H.  Came.  W.  Barnard.  H.  Smart.  H.  Carr. 
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H.  I.  Cope. 
G.  W.  Keeling. 
E.  A.  Pakeman. 
B.  Shaw. 
A.  Henshaw. 
T.  Houghton. 
G.  W.  Staniforth. 
J.  Light. 
G.  P.  Neele. 
VV.  Gardiner 

(C.  P.) 


T.  H.  Smith. 
W.  Whittaker. 
H.  Oliver. 

D.  Fraser. 

P.  C.  Cleasby. 
C.  H.  Chapman. 
I.  Smedley. 
A.  Christison. 
J.  Robertson. 

E.  M.Needham. 


J.  Crompton. 
G.  W.  Dales. 
J.  Brown. 
G.  Mason. 
Lewis  Wood. 
H.  G.  Dniry. 
A.  Aslett. 
G.  H.  Turner, 


A.  Hutt. 

H.  Partington. 

F.  J.  Dunn. 
W.  Thomson. 

G.  B.  Chalk. 
J.  F.  Burke. 
G.  Copus. 
R.  Pauling. 


P.  VV.  Dawson  (R.  C.  H.) 


R.  H.  Twelvetrees.  W.  Cock  burn. 
*F.  Harrison.  Captain  H.  Russell 

(C  P.) 
W.  Gardner  (G.  E.) 


A  very  considerable  business  had  sprung  up  in  the  conveyance  of  operatic 
and  travelling  theatrical  companies,  unfortunately,  generally  on  the  Sunday,  for 
which  some  of  our  rivals  were  successfully  catering ;  it  required  no  little  tact 
and  attention  to  combat  their  blandishments.  Mr.  Hunn,  from  the  Broad 
Street  staff  was  transferred  to  mine,  and  during  his  continuance  with  me,  and 
subsequently  through  his  successor,  Mr.  Wright,  the  London  and  North- 
western Company  have  not  been  at  any  disadvantage. 

"  Exhibitions  "  still  remained  in  full  force  throughout  this  year. 

The  Anglo-Danish  Exhibition  took  place  upon  the  site  of  the  Indian  and 
Colonial  Exhibition  in  South  Kensington,  and  was  opened  by  the  Princess  of 
Wales  on  14th  May. 

The  Italian  Exhibition  took  place  at  Earls  Court,  and  the  Irish  Exhibition 
at  Olympia,  Lord  Arthur  Hill  being  the  Hon.  Secretary. 

The  Handel  Triennial  Festival  was  given  in  the  Crystal  Palace,  with  the 
usual  railway  facilities. 

In    Scotland    the    Glasgow    International    Exhibition    proved    a    great 

attraction,  and  during  its   continuance  our  Officers'  Conference   (in  July) 

was  held  in  Glasgow  to  enable  our  people  to  see  it.     The  formal  opening 

took   place   on   the   8th   of  May,   by  the   Prince  and   Princess  of  Wales. 

One    or    two    interviews    at    Marlborough    House   with    Sir    F.    KnoUys, 

Lord  A.  Somerset,  and  Lord  Hamilton,  had  settled  the  preliminary  arrange- 

ments  for  this  Royal  journey,  it  being  decided  that  a  visit  to 

FrinceBB  of     Blackburn   should    follow  the   opening  of  the   Exhibition   at 

Wales  to      Glasgow.     Their  Royal  Highnesses  left  Euston  on  7th  May  by 
CQasfiTOW^Preston  •  1    .     •  i*         1  11 

Hotel*  Black-  ^  special  tram,  precedmg  the   lo.o  a.m.  express  through  to 

Irarn,  and      Motherwell  Station.     Mr.  Hugh  Brown,  one  of  the  Caledonian 

Directors,  accompanied  us  with  the  Royal  train  throughout,  and 

at  Carlisle  Mr.  Kempt  and  Mr.  Eddy  joined  us.     The  Exhibition  was  opened 

next  day,  and  at  i  i.o  at  night  the  Royal  visitors  left  Motherwell.    We  travelled 

slowly  through  the  night  to  Preston,  and  placed  the  Ro3ral  Saloons  with  the 

Princess  in  the  quietest  spot  we  could  find  in  that  busy  station,  where  she  slept 

and  breakfasted.    The  Prince  and  the  gentlemen  of  the  suite  going  up  to  the 

hotel  for  their  breakfast. 
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Major  Little  made  the  usual  police  arrangements  for  avoiding  intrusion. 

Early  in  the  forenoon  the  Royal  train  went  to  Cherry  Tree  Station,  where 
the  Prince  and  Princess  alighted,  and  thence  made  their  promised  visit  to 
Blackburn.  The  return  Royal  special  train  left  at  3.15  p.m.,  and  reached 
London  at  7.45  p.m.,  fortunately  in  time  for  me  to  join  the  8.0  p.m.  down 
train  and  run  back  to  Crewe,  where  an  important  meeting,  dealing  with  train 
alterations  for  July,  had  to  be  superintended  in  the  morning. 

There  were  numerous  changes  this  year  in  the  personnel  of  the  Railway 

Clearing  House  Representatives,  although  but  few  in  those  of  the  North- 

^^^  Western  Company.     Mr.  Bradley  retired  from  the  position  of 

E.  c.  H.       Superintendent  of  the  Manchester,  Sheffield,  and  Lincolnshire 

RepreientatlYe  Lj^e  in  January,  and  was  succeeded  by  Mr.  R.  Haig  Brown, 

son  of  the  Manager  of  the  Manchester  and  South  Junction 
Railway.  At  the  same  January  meeting,  Mr.  R.  G.  Colhoun  was  announced 
as  successor  to  Mr.  Ilbery,  of  the  Great  Southern  and  Western  Railway  of 
Ireland. 

In  April,  Mr.  Vaughan  is  reported  as  Superintendent  of  the  Cambrian, 
Mr.  Conacher  becoming  General  Manager.  Mr.  T.  Gilbert  represents  the 
Liverpool,  Southport,  and  Preston  Junction  Line.  Mr.  S.  Fay  acts  as 
Mr.  Verrinder's  representative  (London  and  South- Western),  in  May. 

In  July,  Mr.  E.  Stanton  is  appointed  vice  J.  W.  Theobald,  for  the 
Northampton  and  Banbury  Railway.  Mr.  N.  J.  Burlinson  succeeds 
Mr.  Tyrrell  as  Superintendent  of  the  Great  Western  Line.  He  had  been 
Assistant  Superintendent  since  1879. 

Mr.  Meldrum,  of  the  Cheshire  Lines,  was  elected  Chairman  for  the  year 
1889. 

Mr.  Tyrrell  had  endeared  himself  to  the  whole  of  the  Superintendents 
by  his  unfailing  courtesy  and  desire  to  make  matters  work  smoothly,  even 
Mr  T-..-U-     amid  troubled  surroundings.      He  had  met  with  an  accident 
retirement^     while  superintending  the  withdrawal  of  the  broad  gauge  in 
July,  1888.      South  Wales,  which  had  prevented  his  moving  about  so  freely 
as  before,  and  gradually  withdrew  from  his  former  active  life  as  the  Super- 
intendent of  the  Great  Western  Railway.     He  had  been  in  the  service  of  the 
Great  Western  Company  since  1842,  his  first  appointment  being  Station  Master 
at  Keynsham,  near  Bristol.     Having  been  in  various  positions  on  the  line, 
he  was  appointed  in  1850  to  Paddington,  as  successor  to  Mr.  Seymour  Clarke ; 
and  in  1864  became  Superintendent  of  the  entire  line,  upon  Mr.  Grierson 
being  made  General  Manager. 

It  was  a  pleasant  satisfaction  to  receive  the  following  letter  from  him  : — 

Slough,  July  2,  18S8. 
Mv  Dear  Neele — 

I  cannot  closs  my  official  life  without  writing  a  line  to  say  fiurewell,  and  to  thank 
you  for  your  many  acts  of  courtesy  and  kindness  to  myself;  it  is  a  great  satis&ction  to  me 
on  looking  back  on  our  long  intercourse,  that  I  do  not  think  we  have  ever  had  one  personal 
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difference,  and  that  while  each  has  had  to  contend  for  the  interest  of  his  Company,  he  has 
felt  perfect  confidence  in  the  fairness  and  honour  of  the  other.  I  beg  you  will  accept  my 
photo.,  and  will  you  kindly  send  me  yours. 

I  trust  you  may  long  be  spared  to  your  Company  in  the  post  you  so  ably  filL 

Believe  me, 

Yours  very  sincerely, 

G.  N.  TYRRELL. 

A  very  complete  inspection  of  the  whole  districts  of  the  line  was 
carried  out  under  the  Manager's  instructions,  by  myself  and  Mr.  Tumbull  as 
my  Assistant,  in  the  early  months  of  1888.  Every  division  was  tAvelled  over 
— ^the  District  Superintendent  in  attendance — and  the  various  out-door  men 
accompanying.  Among  the  names  noted  by  me  are  A.  J.  Cotton  (Crewe), 
H.  Goulbom,  Denning,  Price,  Morcom,  E.  A.  Neele. 

During  1887  and  1888  very  rapid  progress  had  been  made  in  the  growth 
of  the  four  lines  in  busy  parts  of  the  system.  In  the  Superintendent's  depart- 
ment these  widenings  entailed  new  signalling  plans,  and  the  lines  for  station 
yard  connections  and  mode  of  working  being  thoroughly  discussed  and  settled 
with  the  Engineers  and  with  Mr.  Thompson,  of  Crewe,  who  had  succeeded 
Mr.  Dick,  and  inherited  all  his  happy  knack  of  simplifying  points,  crossings, 
and  signal  connections.  To  the  Superintendent's  office  these  widenings 
brought  infinite  relief  in  the  furnishing  a  clear  road  for  express  trains,  no 
blockage  by  slow  trains  in  front,  no  shunting  for  fast  trains  to  pass.  The  slow 
train,  goods  or  passenger,  could  jog  along  and  hold  its  own  on  the  one  set  of 
rails,  while  the  expresses  passed  by  with  total  indifference  on  the  other  side. 

The  widening  between  Golborne  and  Springs  Branch  was  commenced  in 
1887.  In  1888  the  widened  viaduct  at  Stockport,  and  the  additional  lines 
outside  Stockport,  through  the  opened  up  tunnel,  were  in  a  forward  state.  So 
also  was  the  quadrupling  between  Heaton  Norris,  Reddish,  Denton,  as  well 
as  the  construction  of  the  four  lines  between  Aston,  Vauxhall,  and  Lawley 
Street.  In  both  the  latter  cases  the  plan  of  island  platforms  was  adopted, 
two  to  each  place,  with  booking  offices  on  the  upper-level  high  road. 

The  most  important  of  these  doublings,  and  the  one  which  had  been 
longest  in  hand,  was  that  of  the  Yorkshire  Line   between  Marsden  and 
onAdm  led     Huddersfield.     A  doubling  of  the  line  had  become  a  necessity 
Lines  in  York-  and  this  was  partially  given  on  the  west  side  of  the  summit  by 
shire  I>i8trlct  ^j^g    ^ew    line  from  Stalybridge  to  Diggle.     There  the  large 
cotton  mills  ceased,  and  the  four  lines  of  way  merged  into  two,  and  passed 
under   the   Standedge    tunnel.      Shortly   after    emerging   from   the   tunnel 
the   two  lines  reached  Marsden;   thence  to  Huddersfield   there   is   a   con- 
tinuous  falling   gradient,  the   line   skirting   the   sides  of  a   long  range   of 
heights,  with  towns  busy  with  woollen  manufactories.     The  work  of  doubling 
was  a  long-continued  story,  and  from  time  to  time,  by  half-yearly  reports, 
the  progress  of  viaducts  and  cuttings  and  enlarged  stations  was  reported. 
Gradually  the  separate  sections  were  put  together,  and  the  quadrupled  line 
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from  Marsden  to  Springwood  tunnel  was  completed,  with  commodious 
stations  at  Marsden,  Slaithwaite,  Golcar,  and  Longwood.  Two  new  tunnels 
also  had  been  constructed :  Springwood  (where  the  Lancashire  and  Yorkshire 
connection  from  Penistone  joined)  and  one  outside  Huddersfield.  So  soon 
as  this  latter  was  completed,  the  old  tunnel  was  found  in  need  of  extensive 
repair.  At  length  both  were  opened,  and  communicated  with  a  wide  and 
enlarged  station  at  Huddersfield  having  four  main  lines  and  sundry  bays, 
where  for  years  all  the  traffic  had  been  conducted  at  a  single  platform  for 
both  up  and  down  trains. 

In  March,  one  of  the  Station  Masters,  who  had  been  associated  with 
the  North-Western   Line  all  his  life,   resigned  his  position,  Mr.   Edward 

„  ^ ,      Preston,  Joint  Station  Master  at  Oarlisle.     He  had 

Mr.  Preston, 
station-Master  commenced  his  railway  career  at  Euston  in  1844,  and,  as  usual, 

^^  was  sent  to  learn  the  working  of  signals  and  points  under 

Mr.  Bedford  at  Wolverton ;  thence  to  Crick  and  Birmingham ; 

and  afterwards  was  placed  in  charge  of  the  top  of  the  incline  at  Camden  to 

instruct  the  new  beginners.     He  remembered  all  the  thirds  at  the  time  of 

opening  were  "stand-ups;"  the  second  class  were  open  at  the  sides;  the 

first  class  low  cramped  vehicles,  built  after  the  style  of  old  road  coaches,  all 

four-wheelers;  the  jolting  and  shaking  over  stone  sleepers  excessive;  there 

was  very  little  night  travelling  at  first :   the  enclosing  of  the  second  class 

vehicles  increased  the  night  travelling. 

In  1852  he  was  appointed  one  of  the  first  conductors  with  trains  from 
London  to  Edinburgh.  When,  in  1862,  he  came  to  Carlisle  as  platform 
Superintendent  there  were  forty-seven  trains,  total  in  and  out ;  when  he  left 
the  number  had  increased  to  170-180.  In  all  our  negotiations  for  train 
changes  between  ourselves  and  the  Caledonian  Company  he  had  proved 
himself  an  efficient  and  appreciative  officer.  His  suggestions  were  always 
valuable  and  clear ;  his  control  of  the  staff  singularly  quiet ;  his  orders  were 
given  with  remarkable  freedom  from  fussiness;  amid  the  thickest  of  the 
bustle  of  platform  strife  he  was  perfectly  self-possessed.  None  of  the  rival 
Companies  that  ultimately  were  admitted  to  the  Citadel  Station  ever  had 
occasion  to  complain  of  unfairness  on  his  part.  Both  Mr.  Cawkwell  and 
Mr.  Findlay  placed  the  utmost  reliance  on  his  judgment,  and  in  the 
Parliamentary  Committees,  before  which  Carlisle  Station  questions  came 
under  review,  Mr.  Preston  was  always  in  requisition. 

1888.  A  singular  occurrence,  which  put  in  peril  the  traffic  on  the 
Midland  Railway  from  Ambergate  to  Buxton,  took  place  on  the  ist  March 

Gromford  and  ^^  ^^^^  ^^^^'  ^^^  Cromford  and  High  Peak  Line  comes  to  a 
High  Peak,     termination  at  the  canal  at  Cromford,  and  the  wagons  are 

Singular  Aod-  lowered  at  that  point  by  rope  down  the  terminal  inclined  plane, 

dent  near     called  the  Sheep  Pasture  Incline.    On  this  occasion  when  two 

^         wagons  and  a  van  were  being  lowered  in  the  usual  way,  the 
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chain  securing  the  middle  vehicle  to  the  rope  broke,  the  coupling  between  the 
two  wagons  also  snapped,  the  van  and  one  wagon  ran  away  down  the  incline 
at  great  speed ;  at  the  curve  near  the  bottom  they  left  the  rails  and  leapt  clear 
over  the  canal  and  clear  over  the  Midland  up  and  down  lines^  knocking  down 
the  fence  wall  on  the  up  side,  and  becoming  a  total  wreck  beyond  it,  covering 
the  field  in  which  they  fell  with  their  contents  and  debris ;  it  was  very  fortunate 
that  no  Midland  Express  was  passing  at  the  time  this  unexpected  aerolite 
crossed  the  line ! 

In  July  we  learnt  that  Mr.  Eddy  had  decided  on  leaving  the  Caledonian 

Line,  and  that  he  had  accepted  the  terms  offered  to  him  for  becoming  the  Chief 

Mr  Bddy      Commissioner  of  Railways  for  New  South  Wales.    The 

ftoeepts  the  post  representative  of  the  Colony  had  asked  Sir  George  Findlay  to 

of  Chief  Com-  recommend  some  railway  man  for  the  post,  and  Mr.  Mdy 

Baiiwaysin    ^^^^   httn   his    immediate  selection.     Mr.   Eddy's  stay  with 

New  Bonth     the  Caledonian  Railway  Company  had  been  but  short.     In 

the    period  during  which    he  had  acted  as   chief,   through 

Mr.  Thompson's  illness,  he  had  carried  out  many  improvements  in  the  local 

working:    simplified  the  shunting  arrangements,   reduced  the  number   of 

engines  employed,  and  had  made  himself  felt  in  all  departments. 

A  story  was  current  among  the  officers  that  the  brusque  language  and 
demeanour  of  the  men  on  the  line  much  annoyed  him ;  and  on  one  occasion, 
when  he  and  Mr.  Kempt  were  conducting  an  enquiry,  an  off-hand  gruff 
"Yes"  or  "No,"  as  reply,  was  given  by  an  inspector  to  questions  by 
Mr.  Kempt.  "Is  that  the  way  you  speak  to  your  superior  officer?" 
thundered  Eddy,  who  proceeded  to  deliver  a  sharp  lecture  to  the  delinquent. 
It  was  a  new  experience  for  the  inspector,  but  the  lesson  was  quickly 
appreciated.  To  the  next  query,  "Did  you  then  do  so  and  so?"  the 
inspector  first  touched  his  cap  with  his  right  hand,  then  with  his  left,  and 
replied :  "  Yes,  please,  gentlemen  both ! "  The  soft  answer  turned  away 
wrath. 

The  interest  he  took  in  any  subject  he  had  in  hand  was  remarkable. 
As  an  illustration,  although  his  engagement  for  the  new  position  in  Sydney 
was  settled,  he  came  to  the  General  Managers'  Meeting  in  London,  and  took 
an  active  part  in  pressing  a  question  of  pooling  parcel  traffic ;  and  quite  late 
in  August,  after  his  farewell  dinner  had  taken  place,  he  urged  his  views  in 
detail  as  to  Scotch  train  accelerations  with  the  General  Managers  of  the 
interested  Companies. 

The  London  and  North-Western  officers  had,  in  May,  1887,  on  his 
leaving  for  Scotland,  entertained  him  at  dinner  at  Euston,  and  I  had  the 

pleasant    duty,   at    the    close    of    Mr.    Findlay's    speech,    of 

Banquet       presenting    our    testimonial,    in    the    shape   of    a   handsome 

^  watch,  to  Mr.  Eddy.     In  1888  his  final  "send  off"  was  given 

at  Greenwich  ;  and,  by  the  Manager's  special  desire,  some  of  the 

representative  men  from  the  Colony  who  were  known  to  be  in  London  were 
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invited,  in  order  that  they  might  themselves  see  the  high  estimation  in  which 
their  new  Chief  Commissioner  of  Railways  stood  among  us. 

His  position  as  Assistant  General  Manager  on  the  Caledonian  was  not 

filled  up ;  but  in  the  notices  of  appointments  made  on  the  line  consequent 

ADDolntments  ^^  ^^^  leaving,  it  is  curious  to  observe  that  both  the  names 

on  then  mentioned  were  men  who  have  subsequently  figured  as 

^edonlan     General  Managers  of  the  line.     They  were  Mr.  Patrick,  who 

Mr.  Eddy's     then  became  Assistant  to  the  Manager,  and  Mr.  Robert  Millar, 

leaving.       ^^o  was  appointed  to  the  post  of  Chief  of  the  Canvassers. 

Following  the  fortimes  of  Mr.  Eddy :  immediately  on  arrival  in  Australia, 

he  threw  all  his  energy  into  his  new  sphere  of  work.     Railway  management  in 

Mr  Bddy      Sydney  was  by  no  means  up  to  his  standard ;  he  resolved,  with 

in  indefatigable  spirit,  on  a  thorough  revision.     He  found  himself 

Sydney.       ^  stranger  in  a  strange  land,  not  knowing  whom  he  could  trust ; 

his  predecessor  in  office,  now  become  a  member  of  the  Legislature,  ready  to 

take  notice  of  any  false  step.     He  obtained  permission  firom  the  authorities  to 

enlist  the  services  of  two  or  three  trustworthy  officials  fit)m  England — one  in 

each  of  the  departments— on  whom  he  could  rely.    For  this  purpose  he  selected 

Mr.  Corns,  of  Stafford,  and  Mr.  Hodgson,  of  Euston,  as  traffic  officers;  Mr. 

Foxlee  as  engineer,  and  Mr.  Thomas  Hall,  of  Liverpool,  as  chief  accountant. 

His  brother  Commissioners,  Messrs.  Oliver  and  Fehon,  honourably  aided  him, 

as  they  appreciated  him  and  his  decided  course  of  action. 

He  was  not  afraid  of  facing  criticism  in  his  economies  and  amendments. 
The  staff  was  full  of  redundant  and  inefficient  men ;  they  were  weeded  out. 
The  rolling  stock  was  obsolete ;  the  engines  worn  out  Mr.  Price  Williams 
happened  to  be  in  Australia;  a  report  from  him  on  the  subject  was 
obtained,  and  laid  before  the  Parliament  of  New  South  Wales.  Large  as 
was  the  requirement,  the  influence  of  the  new  Chief  Commissioner  and  the 
pressing  state  of  the  traffic  sufficed  to  obtain  the  needed  vote.  There  was 
an  extensive  system  of  free  passes  for  the  Legislators  which  had  grown  to 
great  abuse ;  this  also  was  dealt  with,  not  without  exciting  considerable  angry 
feeling.  The  re-arrangement  of  the  hours  of  working  roused  the  indignation 
of  the  labour  members,  and  while  the  general  public  of  Sydney  and  New 
South  Wales  welcomed  all  the  improvements  of  accelerated  train  services, 
sleeping  carriages  for  night  journeys,  lavatories  for  day  journeys,  protection 
by  the  block  system,  and  the  general  smartening  up  of  the  work,  the  trades 
union  element  placed  themselves  in  stern  opposition. 

Charges  of  nepotism  and  of  personal  interest  in  contracts  were  made ; 
and  when  actions  were  brought,  ignominious  apologies  were  the  result  Year 
by  year  improvement  in  all  directions  resulted,  the  interesting  diagram 
attached  to  the  Railway  Commissioners*  Annual  Report  showing  increasing 
receipts  and  decreasing  cost  per  train  mile. 

The  opening  of  the  splendid  bridge  across  the  Hawkesbury  River,  with 
its  seven  spans  and  total  length  of  2,896  feet,  on  ist  May,  1889,  enabled. 
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Q^^g^j^  ^  for  the  first  time,  the  divided  portions  of  the  ndlways  in  New 
HawkMtnuy  South  Wales  to  be  united,  the  gauge  being  the  standard  one 
*'*^***'  of  four  feet  eight  and  a  half  inches.  Till  then  a  ferry  steamer 
had  been  in  use  to  cross  the  intervening  water.  Railway  communication 
was  thus  afforded  between  the  four  principal  cities  of  the  Colonies  of 
Australia;  continuous  communication — but,  unfortunately,  not  of  imiform 
gauge — being  established  by  this  link  between  Adelaide,  via  Melbourne  and 
Sydney,  to  Brisbane.  Lord  Carrington  declared  "the  bridge  opened  for 
public  traffic,"  and  a  grand  representative  gathering  welcomed  the  interesting 
event.  Mr.  Eddy  was  not  slow  to  give  all  the  improvement  in  through 
communication  the  new  route  afforded. 

The  diversity  of  gauge  of  the  Australian  lines  was  one  of  the  subjects 
which  cost  Eddy  much  thought.  The  gauge  of  New  South  Wales  was  four 
feet  eight  and  a  half  inches,  with  2,800  miles ;  Queensland  was  three  feet 
six  inches,  with  2,700  miles ;  while  that  of  Victoria  was  five  feet  three  inches, 
with  3,218  miles.  The  advantage  of  a  uniform  gauge  was  the  subject 
uppermost  in  his  mind  in  conferences  with  the  other  Chief  Commissioners. 

His  administration  was  highly  successfiil,  and,  in  recapitulating  the 
circumstances,  a  correspondent  in  the  Times  stated  that  in  the  seven  years 
preceding  his  appointment  the  accumulated  decrease  in  net  earnings  on  the 
railways  and  tramways  of  New  South  Wales  was  just  under  ;^i 42,000. 
During  the  next  six  years,  under  Eddy's  chieftainship,  there  was  an 
accumulated  increase  of  ^^2,030,000,  notwithstanding  that  rates  and  fares 
had  been  largely  reduced,  stations  and  roadbed  and  rolling  stock  and  train 
service  enormously  improved,  and  the  staff,  though  fewer  in  number,  had 
their  individual  pay  increased. 

It  is  not  to  be  wondered  at  that  when  Mr.  Eddy  arranged,  as  the  termin- 
ation of  his  engagement  approached,  to  return  to  England  so  as  to  attend  the 
Mr.  Eddy  at    International  Railway  Congress,  which,  in  1895,  was  held  in 
intem&tloiial   London,  a  general  feeling  of  regret  was  experienced  through- 
gross  in  London,  ^ut  the  Colony,  at  the  possibility  of  his  not  returning.     In  his 
!*•*•         attendances  at  the  meetings  of  the  Congress,  Mr.  Eddy  was  in- 
defatigable, taking  a  prominent  part  in  many  of  the  discussions ;  and  he  had 
the  distinguished  honour  of  being  one  of  those  who  were  presented  to  Her 
Majesty  when  the  members  of  the  Congress  were  received  at  Windsor. 

An  attempt  was  made  while  Mr.  Eddy  was  in  London  to  secure  his 
services  for  the  South  Eastern  Line,  in  succession  to  Sir  Edward  Watkin. 

It  was  ill-advised,  and  proved  abortive.     Mr.  Eddy  arranged 

rotnins        with  the  Australian  authorities  for  a  renewal  of  his  term,  and 

to  said  farewell  to   us  in  the  autumn  of   1895.     Returning  to 

'  Sydney,  he  was  warmly  welcomed  by  the  commercial  classes 

of  the  Colony,  as  well  as  by  the  whole  Parliamentary  body.     Opposition 

had  shrunk  into  insignificance.     The  pecuniary  results,  year  by  year,  of  the 

railways  and  tramways  were  most  remarkable.     He  turned  his  attention  to 
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the  improvement  of  the  gradients  of  the  line  by  introducing  deviations  and 
flattening  curves,  greatly  increasing  the  carrying  capabilities  of  the  goods 
trains.  The  yearly  diagrams  issued  by  the  department  were  very  interesting 
as  statistics.  His  mental  energy  was  too  great  for  his  physical  strength; 
nothing  could  daunt  his  determination.  A  severe  illness  laid  him  aside  for  a 
week,  and  then  he  resolved  to  visit  Queensland  and  re-inspect  the  New  South 
Wales  lines  up  to  the  border. 

His  physicians  advised  him  to  go  by  sea,  hoping  the  trip  would  prove 
beneficial.  There  were,  however,  deputations  to  be  met  with  by  the  railway 
route,  and  he  determined  to  see  them  on  his  way.  He  carried  out  his  plan, 
though  he  was  so  prostrated  that  he  had  to  hold  the  interviews  in  his  saloon 
without  alighting. 

Mr.  Gray,  the  Queensland  Commissioner,  met  him  at  Wallangarra,  and 
accompanied  him  to  Brisbane,  where  Mrs.  Eddy  met  him.  The  acute  gout 
from  which  he  was  suffering  there  attacked  the  heart,  and,  in  the  midst  of  the 
Diamond  Jubilee  rejoicings,  Sydney  was  staggered  by  the  news  of  his  death 
at  the  early  age  of  forty-four. 

Nothing  could  well  be  more  pathetic  and  striking  than  the  last  words  he 

uttered  in  his  mental  wanderings — ^^  Its  time  we  were  away :  have  you  got 

the  Staff? "  There  is  a  single  line  we  all  must  travel  one  by  one;  may  the 
"  rod  and  staff,"  alone  serviceable  on  that  journey,  be  with  us  for  our  comfort 
when  the  time  is  up !  The  funeral  in  Sydney  was  attended  by  three  thousand 
Death  and  ^^  ^^^  railway  employees,  and  by  all  the  representative  men 
Fnnaxai  of  Mr.  of  the  Colony.  The  Times  of  the  19th  July,  1897,  contained 
Bddy,  July,  1897.  ^  full  account  of  his  career,  under  the  fitting  title  of  "  A 
Remarkable  Railway  Administrator." 

1888.     Reverting  to  English  matters,  the  years'  register  of  deaths  included 

^    ^w  ^      that  of  the  Secretary  of  the  London  and  North-Western  Railway 
Doaxu  Oi 

Mr.  Company,  Mr.  Stephen  Reay.    He  died  27th  November,  having 

st«piieii  Raay,  fiUed  the  office  of  Secretary  for  twenty-two  years.     He  was  the 

■MlAff     Wf^w         IfifiR 

*'  confidential  friend  of  the  Chairman  throughout  that  entire  period. 
By  the  outside  public  he  was  considered  very  cold  and  un-sympathetic,  and 
while  admiring  the  strict  justice  he  displayed,  the  officers  at  head-quarters 
coincided  very  generally  in  the  public  verdict. 

He  was  succeeded  in  the  post  of  Secretary  by  Mr.  Francis  Harley,  who 
had  originally  come  to  Euston  about  the  same  time  as  Mr.  VVatkin  (afterwards 

Sir  Edward),  and  had  acted  as  one  of  the  Assistant  Secretaries 
Haileyra^edi. ^^^  ^^^Y years ;  he  had  held  the  position  of  Secretary  officially 

of  various  companies  which  the  London  and  North-Western 
had  gradually  incorporated  or  absorbed,  such  as  the  Cannock  Mineral,  and  at 
its  close  the  South  Staffordshire.  His  knowledge  of  the  legal  position  of  the 
Comp)any,  and  its  parliamentary  powers  in  facility  clauses,  money  clauses, 
agreements,  concessions,  leases,  rights,  etc.,  was  unbounded,  his  memory  on 

24 
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such  matters  unfailing,  and  at  the  Board  Room  table  he  was  a  thorough 
Railway  Encyclopaedia. 

It  was  always  interesting  in  connection  with  these  changes  among  the 
"  old  Euston  "  men  to  hear  from  Mr.  Whittle,  who  for  many  years  filled  the 
position  of  Chief  Accountant  of  the  railway,  his  recollections  of  incidents  in 
their  early  history ;  Mr.  Harley  and  Mr.  Edward  Watkin  were  allied  to  the 
Trent  Valley  section  of  the  Company,  but  both  Mr.  Reay  and  Mr.  Hoy  had 
come  up  from  Liverpool,  where  they  had  formed  part  of  the  Grand  Junction 
Railway  Staff,  to  join  the  London  and  North-Westem  Railway.  The  former 
became  head  of  the  Audit  Office,  the  latter  was  Chief  Accountant 
(Mr.  Whittle's  predecessor).  They  were  both  in  charge  of  these  departments 
under  Mr.  Chas.  E.  Stewart,  the  Secretary. 

Mr.  Whittle,  in  the  opening  years  of  the  Line  in   1846,  was  engaged 

under  Mr.  T.  C.  Mills,  at  Camden  Goods  Depot,  and  could  tell  of  his  own 

Mr  Wliittte.    P^^o^  experience  of  the  system  of  railway  carrying  then  in 

Cblef  force,  his  duty  being  the  compilation  of  the  greater  portion  of 
Acoonntant  jj^g  accounts  of  the  down  goods  traffic.  This  was  entirely 
brought  into  the  station  by  v&rious  carriers,  who  handed  declaration  of  contents 
of  each  of  the  railway  wagons,  which  they  themselves  loaded  up,  advising 
their  own  representatives  at  the  other  end  of  the  consignments  in  the  wagons» 
and  paying  the  Company  on  the  total  of  their  declaration. 

In  1847,  Mr.  Whittle  removed  to  Euston  Station,  and  served  under 
Mr.  Kenneth  Monson,  who  at  that  time  was  acting  as  head  of  the  Audit  for 
the  Railway  Company,  as  well  as  chief  of  the  Railway  Clearing  House,  an 
establishment  very  recently  started  at  Mr.  Morison's  own  suggestion  to  Mr. 
Can*  Glyn,  the  Chairman  of  the  Railway.  Some  anonymous  letters  in  the 
London  papers,  which  in  fact  had  been  written  by  him,  had  led  the  Board  to 
adopt  the  suggestion  of  a  Clearing  House,  of  which  he  became  the  Manager. 

Mr.  Whittle  tells  of  his  remembrance  of  the  establishment  of  the  original 
staff  of  the  Clearing  House  under  Mr.  Morison  as  being  only  three  in 
number,  viz,,  Mr.  P.  W.  Dawson,  Mr.  H.  Oliver,  and  Mr.  James  Brown. 

Among  the  senior  members  of  the  Audit  Office,  when  I  came  up  to 
Euston  in  1861,  was  a  Mr.  Anderson,  who  was  then  head  of  the  season  ticket 
department  and  coaching  accounts ;  his  original  entry  into  the  London 
o.Tices  was  well  remembered  by  Mr.  Whittle.  Mr.  Anderson  had  been  on 
the  original  staff  of  the  "  Manchester  and  Birmingham  Line,"  and  came  up  to 
Euston  on  the  absorption  of  that  railway,  bringing  with  him  as  a  junior 
clerk  a  young  man  named  Thos.  Houghton.  They  were  both  placed  on 
Mr.  Morison's  staff,  and  the  junior  clerk  worked  his  way  up  to  be  finally 
Secretary  of  the  Company. 

Mr.  Whittle  resigned  his  position  in  1902. 

1889.  This  year  was  not  productive  of  many  changes  so  far  as  the 
officers  of  the  London  and  North-Western  Railway  were  concerned. 
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In  February,  Mr.  Frank  Ree  was  appointed  to  take  full  charge  of  the 
Liverpool  Goods  District,  in  which  for  some  few  years  he  had  been  acting  as 
^^^^  .       Mr.  David  Taylor's  Assistant.     A  farewell  dinner  was  given  to 
L.  ft  N.  w.      Mr.  Taylor,   on    1 2th    March,   at    Euston    Hotel,   at   which 
OfflcwB^in  1889.  ^j  Plunket  and  the  Directors  attending  the  Northern  Com- 
Mr.  Ftank  See.  mittee  were  present     Mr.  Henry  Partington  became  the  officer 
li^H.        ^  succession  to  Mr.  Thomas  Houghton,  charged  with  attention 
Partington,     to  applications  for  all  rates  and  fares,  other  than  coal  and  con- 
tinental, and  took  rank  as  Assistant  Goods  Manager.     Mr.  Carl  Grasemann 
became  Assistant  to  Mr.  David  Stevenson  in  London,  and  Mr.  John  Findlay 
was  appointed  to  assist  Mr.  Fewkes,  the  Mineral  Manager. 

Mr.  Rich,  who  had  been  Station  Master  at  Euston  for  many  years,  died 
in  August,  and  was  succeeded  by  Mr.  Jupp,  who  had  been  Assistant  Station 
Master  under  him  since  1880. 

Nor  were  there  many  changes  in  the  personnel  of  the  Clearing  House 

Superintendents.     In  April,  Mr.  R.  Evans  is  appointed  Superintendent  of  the 

^    _^     „        Barry  Dock  and  Railway  Company.     Mr.  F.  Grundy  retires 

BepreBentatlvea.  ^"^om  the  representation  of  the  Central  Wales  and  Carmarthen 

—  Junction  Railway,  having  obtained  a  leading  appointment  on 

the  Grand  Trunk  in  Canada,  with  head  quarters  at  Sherbrooke. 
In  July,  Mr.  D.  Cooper  is  noted  as  successor  to  Mr.  J.  Mathieson,  who 
left  England  to  take  position  as  Chief  Commissioner  of  Railways  at  Queens- 
land, in  Australia,  whence  he  removed  to  occupy  an  analogous  post  in  Victoria, 
and  subsequently  (1901)  returned  to  this  country  as  General  Manager  of  the 
Midland  Railway  Company. 

At  the  October  Meeting,  Mr.  Reid,  of  the  Great  North  of  Scotland  Rail- 
way, was  elected  Chairman  for  the  coming  year  1890;  and  at  that  Meeting, 

the  death  of  Mr.  James  Robertson,  the  Superintendent  of  the 

Qj  Great  Eastern  Line,  was  referred  to  by  Mr.  Needham  as  that 

Mr.  James     of  one  of  the  oldest  Members  of  the  Conference,  and  the  Vote 

a^^iSlr"**     ^^  Condolence  he  then  proposed,  was  supported  by  myself  and 

Mr.  Meldrum.  Now,  this  was  the  last  Conference  Meeting  that 
Mr.  Needham  attended.  How  little  he  could  have  thought  that  a  Vote  of 
Condolence  would  be  passed  to  his  own  relatives  at  the  following  quarterly 
gathering  !     Fortunately,  "  these  things  are  hid  from  our  eyes." 

During  the  year  1 889  the  Superintendents  had  been  again  engaged  with 
the  revision  of  the  Rule  Book. 

The  varying  systems  of  brake,  the  fact  that  some   vehicles  had  con- 
necting pipes  only  and   no   brake  appliances,  that  some  had  one  sort  of 
BaDerinten-     vacuum  and  some  another,  were  more  than  once  under  dis- 
denti'         cussion  with  a  view,  if  possible,  to  arrive  at  some  simple  in- 
€oiiference8.i889.  gtructions  in  the  Rule  Book ;  it  was,  however,  found  too  com- 
Varjriiitf  forms  plicated,  and  the  question  was  left  in  the  hands  of  the  Carriage 
of  Brake.      Building  Superintendents ;   it   being  decided  that  each  van 
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should  contain  printed  instructions  for  the  use  of  its  brake,  and  Ihat  the  regu- 
lations of  each  separate  Company  would  appear  in  its  own  appendix. 

There  had  been  a  diversity  of  practise  as  to  the  action  to  be  taken  in 

respect  of  fog  signab,  the  drivers  In  many  cases  considering  that 

unless   they  exploded   more   than   one   signal,  no  immediate 

Dlverslt?  ot    necessity  for  stoppage  was  indicated,  and  the  comineto  a  dead 

PTftOttt*.  ,     '        ,      ^'\^.       ,      ,         ,     ,,     ,  ,      , 

stand  on  such  explosion  had  gradually  become  obsolete  : 

The  wording  of  the  new  rule  laid  down  the  requirement : — 

When  >n  engine  explodes  a  detonator  in  clei.r  weather  the  driver  must  immedisCely 
ihnl  off  steam,  reduce  the  speed,  itnd  bring  his  train  under  such  complete  control  as  K> 
enable  him  to  slop  at  once  if  required,  snd  then  proceed  cautiously  to  the  place  of 
olHlrUclion.  or  until  he  receive  a  further  signal  for  his  guidance ;  if  the  detonator  is  ex- 
ploded in  ft^gy  weather,  or  daring  falling  snow,  the  driver  must  immediately  shut  off 
Steam  atid  brii^  his  train  under  complete  control  so  as  to  be  prepared  to  obey  any  signal 
that  may  be  enhibited,  if  he  receive  a  red  or  danger  hand  signal  he  must  at  once  bring  his 
engine  to  a  stand,  and  then  proceed  cautiously  to  the  point  the  hand  signal  is  intended  to 
protect,  or  until  he  receive  a  signal  to  proceed. 

The  disadvantage  of  the  old  idea  of  one  fog  signal  for  caution  only,  and 
two  for  danger  had  the  serious  drawbrack  of  taking  no  account  of  the 
possibility  of  one  of  the  signals  either  failing  to  explode  or  failing  to  be 
heard. 

The  Railway  Companies  which  intimated  that  they  only  adopted  red  and 
green  signals  whose  names  are  given  in  the  iSBg  Rule  Book,  were  the  Great 
Northern,  Hull  and  Barnsley,  Eastern  and  Midland,  and  London,  Brighton 
and  South  Coast  Railways. 

In  March,  and  again  in  May,  there  were  further  revisions  of  the  Draft  Rule 
Book,  the  suggestions  of  the  Permanent  Way  Engineers  were  dealt  with,  and 
instructions  for  ensuring  safety  foe  Platelayers  inserted.  These  were  submitted 
to  the  Board  of  Trade  by  Mr.  Henry  Oakley  in  reply  to  their  circular  letter 
on  the  subject  asking  for  some  additional  precautions  for  safety  of  the 
Permanent  Way  Men  in  foggy  and  snowy  weather.  I 

Rules  for  "Calling-on"  arms  were  included,  and  orders  for  the  use  of 
coupling-sticks  when  practicable,  to  avoid  danger  in  going  between  w^ons ;    1 
the  security  of  travelling  cranes  and  their  jibs  when  travelling  was  dealt  with, 
and  instructions  for  avoiding  reliance  oti  the  continuous  brake  at  terminals  and 
dead-end  bays  were  included. 

The  Rules  wero  finally  approved  in  June,  not  before  a  warm  vote  of 
thanks  had  been  passed  to  Mr.  Needham  as  the  Chairman  of  the  Committee 
for  the  able  manner  in  which  he  had  acted,  and  for  the  unwearied  attention     j 
he  had  shown  during  their  many  and  protracted  meetings. 

The  duty  of  codifying  the  Railway  Clearing  House  Mileage  and  Demur- 
rage Regulations  so  as  to  make  them  more  concise  but  without  in  any  way 
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affecting  their  substance  was  referred  to  a  small  Sub-Committee 

Suto^mnltteef.  consisting  of  myself,  Mr.  Gardner,  of  the  Great  Eastern,  and 

Oodlfying      Mr.  Twelvetrees,  of  the  Great  Northern.     Mr.  Corns  our  Stock 

KUeage  and    distributor  (who  was  shortly  afterwards  selected  by  Mr.   Eddy 

Regulations,  and  for  a  position  on  the  New  South  Wales  Railways),  acted  as  my 

Reimlatlon  In   ^{^Yit  hand  man  on  the  Committee.     There  was   another   Sub- 
case of  War.  J, 

Committee  of  four   members,   Messrs.   Cockshott,  Needham, 

Verrinder,  and  myself,  to  whom  was  delegated  the  task  of  drafting  rules  and 

regulations  in  case  of  war,  for  dealing  with  lines  of  railway  captured  in  an 

enemy's  country.    It  was  a  curious  combination  of  hypothetical  positions  and  I 

do  not  suppose  it  ever  got  beyond  one  of  the  shelves  in  the  War  Office ;  no 

enemy  was  then  in  sight,  and  the  practical  working  knowledge  obtained  by 

some  of  the  Military  Cadets,  who  about  this  time  were  attached  to  our  various 

departments  experimentally,  would  be  more  beneficial  than  the  most  carefully 

prepared  rules  to  meet  fancied  requirements. 

The  Exhibition  of  the  year  which  gave  rise  to  the  most  frequent  meetings 
of  the  Superintendents  was  the  Paris  Exhibition.    A  great  attempt  was  made 

to  popularise  this  in  England,  and  the  concessions  by  cheap 
Paris,  um.  J^ig^t  service  trains  from  London  to  Paris  for  artizans  and 
their  wives  from  the  manufacturing  centres  of  this  country, 
were  heralded  by  a  considerable  flourish  of  trumpets  on  the  part  of  the  rival 
routes.  Messrs.  Tyrwhitt  and  Whateley  for  the  South  Eastern,  Mr.  William 
Forbes  for  the  London,  Chatham,  and  Dover,  Mons.  Gerard  for  the  Brighton. 
Mr.  Michel  on  our  behalf  lent  his  energetic  and  rapid  utterance  to  make  the 
arrangements  satisfactory,  and  the  forms  of  certificates  workable.  Very  con- 
siderable publicity  was  given  in  the  London  and  North-Westem  Company's 
time  tables  to  these  facilities  for  Paris,  which  included  the  club  train  and  the 
mails,  in  addition  to  the  cheap  night  trains.  In  June  our  Officers*  Conference 
was  held  in  Paris,  the  Western  of  France  Railway  very  kindly  placing  their 
Board  Room  at  our  disposal.  The  Eiffel  Tower  was  not  completed  at  the 
time  of  our  visit,  we  went  by  lift  to  the  first  stage  and  then  by  winding 
stairway  covered  in  by  sailcloth  to  the  second  stage ;  the  illumination  of  the 
fountains  at  night  was  a  sight  not  to  be  forgotten. 

In  England  the  Spanish  Exhibition  held  the  field  at  Earls  Court  through- 
out the  summer;  Mr.  Applin  being  the  spokesman  of  the  management 
Late  in  the  autumn,  Barnum  and  Bailey  opened  their  show  at  "  Olympia,"  and 
made  Addison  Road  Station  very  busy  with  their  highly  popular  entertain- 
ment. 

The  Isle  of  Man  Traffic  from  Liverpool  and  from  Fleetwood  still 
continued  in  troubled  waters — the  Lancashire  and  Yorkshire  Company  in 
March  giving  notice  that  they  would  convey  passengers  and  their  luggage 
free  of  charge  between  their  Liverpool  Station  and  the  steamers. 

Once  again  the  Honorary  Secretary  to  the  Railway  Association,  Mr. 
Oakley,  Great  Northern  Railway,  called  attention  to  the  late  issue  of  the 
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^^  Monthly  Time  Tables,  and  urged  compliance  with  the  Resolu- 

xvmaifeB  M  to  tion  the  Association  had  adopted — "  That  for  the  convenience 

Late  Issue  of  of  the  public,  and  in  the  interests  of  the  Railway  Companies  it 

is  desirable  that  all  important  changes  in  the  running  of  trains 

should  be  agreed  upon  and  published  in  the  time  tables  at  least  seven  days 

before  such  changes  are  brought  into  operation."     It  was  agreed  to  intimate 

that  every  effort  shall  be  made  to  carry  out  the  resolution   of  the    Railway 

Association  now  submitted. 

The  Board  of  Trade  took  notice  of  the  same  subject  by  letter  of  15th 
November,  1889,  and  it  was  decided  to  re-enact  the  minute  agreeing  that  bills 
for  each  coming  month  should  be  interchanged  not  later  than  the  i8th  of  each 
month.  Very  good  attempts  have  from  time  to  time  been  made  to  give  effect 
to  this  desirable  object ;  the  restriction  of  train  alterations  to  two  or  probably 
three  times  only  in  the  year  has  simplified  the  difficulty,  but  occasions  will 
arise  in  which  in  days  of  hot  competition  it  will  not  be  found  always  possible 
to  maintain  this,  and  as  late  as  July,  1 901,  an  instance  has  arisen  of  a  Com- 
pany, the  Great  Northern  itself,  having  to  issue  supplemental  bills  announcing 
accelerations  between  London  and  Leeds  owing  to  Midland  competition,  with 
the  effect  that  those  important  changes  did  not  appear  in  "Bradshaw"  for  that 
month. 

The  question  of  the  high  percentage  hitherto  charged  by  the  Companies 

for  the  Insurance  of  Horses,  Carriages,  Dogs,  and  Poultry,  was  solved  by  the 

New  Iniaraiioe  ^^"^"^  Managers,  and  in  accordance  with  their  instructions 

Bate  fixed  at  the  English  Railways  adopted  i^  per  cent,  as  the  Insurance 

li  per  cent     standard,  to  come  into  operation  on  ist  May,  and  new  forms 

were  prepared,  new  notices  issued  accordingly  at  all  Stations. 

A  question  as  to  the  conveyance  by  rail  of  single  letters  was  referred  by 
the  Post  Office  to  the  Superintendents,  and  resulted  in  a  combined  arrange- 
ment whereby  3d.  per  letter  was  charged  for  the  service,  the  Post 
^"by  EaU.       Office  taking  their  id.  out  of  each  entry  and  dealing  with  over- 
weight ;  the  Railway  Companies  to  have  a  supply  of  special  3d. 
stamps  at  all  their  stations  ;  the  arrangement  not  to  be  limited  to  local  Stations, 
but  to  avoid  all  Clearing  House  Settlements,  it  was  understood  that  the  for- 
warding Company  should  retain  the  charges  whether  one  or  more  Companies 
were  interested  in  the  transaction.     The  plan  did  not  come  into  force  till 
1st  October,  1890,  it  has  never  been  largely  availed  of,  and  was  one  that 
required  close  attention  on  the  part  of  all  who  dealt  with  such  letters  in  transit 
to  ensure  attention  at  all  points  of  transfer  and  delivery. 

1889.  "  The  Soho,  Handsworth,  and  Perry  Barr  Line" — a  short  connect- 
ing line  near  Birmingham  was  brought  into  full  operation  on  ist  April,  though 
it  had  been  partially  opened  in  the  previous  autumn.     By  its  six  junctions  it 

provided  some  very  convenient  routes  for  traffic  in  various  direc- 

Opening  of  Soho. ' 

and  tions,  connecting  as  it  did  the  old  Grand  Junction  Line,  and  the 

Perry  Ban  Lines,  Stour  Valley.     By  its  means  the  Passencer  Trains  from  Walsall 

and  Willenhall  had  a  direct  access  into  New  Street,  Birmingham, 
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avoiding  the  detour  via  Aston  and  Vauxhall.  The  Coal  Traffic  for  Monument 
Lane  dep6t,  from  Cannock  Coalfields  reached  its  destination,  without  obstruct- 
ing New  Street  Station,  from  the  South ;  the  Goods  Traffic  for  and  from  the 
busy  Stour  Valley  Stations  in  like  manner  avoided  New  Street.  Local  accom- 
modation was  given  to  the  Handsworth  and  Soho  district,  and  an  important 
Coal  depot  was  opened  near  to  the  site  of  Soho  Pool,  by  a  short  branch  off 
this  new  line,  which  now  completely  encircled  Birmingham.  The  two  addi- 
tional lines  between  Soho  and  Harborne  Junction  (Stour  Valley)  were  brought 
into  use  at  the  same  time. 

I  was  unable  to  attend  the  opening  of  the  line,  and  did  not  travel  over  it  till 
the  1 5th.  On  that  evening  all  Birmingham  was  in  excitement  over  an  election 
in  which  our  Director,  Mr.  J.  A.  Bright  (son  of  the  celebrated  John  Bright), 
was  a  candidate ;  the  majority  by  which  he  was  returned  was  very  large  and 
exceeded  all  expectations ;  the  cheering  at  the  announcement  at  the  Town 
Hall  was  audible  as  far  as  the  Queen's  Hotel. 

The  single  line  of  railway  between  Rhymney  Bridge  and  Dowlais  Top 
was  doubled,  and  the  additional  line  was  used  for  traffic  on  27  th  January  this 
year  (1889).  The  quadrupled  lines  between  Heaton  Norris  and  Denton  were 
opened  for  traffic  on  2nd  June. 

The  "Town  Station"  at  Birkenhead,  on  the  Birkenhead  Joint  Line,  was 
opened  this  year  on  ist  January.  On  ist  July,  a  new  station  near  to  Llandulas 
Village,  on  the  Chester  and  Holyhead  Line,  was  opened  for  Passenger  Traffic, 
called  Llandulas ;  the  old  station  whence  the  ill-fated  trucks  had  run  that 
wrecked  the  Irish  Mail  at  Abergele,  being  called  by  the  proper  local  name  of 
Llysfaen. 

On  25th  February,  an  experimental  train  was  run  from  London  to 
Manchester  with  the  new  dining  saloons,  the  Directors  and  chief  officers 
Dininff  8ai         accompanying  it ;  and  on  Friday,   ist  March,  dining  saloons 

_  between  Euston  and  Manchester  commenced  running  for  first 

London  and     class   passengers   only ;    they  were   placed  on  the  5.30  p.m. 
trains  each  way.     Next  month  the  list  was  extended  to  include 
Liverpool,  the  arrangement  being  as  follows : — 

Luncheon  and  Dining  Saloons. 


London 

Liverpool 

Manchester 


•••         •••         •••         •••         ••• 


•  ■ •         ••  • 


Lttncbeon 
Sakxm. 

Luncheon 
Saloon. 

Dining 
Saloon. 

Dining 
Saloon. 

...depart 

10  10 

12    0 

410 

530 

...amve 

240 

— 

840 

— 

...arrive 

— 

4  20 

— 

950 

Manchester      depart  —  12   o  5  30  — 

Liverpool depart  94$  —  —  520 

London    arrive  215  420  945  10 15 

These  vehicles  were  of  the  six-wheeled  type,  and  were  never  very  steady 
runners.  Mr.  Acworth,  a  good  judge,  more  than  once  made  complaint  of 
unsatisfactory  travelling. 
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In  March,  the  Scotch  Day  Express,  lo.o  a.m.  from  London,  was  timed 
to  reach  Glasgow  at  6.50  p.m.  instead  of  7.0  p.m.,  and  from  ist  July  to  the 

Alteimtioii  in  ^^^  ^^  '^^  ^^^  ^'  ^^  ^^^  '^  reach  Edinburgh  6.30,  and 
London  and  Glasgow  6.45.  In  August,  a  new  Passenger  connection, 
Sdotob  BervloM.  Ireland  to  Scotland,  was  given  off  the  up  day  Irish  Mail,  by 
running  a  train  from  Chester  at  1.25  p.m.,  reaching  Preston  at  3.1 1,  and  join- 
ing the  second  Scotch  Express  there,  the  train  arriving  during  the  dining 
interval. 

In  July,  a  most  convenient  afternoon  serrice,  from  Olaagow  to 

London,  was  first  brought  into  operation  by  extending  the  train  leaving 

Glasgow  Central  at  2.0  p.m.  through  to  London,  with  an  arrival  at  ii.o  p.m. 

On  the  9th  January,  the  Lord  Mayor  of  London  (Whitehead),  a  Kendal 

man,  psad  a  state  visit  to  his  birthplace. ;  a  special  train  was  run  for  the 

^^^  accommodation  of  the  civic  party.  Sir  R.  Moon  and  Mr.  Findlay 

Lord  Kayor  to  receiving  His  Lordship,  at  Euston ;  the  return  was  made  on  the 

Kendal,  nth,  and  I  accompanied  His  Lordship  and  his  sons  from  Crewe 
'  to   London.      The   Lord   Mayor,   afterwards,   visited   Euston 

on  the  1 8th,  and  gave  away  the  Prizes  to  the  nth  Middlesex,  the  Railway 
Corps. 

On  28th  March,  I  had  to  see  Lord  Arthur  Somerset,  at  Albany  Barracks, 
as  to  the  Prince  of  Wales'  visit  to  Liverpool.    His  Royal  Highness  left  Euston 

SpecialJmuneyi^"^^  ^^^  ^^^  Liverpool,  by  special  train  at  2.0  p.m.    I  travelled 

of  tba        with  the  train  as  far  as  Rugby,  and  on  the  30th  went  down  to 

Bojral  FamUy.  Liverpool,  in  order  to  take  charge  of  his  train  on  return.    Walton 

Station,  outside  Liverpool,  was  selected  for  the  train  to  return  from.     We  left 

at  4.30  p.m.,  and  made  a  very  good  journey  to  Ix)ndon,  arriving  8.50  p.m. 

On  4th  April,  His  Royal  Highness,  again  travelled  from  Euston,  this 
time  to  Shackerstone,  for  Lord  Howe*s  Seat,  Gopsall. 

On  the  8th  July,  the  Shah,  whose  travelling  arrangements  were  for  the 
most  part  in  the  hands  of  Messrs.  Thos.  Cook  &  Son,  was  announced  to 
journey  from  Hatfield,  at  the  conclusion  of  his  visit  to  the  Marquis  of  Salisbury, 
to  Berkhampsted  to  visit  Lord  Brownlow  at  Ashridge.  A  special  train  of 
London  and  North-Western  carriages  was  sent  to  Hatfield  on  the  Great 
Northern  for  the  journey,  and  after  a  long  delay,  waiting  the  unpunctual 
pleasure  of  the  Shah — Mr.  Cockshott  and  Lord  Colville  of  Culross  chafing 
on  the  platform — we  started  on  the  trip  to  Berkhampsted,  which  entailed  two 
reversals  of  the  train,  one  at  St.  Albans  and  one  at  Watford. 

On  13th  August,  the  Duke  and  Duchess  of  Fife,  travelled  to  Perth  by 
the  10.30  a.m.  Express  from  Euston.  They  had  been  married  on  the  27th  July, 
and  this  was  the  first  occasion  of  their  adopting  the  London  and  North-Westem 
Line,  although  the  Duke  himself  was  one  of  our  frequent  travellers. 

We  still  had  our  trouble  as  to  the  fitting  of  the  brake  to  the  carriage 
stock,  and  selecting  vehicles  for  each  separate  style  of   brake;  some  relief 
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AntmnAti  ^^^  afforded  during  the  transition  by  the  Board  having  adopted 
Vacumn  Mr.  Webb's  recommendation  to  arrange  "  a  five-way-cock  and 
^^"*^  automatic  slieve,"  which  enabled  the  brake  to  be  used,  either 
automatic  or  non-automatic,  on  our  own  vehicles;  but  the 
Caledonian  Company  would  not  recede  from  the  Westinghouse  system,  and 
the  automatic  vacuum  and  the  Westinghouse — the  "  dual  brake,"  it  was  called, 
had  ultimately  to  be  applied  on  all  the  joint  stock,  and  on  all  the  saloons  and 
other  vehicles  appointed  for  North  traffic.  It  was  by  a  very  clever  arrange- 
ment that  the  brake  action  on  the  cylinders  was  made  applicable,  either  by 
the  Westinghouse,  or  the  automatic  vacuum,  which  latter  the  Directors  of  the 
Company  had  at  last  decided  to  adopt.  The  little  donkey  engine  on  the 
Caledonian  engines  certainly  did  its  work  more  quietly  than  the  ejectors 
originally  adopted  by  the  North- Western,  "  the  large  ejector  "  being  used  with 
loudly  sounding  action  to  take  off  the  brakes,  or  raise  the  vacuum  in  obedience 
to  a  signal  by  the  brake-foreman  to  the  driver  to  "  blow  up  I " — the  noise  thus 
produced  (that  "  dismal  sound,"  Mr.  Kempt  accurately  called  it,  as  on  one 
occasion  the  Station  at  Carlisle  reverberated  with  the  noise,  while  the  Royal 
train  stood  waiting  to  start),  was  most  trying  to  the  nerves.  While  running 
the  "  small  ejector "  was  used  to  keep  up  the  vacuum,  and  Mr.  Mumford,  of 
Rugby,  was  instrumental  in  introducing  some  improvements  which  avoided  the 
costly  work  it  entailed.  "A  whole  head  of  steam,"  one  driver  told  me,  had  to 
be  kept  up  under  the  former  arrangement.  Latterly  I  have  noticed  a  very 
simple  design — small  horizontal  piston  on  the  engines — ^by  which  Mr.  Webb 
has  made  a  vast  improvement  in  the  scheme,  and  left  but  little  to  be  desired. 

The  trial  trip  of  the  "Teutonic"  White  Star  Liner  was  one  of  the 
incidents  of  the  summer.     The  steamer  left  Holyhead  on  the  afternoon  of 

Saturday,  2  7th  July,  with  a  large  number  of  invited   guests 

of  the        o'^  board.     The  boys  of  the  "Indefatigable"  were  with  us; 

"Teutonic,"     they  sang  in  the   evening   for   our  amusement,  and   on   the 

'  Sunday   formed   the   choir   on   board.      A   sea   fog   troubled 

us  during  the  Sunday  afternoon,  but  it  cleared  towards  evening,  and  we 

arrived   on    Monday  in   the  Mersey  and  landed  in  Liverpool  in  beautiful 

weather,  and  accorded  to  Mr.  Ismay,  our  host  of  the  White  Star,  and  one  of 

our  own  Board  of  Directors,  a  well-deserved  vote  of  thanks  for  the  enjoyment 

the  trip  had  afforded. 

Negotkitions  as  to  transmitting  luggage  from  America  through  "in  bond" 
to  the  Continent  still  continued.     Mr.  Scrivener,  of  the  Customs  Board  at 

Liverpool,  having  several  interviews  on  the  subject,  the  whole 
PropoBftiii  to 
convey  American  o^  the  Atlantic  Companies  being  represented,  and  an  American 

Luffgage  in     Syndicate    under    the    agency  of    Mr.   de   Raismes,   opened 

negotiations  for  adopting  the  system  of  check  baggage,  relieving 

the  railways  from  all  responsibility.     This  short-lived  scheme  took  final  shape 

in  the  Time  Table  of  August,  1890,  under  the  lengthy  title  of  the  Transatlantic 

Baggage  Indemnity  Checking  Company's  System,  5/6  per  package  insuring 
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up  to  ^100  against  all  risks ;  but  it  disappeared  from  the  Time  Tables  in  the 
following  July.  Mr.  Tyrwhitt  and  Captain  Gye,  of  the  South-Eastern,  were 
successful  in  obtaining  the  consent  of  the  Northern  Companies  to  adopt 
with  the  concurrence  of  Her  Majest3r's  Customs,  arrangements  for  conveying 
passenger's  luggage  in  bond  unexamined  for  shipment  to  Liverpool,  eith«^ 
under  crown  locks  or  under  twine  and  plomb,  to  the  Waterguard  Surveyor, 
Her  Majesty's  Customs,  Liverpool.  The  regulations  were  of  a  complicated 
character,  and  several  meetings,  terminating  in  1890,  were  held  before  the 
scheme  was  confirmed  by  the  General  Managers. 

The  arrangement  for  selecting  some  of  the  main  line  signal  boxes  for  the 
limit  of  eight  hours'  tour  of  duty  came  into  force  in  the  autumn. 

Earlier  in  the  year  a  change  in  the  control  of  the  issue  of  our  monthly 
Time  T&bie  staffTime  Tables  was  made.     A  special  clerk  from  each  District 

_Ji*  ,  Superintendent's  Office  being  selected  and  added  to  the  Time 
wmowB.  Table  office  at  Euston.  During  the  week  at  the  close  of  each 
month  that  the  Time  Bills  were  to  be  printed,  these  men  were  assembled  at 
Newton  under  my  Train  Clerk,  William  Wilcox,  and  one  hand  and  one  respon- 
sibility dealt  with  the  issue. 

During  both  1888  and  1889  ^^  yf^Te  free  from  any  serious  accidents. 
Those  which  came  under  review  were  calculated  to  shew  the  inefficiency  of 
the  simple  vacuum,  and  the  constant  comment  of  the  Inspectors  followed 
on  each — "this  could  not  have  happened  if  the  Automatic  Vacuum  had  been 
in  force." 


A  TRAVELLING  INCIDENT  AT  DUBLIN  WESTLAND 

ROW  TERMINUS. 

Traveller :  Pat,  will  you  get  my  luggage  out  of  the  van  ? 

Porter  :  I  will,  sor ;  and  what  name  is  it,  your  honour  ? 

T. :  Name  !     Neele  ! 

P. :  Now,  is  it  MacNeill  or  O'Neil  ? 

T. :  Neither ;  only  Neele. 

P. :  What !     Neele  entoirely  ? 

T. :  Yes ;  Neele  entirely. 

P.  :  Then,  by  the  Powers,  you  must  be  the  Father  of  them  all! 


CHAPTER   XIV.         1890 -1892. 

Death  of  Mr.  Needham — White  Light  Danger  Signal  diictuned — Deaths  of  Mr.  P.  W.  Dawson  and 
Mr.  Christison — Mr.  Ftndlay's  Paper,  "  Recent  Improvements  in  Facilities  for  Railway  Travelling  " — Opening 
Forth  Bridge — Accident  at  Carlisle :  Brake  Failure— Time-keeping  by  English  Railways— Chester  Station 
Extension— Stratford-on-Avon  and  Kenilworth  Coaching  Toars — War  Office  Lieutenants — Mr.  Houghton 
succeeds  Mr.  Harley  as  Secretary — Resignation  of  Sir  Richard  Moon— Woodhead's  Fog  Signal  Layers — 
Points  and  Signals  interlocked  retum,  1890 — Cook's  Jubilee  Dinner — Dining  Cars  to  Scotland — Railway 
Extension  across  Dublin — "  Newcomen  Junction" — Enston  Station  New  West  Departure  Platform — 
Accidents  at  Hampstead  Heath  Station,  Derby  Junctkm  Birmingham,  and  Mdton  Mowfany— Risk  Notes. 


'TT^HE  records  of  this  year  for  the  Railway  Qearing  House  removed  from 
our  midst  some  of  the  best  known  names  among  the  early 
personalities  of  Railway  Superintendents. 


1 


1890.     At  the  quarterly  meeting,  on  January  22nd,  Mr.  F.  J.  Ramsden 
was  announced  as  Superintendent  of  the  Furness  Railway,  rnce  our  old  friend, 

Mr.  Henry  Cook,  who  for  some  years  further  retained  the 

in  Secretaryship  of  the  line.     Mr.  J.  H.  Nettleship  succeeded 

BaUway  Offlotn,  Mr.  James  Robertson  as  Superintendent  of  the  Great  Eastern. 

Mr.  Maddock,  of  the  Lancashire  and  Yorkshire,  was  represented 
for  the  first  time  by  Mr.  Nicholson ;  in  previous  meetings  either  Mr.  Bayley 
or  Mr.  Hepworth  had  acted  on  his  behalf.  Mr.  J.  Davies  was  appointed 
to  represent  the  Central  Wales  and  Carmarthen  Junction  Line ;  his  tenure 
of  the  position  was  but  short,  as  early  in  1891,  the  Central  Wales  and 
Carmarthen  Line  was  absorbed  by  the  London  and  North-Westem  Company ; 
and  on  the  recommendation  of  Mr.  Findlay,  Mr.  Davies  was  appointed 
General  Manager  of  the  Government  Railways  in  Western  Australia.  After 
ten  years'  experience  in  Australia,  on  his  return  to  England  he  has  been 
appointed  Manager  of  the  Midland  and  South-Western  Junction  Line, 

At  this  January  meeting  (1890)  it  was  reported  that  Mr.  Needham  was 
seriously  ill,  and  his  life  despaired  of.  The  end  came  shortly  after;  and 
the  opportunity  was  taken,  at  a  meeting  on  the  25th,  at  which  the 
principal  Superintendents  were  present,  to  pass  the  following  resolution : 
Mr.  MacLaren  was  in  the  Chair,  and  it  fell  to  my  lot  to  propose,  and  to 
Mr.  Cockshott  to  second,  its  adoption  : — 

The  Superintendents  of  the  railways  of  Great  Britain  desire  to  express  to  Mrs.  Needham 
and  Sir  James  Allport  their  sincere  sympathy  in  the  heavy  loss  they  have  sustained  by  the 

de  th  of  Mr.  Needham,  and  at  the  same  time  to  place  on  record  the 
Death  of  j^.gy^  estimation  the  Superintendents  entertained  of  Mr.  Needham*s 
Mr.  Neednam.  ^^mg^yi^j^^jig  ability  and  sterling  worth ;  the  debt  of  gratitude  they  feel  for 
the  great  pains  he  took,  with  so  able  a  result,  in  the  various  revisions  of  the  Clearing 
House  Book  of  Rules  and  Regulations  for  Working  Railways,  including  the  block  regula- 
tions ;  and  their  appreciation  of  the  wise  counsel,  friendly  guidance,  and  unvar>'ing  courtesy 
displayed  by  him  on  all  occasions  during  the  many  years  he  represented  the  Midland 
Company  as  a  member  of  the  Superintendents*  Conference. 
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The  funeral  took  place  on  the  27  th  in  Belper  Cemetery,  and  was 
attended  by  hundreds  of  the  Midland  Company's  employes,  all  the  principal 
Superintendents  of  the  English  Railways,  and  among  the  pall-bearers  was 
Major  Marindin,  of  the  Board  of  Trade. 

Mrs.  Needham  sent  a  sympathetic  reply  to  the  Superintendent's  vote 
of  condolence,  which  was  read  at  their  meeting  in  April. 

At  this  April  meeting  Mr.  W.  L.  Mugliston  was  announced  as 
Mr.  Needham's  successor,  and  he  became  one  of  the  standard  officers  at 
these  gatherings;  Mr.  Pakeman  attending  also  for  all  matters  connected 
with  excursion  questions,  fares,  etc. 

Mr.  J.  H.  Bell,  who  had  been  for  some  years  Station  Superintendent 
for  the  Cheshire  Lines  in  Manchester,  was  announced  as  Superintendent  of 
the  Great  Southern  and  Western  of  Ireland;  Mr.  Colhoun  being  fully 
occupied  with  the  managerial  duties  of  that  important  Irish  Line. 

This  meeting  proved  to  be  the  last  of  the  Superintendents'  Conferences 
at  which  either  Mr.  Christison  or  Mr.  Dawson  attended ;  they  were  neither 
of  them  present  at  the  summer  gathering  at  Aberdeen  in  July. 

At  Aberdeen,   Mr.   Garrow   was  announced  as  representative   of  the 

Highland  Railway,   vice   Mr.   Thomas   Robertson,   who  had  received    the 

_-  distinguished  appointment  of  General  Manager  of  the  Great 

Thomas       Northern  Railway  of  Ireland — a  very  complimentary  selection 

Robertson.     Qf  j^   Scotch   officer  to   control   the    affairs    of   one    of  the 

chief  Irish   railways,  and  to  whose,  further  advancement   I  have  already 

referred. 

Mr.  Mugliston  brought  forward  the  open  question  as  to  the  diversity 

of  colours   of  signals   on   the   railways,  calling  attention   to  the  following 

QaeBtlon  asaln  divergencies : — On  the  Midland  Line  three  lights  are  used — 

raised  as  to     red,   green,  and   white — for   "  danger,"   "  caution,"  and    "  all 

^rv^*^lj^  right"  respectively.     On  the  Great  Northern,  London  Brighton 

as  a         ^nd  South  Coast,  Hull  and  Barnsley,  and  Eastern  and  Midlands, 

SignaL        two  lights  only  are  used,  red  and  green — ^red  for  "danger," 

and  green  for  "  all  right " ;  a  white  light  shewn  at  a  fixed  signal  being  taken 

as  a  danger  signal.     On  the  London  and  North-Western  four  lights  were  used 

— red,  purple,  green,  and  white ;  the  red  and  purple  being  for  danger.    He  also 

called  attention  to  the  desirability  of  the  white  light  being  dispensed  with 

altogether  as  a  driver's  signal,  owing  : — 

1.  To  the  difficulty  experienced  by  drivers,  at  places  where  the  signals  arc  numerous, 
in  distinguishing  whether  the  green  or  the  white  light  is  the  signal  applicable  to  their  trains, 
or  is  the  back  light  of  a  signal  applicable  to  trains  running  in  the  opposite  direction. 

2.  To  the  risk  incurred  should  the  red  or  green  glass  of  a  fixed  signal  be  broken,  and 
the  signal  shew  a  white  light  to  a  driver ;  and 

3.  To  the  liability  of  a  driver  mistaking  the  white  light  of  a  platform  or  other  fixed 
lamp  for  a  signal  light  in  the  event  of  the  signal  light  having  failed. 

The  Rules  and  Regulations  Sub-Committee   had  this  whole  question 
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under  review  at  two  or  three  meetings  in  the  course  of  the  year,  but  the 
majority  objected  to  the  change  suggested.  The  strong  hold  of  the  objection 
by  Managers  and  others  lay  in  this  :  "  What !  a  white  light  to  mean  danger — 
absurd ! "     But  year  by  year  the  alteration  met  with  fresh  support. 

The  Sub-Committee  supported  my  attempt  to  obtain  uniformity 
in     the     code     for   working    bells    oi    gongs,    and     shunters*     horns    for 

signalling   to    drivers    engaged   in   shunting  operations;  the 

ghnnting       horns  were  an  importation  from  French  railways  by  Mr.  Findlay. 

Signals        The  following  code  was  unanimously  recommended  with  a 

view  to  uniformity  of  practice,  and  to  avoid  misunderstanding 

where    the    signals    are    applicable    to    the    servants    of   more   than  one 

Company : — 

SIGNAL.  INDICATES. 

1  Note ... Go  ahead. 

2  Notes Set  back. 

3  ^ otes    «•.     ...     .•*     .••     •..     •••     oiop. 

The  Military  Exhibition  at  Chelsea  was  the  prominent  attraction  of  the 
year ;  but  while  concessions  were  urged  and  discussed  as  to  the  conveyance  of 

soldiery  to  the  Exhibition,  the  distance  from  any  of  the  railway 

_     "**■    stations  in  London  precluded   any  great  extent  of  excursion 

MUltaryat     traffic  from  the  provinces.     The  Exhibition  was  opened  by  the 

Gheisea.       prince  of  Wales  on  the  7th  May ;  the  stations  affected  by  the 

through  booking  being  chiefly  Sloane  Square,  Victoria,  and  Chelsea  (West 

London  Extension  Joint). 

On  the  nth  of  same  month  the  French  Exhibition  at  Earls  Court  was 
FrmiGh        opened   by  the  Lord   Mayor.      Mr.  Applin   was  the  Acting 
at  Manager,  but    its    popularity  did   not   approach   that    of   its 

Earls  Ooiut.     predecessors. 

Edinburgh  had  its  International  Exhibition  of  Electrical  Engineerings 

General  Inventions,  and  Industries.     It  was  open  from  May  till  October. 

EdinimrKli      ^^^  North-Western  officers  held  their  summer  conference  in 

Electrical      Edinburgh — Mr.  Lee  Bapty  kindly  placing  his  offices  at  our 

""*«^^'*"»-    disposal  for  the  purpose. 

The  Post  Office,  with  their  Jubilee  celebration  of  the  introduction  of 
the  uniform  penny  postage  on  the  2nd  July,  had  special  concessions  to 
enable  their  employes  and  representatives  from  distant  parts  of  the  country 
to  attend  the  very  interesting  gathering  that  took  place  in  London  on  the 
occasion. 

The    tourist    arrangements    for    the    year    included    the   long-desired 

Inverness  circular  tour  tickets;   and  the  Isle  of  Man  passengers  obtained 

aearinff       ^^^®  transit  with  their  luggage  from  the  stations  of  the  Cheshire 

HouBa         Lines  in  Liverpool  to  the  steamers.     Such  incongruous  objects 

proceedlngMSsa  ^5  elephants,  harps,  tandem   tricycles,  and  tandem  bicycles 

obtained  special  quotations  at  the  hands  of  the  Superintendents. 
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At  the  October  meeting  of  the  Superintendents  at  the  Clearing  House 
a  mournful  duty  devolved  on  Mr.  A.  G.  Reid,  the  Chairman,  thus  recorded 

in  the  minutes  : — 

Before  proceeding  with  the  business  of  the  day,  the  Chairman  alluded,  in  feeling  tenns, 

to  the  great  loss  the  Conference  had  sustained  in  the  death  of  their  Secretary,  Mr.  P.  W. 

Death  of       Dawson,  which  had  occurred  so  suddenly  on  the  20th ;  and  several  of  the 

Mr.  P.  W.       members  having  also  spoken  on  the  subject,  it  was  unanimously  resolved 

DawBOB        that  the  following  minute  be  recorded,  and  that  the  Clearing  House  be 

(R.  C.  H.)         requested  to  forward  a  copy  of  it  to  Mrs.  Dawson  : — 

"That  the  Superintendents  of  the  Railway  Companies  of  Great  Britain  and  Ireland 
desire  to  express  their  deepest  sympathy  with  Mrs.  Dawson  and  family  in  the  heavy  and 
irreparable  loss  they  have  so  suddenly  sustained,  and  at  the  same  time  to  place  on  record 
the  high  esteem  in  which  Mr.  Dawson  has  been  so  deservedly  held  by  all  the  members  of 
this  Conference ;  the  gratitude  they  feel  for  the  zeal,  coupled  with  the  great  ability,  sound 
judgment,  and  strict  impartiality  he  has  at  all  times  displayed  in  connection  with  the 
business  of  the  Conference,  and  for  his  invariable  courtesy  and  ever  ready  kindness." 

The  Chairman  then  proceeded  to  address  the  Conference  on  the  loss  they  had  sustained 
in  the  death  of  Mr.  Christison  (8th  September),  the  senior  member  of  their  body,  and  after 
some  other  members  had  also  spoken  on  the  subject,  it  was  unanimously  Resolved — 

"That  the  members  of  this  Conference  desire  to  record  the  sincere  regret  with  which 
they  received  the  intimation  of  the  death  of  their  colleague  Mr.  Christison,  the  Represen- 
tative of  the  North- Eastern  Railway,  whose  name  has  been  connected  with  their  periodical 
meetings  from  the  earliest  days  of  the  Conference,  and  whose  calm  judgment  and  ripe 
experience  have  throughout  his  long  association  aided  them  so  largely  in  all  their 
deliberations." 

It  was  also  agreed  that  a  copy  of  this  resolution  be  sent  to  Mrs.  Christison,  with  the 
expression  of  the  best  sympathy  of  the  Conference  towards  herself  and  the  members  of  the 
family  in  their  bereavement. 

Mr.  Dawson,  with  Mr.  H.  Oliver  and  Mr.  James  Brown,  had  been 
connected  with  the  Railway  Clearing  House  ever  since  its  commencement, 
under  Mr.  Kenneth  Morison.  On  Mr.  Morison's  death,  Mr.  Zachary 
Macaulay  became  head  of  the  Institution ;  his  reign  was  but  short,  and  then 
Mr.  Dawson  succeeded  to  the  chief  position.  The  establishment  grew 
to  most  extensive  proportions,  and  large  and  comprehensive  as  its  various 
branches  of  work  might  be  in  Railway  Companies'  agreements,  goods  traffic 
settlements,  passenger  traffic  divisions,  parcels  settlements,  parcel  post  check 
and  divisions,  carriage  and  wagon  and  sheet  mileage,  lost  luggage  tracing, 
junction  number  taking,  and  tracing  vehicles — ^the  whole  was  under 
Mr.  Dawson's  just  and  judicious  control,  and  he  was  careful  that  it  was  worked 
with  the  maximum  of  accuracy  and  the  minimum  of  disagreement.  He  took 
an  active  interest  in  establishing  superannuation  and  provident  funds,  dining 
rooms,  reading  rooms,  and  library  for  the  clerks,  together  with  the  literary, 
musical,  and  athletic  societies,  so  highly  appreciated  by  the  staff. 

He  died  very  suddenly,  while  walking  from  the  Clearing  House  to  his 
train  at  Euston  Station.     His  funeral  took  place  at  Hampstead  Parish  Church 


RAILWAY   REMINISCENCES.  367 

burial  ground,  and  the  procession  from  St.  Paul's  Avenue  Road  to  the  cemetery 
was  attended  by  representatives  of  all  the  Railway  Companies,  and  by  upwards 
of  1,000  of  the  stafif  of  the  Clearing  House.  Mr.  Cockshott  and  I  were  among 
the  selected  pall-bearers.  Mr.  Dawson  had  been  a  personal  friend  of  mine 
ever  since  my  coming  to  London,  and  his  widow,  Mrs.  Dawson,  gave  me  his 
ebony  walking-stick  as  a  memento  of  our  friendship. 

Mr.  Christison  died  after  a  lengthened  illness  at  Bridlington  Quay.     He 

was  bom  at  Berwick-on-Tweed,  and  his  long  years  of  railway  service  had  been 

Death  of      dissociated  with  the  North-Eastem  district  of  England.    He  was 

Hr.  a  very  calm  debater  and  never  appeared  rufHed.     He  seldom 

^'**'^****^"'"     spoke  till  the  end  of  a  debate,  and  then  gave  a  very  cautious 

shape  to  his  objections,  not  unfrequently  turning  the  meeting  towards  his  view, 

of  pausing  before  adopting  changes  and  making  quite  sure  of   the  ground 

before  advancing. 

His  son-in-law,  Mr.  E.  L.  Davis,  was  District  Superintendent  of  the 
North-Eastern  Line  at  Hull,  and  for  many  years  acted  as  Secretary  to  the  Joint 

Conference  which  dealt  with  the  conveyance  of  the  Norwegian 

Ttafflo  2uid  Baltic  emigration  parties  to  America,  using  the  port  of  Hull. 
▼**  His  duty,  carried  out  with  perfect  impartiality,  being  to  allot 

as  equally  as  possible  the  shipments  of  these  emigrants  arriving 
in  the  Humber  by  the  various  routes  available  across  to  Liverpool.  At  one 
time  the  flow  of  this  emigrant  traffic  from  the  North  of  Europe  to  Hull,  thence 
across  England  to  Liverpool,  and  so  to  the  United  States,  was  very  large, 
and  the  Lancashire  and  Yorkshire  Company  had  extensive  barrack  waiting 
rooms  at  Tithebarn  Street  Station  for  the  accommodation  of  the  emigrants  who 
came  over  in  the  through  trains  from  Hull ;  but  latterly  the  establishment  of 
steamers  making  the  voyage  throughout  from  Scandinavia  to  the  American 
ports,  has  consequently  reduced  this  flow  of  traffic. 

In  1902,  Mr.  Davis  was  promoted  to  a  newly  organized  f)osition 
of  "  General  Passenger  Agent "  of  the  North-Eastem  Railway  at  York, 
one  of  the  American  arrangements  adopted  by  Mr.  Gibb  as  a  result 
of  his  visit  to  the  States  in  1901. 

At  the  October  Quarterly  Meeting,  Mr.  T.  Wallace  was  recorded  as 
Superintendent  of  the  Great  Northern  of  Ireland.  Mr.  W.  B.  Johnson  as 
successor  to  Mr.  Christison.  Mr.  E.  Chalk  vice  Mr.  A.  L.  Stride  for  the 
London,  Tilbury,  and  Southend  Railway.  Mr.  S.  J.  Carr,  who  had  been 
Chief  Clerk  for  many  years  in  Mr.  Wood's  office  at  Chester,  was  appointed  as 
Superintendent  of  the  Seacombe,  Hoylake,  and  Deeside  Railway,  subsequently 
absorbed  in  the  "Wirral"  Railway.  Mr.  N.  J.  Burlinson,  of  the  Great 
Western  Railway  was  elected  Chairman  for  the  year  1891. 

1890.  The  doubling  of  the  Branch  Railway  between  St.  Helens  and  Rain- 
ford  (where  the  Lancashire  and  Yorkshire  Line  is  reached),  heretofore  a  single 
line,  was  completed  this  year,  new  stations  being  provided  in  lieu  of  the  very 
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antiquated  ones  which  had  previously  served  the  district ;  the  signalling  was 
modernized  and  the  train  stafT  withdrawn. 

In  February,  Mr.  Findlay  was  laid  aside  by  an  attack  of  gastritis.     He 

had  prepared  a  paper,  "  On  Recent  Improvements  in  facilities  for  Railway 

Mr.  Fladiay's   Travelling,"  to  be  read  before  the  Society  of  Arts.     At  a  very 

Fap«r  on      short  notice  I  had  the  distinction  put  upon  me  of  reading  this 

Xmproyements  P^P^^  ^^  ^s  stead.     "  Cut  it  down,  so  as  to  keep  it  within  the 

in  Railway     hour,"  was  the  request  made  to  me  by  the  acting  Secretary. 

yeiiinff.  ^^  reduce  any  sentence,  or  to  omit  any  paragraph,  might  spoil 
the  whole  sequence,  and  as  I  had  only  time  to  glance  over  the  document 
before  finding  myself  in  the  lecture  hall  with  1 50  people  in  attendance,  I  felt 
there  was  nothing  for  me  but  to  go  straight  through.  I  did  so,  and  while  I 
am  sure  it  was  all  quite  clear,  I  reached  the  end  before  time.  Mr.  Batten, 
who  raised  some  questions,  congratulated  me  on  the  record  delivery,  saying 
that  he  supposed  the  environment  of  speed  in  which  I  lived  had  no  doubt 
enabled  me  to  accomplish  the  task. 

The  paper  had  reference  to  the  recent  introduction  of  sleeping  saloons 
dining  carriages,  etc.  Mr.  Batten  chiefly  directed  his  remarks  to  deficiencies 
in  the  English  system,  specially  urging  the  C.  O.  D.  system,  "collect  on 
delivery,"  in  force  in  the  States.  The  subject  was  scarcely  germane  to  the 
paper  I  had  read,  but  I  cannot  see  any  practical  difficulty  in  adopting  the 
C.  O.  D.  system  in  this  country,  except  it  be  in  the  value  of  the  packages 
exceeding  the  Carriers'  Act  limit. 

The  openiBg  of  the  Forth  Bridge  was  an  event  in  railway  engineering 
that  all  those  interested  in  traffic  arrangements,  and  in  the  achievements  of 

constructional  talent,  were  looking  forward  to  with  much  interest. 

of  the         It  was  appointed  to  take  place  on  Tuesday,  4th  March,  and 

Forth  Bridge,    pjjg  Royal  Highness  the  Prince  of  Wales,  together  with  the 

Duke  of  Edinburgh,  were  to  be  present.  The  programme  of 
the  "  Official  Opening "  was  a  singular  production.  The  initials  G.  B.  W., 
to  be  found  in  two  or  three  cryptic  positions,  indicate  the  author.  Likenesses 
of  Sir  John  Fowler,  Mr.  Benjamin  Baker,  and  Mr.  William  Arrol,  with  wreaths 
of  oak,  bay,  and  thistle  respectively,  occupied  separate  pages.  Sketches  of 
the  Forth  Bridge  and  the  new  Tay  Bridge,  with  disturbed  angels  looking  on, 
and  Time  itself,  apparently  in  pain,  formed  the  last  page,  all  accompanied  by 
short  quotations,  the  appropriateness  of  which  it  is  difficult  to  allot  in  the 
majority  of  instances.  The  title  page  was  more  distinctive  and  told  of  the 
ambition  of  the  scheme.  Running  into  a  tunnel  under  Edinburgh  Castle  was 
depicted  a  North  British  engine,  "  Progress,"  drawing  a  long  carriage  labelled 
"  Through  Carriage,  Aberdeen  to  New  York,  via  Tay  Bridge,  Forth  Bridge, 
Channel  Tunnel,  and  Alaska."  The  appropriate  motto  at  foot  being — "  Of 
dazzling  great  adventures  this,  the  foremost."  Ranged  in  front  stood  a  group 
consisting  of  the  Prince  of  Wales,  Lord  Colville  of  Culross,  the  Marquis  of 
Tweeddale,  Lords  Elgin  and  Hindlip,  Sir  Matthew  Thompson,  Mr.  Dent  Dent, 
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Mr.  Wieland,  and  the  four  Managers — Mr.  H.  Oakley,  Mr.  H.  Tennant, 
Mr.  John  Noble,  Mr.  John  Walker. 

I  was  one  of  the  invited  guests  who  had  come  down  for  the  most  part  to 
Edinburgh  on  the  previous  evening  in  readiness  for  the  event.  Mr.  Scotter 
and  Mr.  Meldrum  had  been  my  fellow-passengers  to  Scotland,  and  at  the 
hotel  we  met  with  a  large  party  of  French  engineers  under  the  guidance  of 
our  Continental  Agent,  Mr.  Michel.  My  plans  were,  however,  very  un- 
expectedly upset  by  an  interview  at  breakfast  with  Colonel  Loyd,  one  of  our 
Directors,  who  told  me  that  he  had  been  a  passenger  from  London  by  our 
t  J^^g^t  express,  which  had  met  with  a  serious  accident  at  Carlisle 
at  Station.    His  narration  at  once  convinced  me  that  my  duty  was 

Garilil^       to  get  immediately  to  Carlisle,  and  give  up  the  attendance  at 
4th  Maroh,  1890.  ^,      -,  _^,     t»  . , 

the  Forth  Bndge  openmg  ceremony. 

The  debris  had  been  cleared  by  the  time  I  reached  Carlisle,  where 
I  was  met  by  Mr.  Kempt,  Mr.  Currer,  and  Mr.  Cattle,  and  had  an 
interview  with  Colonel  Hambro  and  other  of  the  injured  passengers  lying 
at  the  County  Hotel.  Colonel  Rich  was  the  officer  subsequently  appointed 
to  conduct  the  official  enquiry,  and  he  took  very  thorough  steps  to  elucidate 
the  cause  of  the  brake  failure,  making  with  a  similarly  fitted  train  a 
special  series  of  experiments,  at  which  both  Mr.  Whale  and  Mr.  Park 
were  my  companions.  The  guards  and  drivers  underwent  a  very  close 
examination,  both  by  the  Colonel  and  by  the  Coroner  at  Carlisle. 

The  train  was  the  8.0  p.m.  express  from  Euston.  It  appeared  that  there 
had  been  some  trouble  with  the  brake  both  at  first  starting  from  Euston,  the 
Gourock  van  requiring  to  have  the  brake  thawed,  and  again  at  Tring,  where 
that  vehicle  had  to  be  detached.  The  train  was  twenty-seven  minutes  late  on 
reaching  Shap  Summit ;  it  left  there  thirty-three  minutes  laie,  and  the  driver 
appeared  to  have  lost  control  of  the  train  after  descending  Shap  incline.  The 
train,  with  its  thirteen  vehicles  all  fitted  with  Automatic  Brake,  ran  through 
Carlisle  Station  at  about  thirty  miles  an  hour,  struck  a  Caledonian  engine 
standing  on  the  line  in  readiness  for  the  Limited  Mai),  and  drove  it  by  the 
force  of  the  collision  a  quarter  of  a  mile  onward.  Four  passengers  were  killed 
on  the  spot  by  the  crushing  up  of  the  leading  carriages,  and  eleven  injured, 
besides  the  drivers  and  firemen  of  the  engines. 

There  were  various  theories  as  to  the  cause  of  the  brake  failure,  the 
general  impression  being  that  ice  had  formed  in  the  cylinders  of  the  brake 
pipes,  and  thus  interfered  with  the  proper  action  of  the  brake.  Colonel  Rich, 
however,  did  not  accept  this  fully,  but  contended  that  as  the  driver  had  a  lever 
for  applying  the  brake,  in  one  position  working  the  simple  vacuum  and  in  the 
other  the  automatic,  he  had  become  confused,  and  had  altered  to  simple 
vacuum  working  and  had  taken  the  Automatic  Brake  off  the  carriages;  so  that 
when  the  guards  opened  their  release  valves  to  put  on  the  automatic  vacuum, 
it  was  impossible  for  the  brake  to  act,  as  the  driver  was  all  the  time  pulling  it 
off  with  his  large  ejector. 

25 
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There  was  much  interest  exhibited  at  the  enquiries  through  the  represen- 
tatives of  the  various  Brake  Companies,  to  whom  the  occurrence  opened  a 
field  of  important  considerations.  The  Westinghouse  Brake  Representatives 
were  there,  Mr.  Clement  E.  Stretton,  and  other  Railway  Brake  Experts,  all 
anxious  to  obtain  information  of  a  full  and  reliable  character  in  connection 
with  the  occurrence. 

The  Coroner's  jury  condemned  the  brake  and  exonerated  the  driver. 
Colonel  Rich's  recommendation  was  that  the  simple  vacuum  should  be  entirely 
done  away  with ;  that  the  automatic  should  be  adopted,  and  that  it  should  be 
worked  with  a  larger  amount  of  vacuum ;  that  an  air-pump  or  ejector  should 
be  employed,  and  that  the  Company  should  press  on  with  the  introduction  of 
a  drip  valve  in  order  to  free  the  pipes  from  water,  and  so  overget  the 
difficulty  as  to  ice  forming  in  them. 

It  was  a  piece  of  "  bad  luck  "  for  the  Company  to  have  expoienced  this 
disaster  at  the  time  they  were  gradually  changing  from  the  simple  to  the  automatic 
vacuum,  and  afforded  another  illustration  of  the  undesirability  of  ^'  changing 
horses  when  crossing  a  stream;"  but  it  undoubtedly  led  to  an  increased 
rapidity  in  still  effecting  the  most  desirable  change  by  which  a  really 
effective  Automatic  Brake,  conforming  with  Board  of  Trade  requirements, 
became  a  part  of  the  Company's  carriage  and  engine  equipment,  simplifying 
in  a  marked  degree  the  task  alike  of  guard  and  driver. 


An  outcry  by  the  public  against  some  of  the  Southern  Lines  of  Railway 

for  systematic  want  of  punctuality,  led  to  the  Board  of  .Trade  askmg  for 

Return  of     returns  not  only  from  the  Southern  Lines  but  also  from  the 

Timekeepimr,   Companies  generally,  the  result  showed  that  the  Southern  Lines 

1890.  ^^.^j.g  jj^  j^Q  degree  behind  the  Northern  Lines,  but  in  the  matter 

of  punctuality,  to  the  surprise  of  most  Railway  men,  the  Great  Eastern  Line 

proved  ''^ facile  princeps,^^ 

Our  record  was  not  much  to  boast  of;  it  came  out  thus  : — 


1890. 

Month. 


Per 
centage 
to  time 
or  up  to 

.  3 
minutes 
late. 


Arrivals  in  London. 


3.  to  5 
minutes 

late. 


March 

May , 

July 

September 
November 


January   '  56-33  '  10*13 


5  to  10 

minutes 

late. 


1273 


10  to  IS  I   15  to  90 

minutes  1  minutes 
late.  late. 


63-24 

IO'22 

1279 

6566 

869 

12*39 

6323 

8-28 

12*41 

5319 

9*54 

12*75 

5173 

9-24 

16*23 

806 
5*64 

6*29 
6*23 

8*12 

7*05 


482 

3*35 
378 
3*88 
4*8 

5*05 


20  to  25 

minutes 

late. 


2*44 
2*OI 

1*45 
1*94 

3*27 
3*59 


as  'o  30 
minutes 

late. 


1*64 

•94 
1*26 

2*94 

2*6l 


Total 
number 


Over  30         of 


mmutes 
late. 


Trains. 


376 
2*17 

78 
2*78 

5*39 
4*50 


18S5 

1790 

1795 
1909 

183s 
1654 
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It  was  explained  that  these  arrivals  included  the  whole  results  of  the 
uncertainty  of  the  sea  service  in  connection  with  Holyhead,  and  the  con- 
sequences of  long  journey  connections  at  Carlisle  with  Scotch  and  Highland 
trains. 

The  Board  of  Trade  had  in  hand  the  question  of  Workmen's  trains  and 
fares.  So  far  as  London  was  affected  there  was  at  this  time  very  little  demand 
for  Workmen's  trains  in  the  Northern  portion  of  London ;  the  development 
of  factories  outside  the  Metropolis,  now  so  rapidly  spreading  round  Harrow 
and  Watford,  had  as  yet  shewn  very  little  signs  of  growth.  Messrs.  Allen's 
Printing  Works,  the  Kodak  establishment,  and  a  brush  factory  were  among  the 
first  indications  of  this  development  at  Harrow. 

The  opening  of  the  Forth  Bridge,  following  on  the  Tay  Bridge,  had  a 

natural  effect  in  shortening  the  route  of  the  East  Coast  system,  between  Edin- 

^^  burgh  and  the  North,  and  train  accelerations  and  postal  accelera- 

oonaequeBt     tions  were  under  frequent  discussion.     It  was  not  till  October 

on  opening     that  any  permanent  change  was  made.    On  the  ist  of  the  month, 

the  day  express,  10.30  a.m.  from  Euston,  which  had  heretofore 

been  due  at  Perth  at  8.45  p.m.,  and  Dundee  at  9.35,  was  appointed  to  reach 

Perth  at  8.27,  and  Dundee  at  9.15  p.m.     Perth  Station  Hotel  is  shewn  in  the 

Time  Books  in  July  as  opened  for  traffic,  and  Pople's  Hotel,  so  long  used  by 

the  North  passengers,  lost  much  of  its  popularity  in  consequence. 

The  working  of  the  down  night  Mails  was  also  the  subject  of 
further  consideration.  In  the  first  place,  the  connection  between  the 
down  Postal  Train  and  the  down  Irish  Mail,  at  Crewe,  had  failed  to  work 
smoothly.  A  departure  at  8.30  p.m  from  Euston,  during  the  summer,  had 
been  attempted  for  the  Mail,  but  it  became  necessary  to  revert  to  the  old 
starting  time  of  8.20  in  October,  and  the  entanglement  of  the  midnight  scene 
at  Crewe  did  not  promise  to  be  much  relieved  by  the  introduction  of  a  new 
night  train,  direct  from  Bristol,  by  the  Severn  Tunnel  route. 

Here  are  the  appointed  arrival  times  : — 

Mail    from     Hereford    and 
Crewe  StatloiL       ^ 

_  Swansea 11  10 

Mi^i*^^*       1 0.1 5  Mail  from  Birmingham     1 1  3 1 
working.       j^^.j  ^^^^  Potteries  ...     11  35 

8.0  p.m.  Express  from  Euston  to  Scotland       11  35  oflf  for  North     ..•  11  42 

Mail  from  Bangor  (up  side)       11  40 

8.20  Irish  Mail  from  London    1 1  48  oflF  for  Holyhead  12    o 

Postal  Train  from  London 1 1  54  off  for  North     ...  12    5 

8.5  Night  Train  from  Bristol     12    2  off  for  Normanton  12  10 

off  for  Manchester  12  20 

off  for  Liverpool  12  25 

In  all  the  above  cases,  not  only  had  the  passenger  traffic,  the  parcel 
traffic,  and  the  postal  traffic,  to  be  dealt  with,  but  the  engines  also  had  to  be 
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uncoupled  on  arrival,  sent  to  shed  or  turntable,  and  another  engine  to  be 
attached  to  each  of  the  trains. 

I  venture  to  say,  that  there  is  no  other  Railway  Company  in  the  Kingdom, 
that  has,  or  ever  had,  to  contend  with  such  a  congregated  series  of  arrivals  and 
departures  of  important  arterial  trains,  and  worked  all  so  smoothly.  Here  are 
trains  conveying  traffic  from  centre  to  centre  of  business  life  without  a  hitch, 
without  confusion ;  and  this,  night  after  night,  while  the  world  at  large  was 
sleeping.  In  all  states  of  weather,  in  heat,  in  snow,  in  wind,  in  storm,  in  rain, 
or  worst  of  all,  in  fog,  the  foremen  in  charge  of  the  platform,  and  all  the  men 
under  them,  grapple  with  the  nightly  task,  and  keep  all  going.  Activity  is  the 
watchword  of  the  place,  and  I  must  confess  to  a  feeling  of  satisfaction,  when 
from  time  to  time  as  opportunity  for  visiting  Crewe  arose,  I  have  watched 
this  night  working,  and  appreciated  the  untiring  energy  of  the  men  in  charge. 

I  have  already  stated  (page  307)  that  one  of  my  most  trusted  out-door 
men  was  usually  made  resident  at  Crewe,  so  that  the  daily  working  of  this 
central  point  was  regularly  reflected  to  us  at  Euston.  Mr.  Guy  Calthrop  was 
for  some  years  so  engaged;  his  appreciative  intelligence  and  attention 
have  been  rewarded  by  his  selection  (in  1902)  to  succeed  Mr.  Kempt  as 
Superintendent  of  the  Caledonian  Railway. 

The  enlargement  of  the  important  Joint  Station,  at  Chester,  had  been 

under  discussion,  between  the  Great  Western  and  the  London  and  North- 

BniATff        t    ^^'^^^^™  ^^^  some  years,  and  very  numerous  plans  had  been 

of  submitted  from  time  to  time  by  Mr.  Robert  Johnston,  the 

Ghefter        Joint  Engineer;  this  was  too  costly,  that  would  not  suit  the 

Great  Western,  the  other  was   not  acceptable  to  the   North 

Western,  and  so  forth.     At  length  one  plan  was  agreed  to,  and  the  difficulty 

of  accommodating  the  traffic  from  the  Hoole  side  was  disposed  of  by  the 

introduction  of  a  long  overhead  passage  leading  to  the  new  centre  platform. 

In  July,  this  year,  the  new  side  of  the  station  was  brought  into  partial  use. 
It  is  difficult,  now,  to  imagine  how  the  busy  work  of  such  a  station  as  Chester 
could  have  been  carried  on  at  one  platform,  but  from  the  time  of  the  station 
opening,  till  1890,  the  whole  of  up  and  down  traffic  of  the  Chester  and  Holy- 
head Line  was  so  dealt  with,  including  the  Manchester  and  the  Crewe  services 
— a  scissors  crossing  in  the  middle  enabling  the  up  trains  to  pass  into  the 
south  portion  of  the  platform,  while  the  northern  portion  was  occupied  by  the 
down  traffic. 

Mr.  Patchett,  who  had  been  the  Superintendent  of  these  joint  lines  for 
very  many  years,  had  decided  on  resigning  his  position,  and  Mr.  Thome 
who  had  been  Station  Master  at  Hereford,  at  Chester,  and  at  Shrewsbury^ 
and  was  thoroughly  conversant  with  the  various  portions  of  the  joint  line,  was 
appointed  to  succeed  him. 

It  fell  to  my  lot,  with  Mr.  Allen,  for  the  Great  Western  Line,  to  travel 
over  the  whole  of  the  joint  lines,  and  to  introduce  Mr.  Thorne  as  their  new 
Superintendent  to  the  Station  Masters  on  the  system. 
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The  Atlantic  Steamer  arrivals  at   Queenstown   were  in    the   autumn 
watched  very  closely  in  the  interests,  alike  of  the  Great  Southern  and 

Western,  and  of  the  Holyhead  route,  and  some  very  prompt 
jjjj^j^        deliveries  of  mails  were  recorded.     The  White  Star  liner, 
for  "Teutonic"  arrived  Tuesday,  October  21st,  off  Queenstown, 

^^*®  having  made  the  passage  from  Sandy  Hook  to  Roches  Point  in 
5  days  23  hours  51  minutes.  The  Inman  "  City  of  New  York  " 
same  day  made  the  vo3rage  in  6  days  2  hours  27  minutes.  The  English  Mails 
brought  by  the  "Teutonic"  left  Queenstown  by  the  1.40  p.m.  Mail  Train, 
and  would  be  delivered  in  London  by  7.0  a.m.,  unexampled  in  rapidity, 
while  those  by  the  Inman  Steamer  were  despatched  by  a  special  train  from 
Queenstown  at  4.20  p.m.  for  Dublin,  with  reference  to  which  The  Times 
of  October  22nd,  1890,  announced: — "A  Special  boat  will  carry  them  on 
arrival  at  Dublin  to  Holyhead,  whence  the  London  and  North-Western 
are  to  start  another  special  for  their  conveyance  to  London,  by  which 
means  letters  posted  in  New  York  last  Wednesday  will  be  delivered  at 
an  early  hour  in  the  City  of  London  on  this,  the  following  Wednesday 
morning,  a  feat  which  has  never  before  been  accomplished."  It  was, 
however,  very  seldom  that  this  service — special  throughout — could  be  nm 
advantageously,  as  there  were  r^ular  Mail  Services  every  12  hours, 
night  and  day,  from  Queenstown,  and  the  only  instance  of  postal  benefit 
that  could  arise  would  be  an  intermediate  arrival  in  London  sufficiently 
early  in  the  forenoon  to  ensure  a  delivery  mid-day  or  early  afternoon.  On 
Sunday,  19th  February,  1893,  the  full  service  was  run  special  for  the  first 
time,  the  American  letters  being  delivered  in  London  in  the  forenoon  of 
Monday. 

The  American  Railway  Notices  in  the  London  and  North-Western 
Time  Book  are  increased  this  year  by  the  introduction  of  the  Amencan 
Express  Company,  Messrs.  Meadows,  with  whom  friendly  alliance  existed 
at  all  the  Company's  Branch  Offices.  One  or  two  of  the  American 
Railways  had,  in  1889,  announced  the  nmning  of  solid  vestibuled 
trains  on  their  lines,  but  it  was  left  for  the  Erie  Railway  to  describe 
themselves  as  "the  only  solid  train  route  between  New  York  and 
-Chicago,"  and  to  intimate  the  running  of  their  "New  Solid  Vestibuled 
Chicago,  Limited,"  leaving  New  York  every  evening  at  8.0  p.m. 

A  clever  and  well-deserving  attempt  was  made,  under  Mr.  Michel's 
enterprising  care,   to  attract   Americans  and  Continental  visitors    by   the 

organization  of  the  Stratford-on-Avon  Day  Excursions,  mcluding 
ftrai  London  to  ^^^^7  fares,  coach  tours,  and  hotel  expenses.     These  were  run 
Btnitford-on-    on   Saturdays  during  the  season,  and  for  an   inclusive  fare 
wwIrS^      conveyed  ticket-holders  to  Kenilworth,  Warwick,  and  Stratford- 
on-Avon,  or  vice  versa^  with  table  d*hote  mid-day  meal,  the  one 
party  at  a  Warwick  hotel,  the  other  at  one  in  Stratford.    The  wagonettes  were 
<:omfortable  vehicles,  the  luncheons  well  served,  the  tickets  covered  all  charges 
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for  guides  and  admissions,  but  the  pecuniary  success  to  the  Company  after  a 
couple  of  years*  trial  did  not  warrant  a  further  continuance  of  the  experiment, 
and,  much  to  Mr.  Michel's  disappointment,  the  arrangement  was  withdrawn. 

The  journeys  of  Royalty  over  the  line  this  year,  so  far  as  the  Prince  of 

Wales  was  concerned,  only  included  two  or  three  trips  to  Aylesbury,  and 

JonmeyBby    H.R.H.  the  Princess  Louise  made  one  in  May  to  the  same 

Royal  place.  These  trips  generally  passed  off  very  smoothly  and 
Family.  successfully.  I  had  one  exception,  it  was  on  Saturday,  19th 
July.  On  arriving  at  Aylesbury  I  found  myself  summoned  to  the  Prince's 
saloon,  and  there,  with  not  unreasonable  annoyance,  he  called  my  attention 
to  the  state  of  the  table  in  the  saloon.  It  was  covered  with  fine  black  dust, 
which,  he  said,  had  not  only  come  down  on  himself  and  his  table,  but  had 
also  descended  upon  the  dresses  of  the  ladies  accompanying  the  party. 
\Vhat  could  be  done  ?  What  could  be  said  ?  Unfortunately  the  cause  was 
too  apparent — all  this  grit  and  dust  had  come  down  through  some  new 
fangled  roof  ventilators  the  carriage  department  had  fitted  into  the 
compartment.  Those  ventilators  never  worked  again  so  long  as  His  Royal 
Highness  used  that  vehicle  ! 

On  30th  May  the  Duke  and  Duchess  of  Edinburgh  went  down  to 
Scotkind  by  the  8.0  p.m.  from  Euston  on  a  visit  to  the  Queen. 

On  the  23rd  July  the  Duke  and  Duchess  of  Fife  travelled  by  the  10.30 
day  express,  and  on  the  22nd  of  August  H.R.H.  the  Duchess  of  Albany  went 
down  to  Scotland.  Her  journey  was,  as  usual,  made  by  one  of  our  saloons 
throughout,  from  Esher  on  the  South-Westem  Railway,  and  at  Willesden  the 
vehicle  was  attached  to  the  North-Western  Night  Express. 

Twice  during  the  year  we  had  to  make  special  arrangements  for  the 
Lord  Mayor  of  London — in  June  to  Edinburgh,  and  in  October  to  Stoke. 
The  Comte  de  Paris  took  up  his  residence  near  Buckingham,  and  special 
arrangements  had  occasionally  to  be  made  for  himself  and  his  distinguished 
visitors. 

Among  the  train  changes  and  extensions  of  the  year  were  the  following : — 
In  July  the  terminal  station  to  which  our  passenger  running  on  the  Ashby 

and  Nuneaton  Joint  Line  had  extended,  viz.,  "  Overseal  and 

^  Moira,"  was  closed^  and  for  the  first  time  since  the  opening  of 

ABhby-de-la-    the  Joint  Line  our  passenger  trains  ran  through  to  Ashby-de-la- 

Burton^n-Ttent^^"^^  on  the  one  hand,  and  to  Burton-on-Trent  on  the  other. 

The  train  service  being  announced  as  running  from  Nuneaton 
to  Burton,  and  connecting  there  with  the  North-Staffordshire  Railway  for 
Ashbourne.  The  London  and  North-Western  had  obtained  powers  for 
constructing  a  line  from  Buxton  to  Ashbourne,  serving  Dovedale ;  in  January 
I  had  been  over  the  course  of  the  projected  line,  and,  in  company  with 
Mr.  Thomhill  and  Mr.  Tumbull,  had  viewed  the  suggested  sites  for 
stations,  commencing  with  Tissington  Vilkge,  and  terminating  at  Har- 
tington,  where  the  memory  of  Izaak  Walton's  "  Compleat  Angler "  is  kept 
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alive  by  an  hotel  named  after  "  Charles  Cotton,"  his  co-editor.  At  Parsley 
Hay  we  were  joined  by  Mr.  H.  Findlay,  the  resident  Engineer  in  charge  of 
the  works  between  Parsley  Hay  and  Buxton,  and  finished  our  inspection  next 
morning  by  visiting  the  proposed  position  of  Higher  Buxton  Station. 

The  line  seemed  schemed  through  a  sparsely  peopled  district,  but  it  has 
served  and  developed  a  large  tourist  traffic,  and  made  Dovedale  easily 
accessible. 

In  September  it  was  arranged  that  the  Willesden  and  Croydon  service  of 
trains  running  to  Croydon  Central  Station  should  stop  at  New  Croydon 
instead,  and  Central  Croydon  (London,  Brighton,  and  South  Coast)  was 
closed  for  passenger  traffic. 

On  the  1 8th  of  December  a  short  line,  in  which  Mr.  Gordon,  of  Bentley 

Openlns  of     P"ory»  *"^  Sh:  George  Findlay  took  much  interest — that  be- 

stamnon      tween  Stanmore  and  Harrow — was   opened   for  traffic.      Its 

^^*^^*5r.       construction  has   resulted   in  a  very  considerable  growth  of 

residential  buildings  around  the  terminus  at  Stanmore. 

With  respect  to  the  Directors,  it  fell  to  the  lot  of  Mr.  Brooke,  as 
Chairman  of  the  Traffic  Committee,  to  address  the  officers  at  the  annual 
gathering  early  in  the  year.  This  was  the  first  time  he  had  thus  lectured 
them ;  it  was  kindly  and  judiciously  done. 

Mr.  Holland  Hibbert  took  the  chair  at  the  Southern  Committee  for  the 
first  time  on  the  30th  July,  and  on  the  3rd  June  Mr.  J.  A.  Bright  made  hia 
first  appearance  at  the  Northern  Committee. 

In  August  Mr.  Penson,  who  had  been  my  Chief  Assistant  in  the  matter 

of  settling  passenger  claims,  and  who  had,  imder  the  guidance  of  Dr.  Puzey 

and  Mr.  Page,  drawn  up  the  statements  of  the  various  compensation  cases  to 

be  submitted  by  me  to  the  "  Medical  Committee,"  had  become  so  seriously 

1^^^        incapacitated  by  illness  that  his  resignation  became  a  necessity. 

of  I  was  very  sorry  to  lose  him ;  he  had  shewn  himself  so  painstaking 

Mr.  Pemon.    ^^^^    trustworthy  in  a   difficult   department.     He   died    very 

shortly  after  leaving  the  Companjr's  service. 

Mr.  J.  B.  Reynolds,  who  had  been  for  many  years  attached  to  the  Audit 
Office  of  the  Company,  and  had  executed  many  private  enquiries  for  the 
Board,  was  appointed  to  succeed  him.  He  had  formerly  been  with  me  an 
employ6  of  the  South-Staffordshire  Railway.  I  knew,  therefore,  I  had  a  man 
I  could  trust,  and  he  very  shortly  got  thoroughly  hold  of  the  somewhat 
difficult  task  that  fell  to  his  lot.  He  continued  to  hold  this  office  up  to  the 
time  of  my  leaving,  but  has  since  "gone  over  to  the  majority."  The  members 
of  the  Superannuation  Fund  will  know  how  well  and  conscientiously  he  fought 
their  battles. 

The  close  of  the  year  was  signalised  by  the  retirement  of  several  of  the 
old  officers.     Mr.  David  Stevenson  left  after  a  service  of  fifty  years.     The 
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t     ^^°^y  ^^  ^*^  ^'^®  ^^  ^^'^  *^^^  ^^  himself  in  a  very  interesting 

of  Kr.  David    record  of  "  Old  Euston  "  history.     Mr.  Greenish  retired  from 

steyeoBon;     the  post  of  District   Goods   Manager  for  the  Northampton 

Kr.  GroenlBh    District,  and  Mr.  Farr  in  like  manner  from  the  Manchester  and 

and  Stockport  District.     They  had  both  commenced  their  history 

in   railway  life  on  the  Lancashire  and  Yorkshire  Line,  and 

had  followed  Mr.  Cawkwell  on  to,  or  rather  had  been  selected  by  him  for 

service  on,  the  London  and  North-Westem  Railway. 

Mr.  Harley*  also  resigned  his  position  as  Secretary  through  ill-health,  and 
was  succeeded  by  Mr.  Thomas  Houghton,  who  was  to  be  congratulated  on 

attaining  this  important  but  comparatively  quiet  post  after  some 

snoceedB      recent  years  of  troubled  railway  life,  amid  an  atmosphere  of 

Kr.  Harley  as  worrying  complaints  and  correspondence  with  traders  and  with 

^^'     rival  companies  as  to  rates,  concessions,  undue  preference 


ef  hoc  genus  omne. 

The  War  Office  having   requested  the  co-operation   of  the  Railway 

Companies  in  affording  them  the  opportunity  of  some  training  in  railway 

MUitarv       Working,  applied  in  the  first  instance  to  Mr.  Findlay,  who  had 

Cadets        distinguished  himself  by  the  papers  he  had  read  at  one  or  two 

^  military  gatherings,  to  allow  two  young  lieutenants,  who  had 

shewn  sufficient  aptitude  to  justify  their  selection,  to  be  attached 

to  the  line  for  twelve  months,  to  pass  through  the  various  offices  connected 

with  out-door  management  and  construction. 

The  two  first  selected  were  Messrs.  Henniker  and  Macauley.  They 
were  at  once  attached  to  the  out-door  staff  in  connection  with  my  office,  and 
were  handed  over  to  Mr.  Turnbull  with  the  knowledge  on  their  part  that  he 
would  have  to  send  in  a  report  respecting  them  at  the  close  of  their  year  of 
office. 

They  all  proved  satisfactory ;  some  of  them  showed  distinguished  talent 
in  their  new  surroundings.  The  following  list  records  the  names  of 
these  Royal  Engineers  and  their  occupation  in  July,  1901  : — 

Henniker,  A.  M.,  2nd  Lieut.  15th  February,  1889,  Capt.  15th  February, 
1900.  Deputy  Assistant  Director  of  Railways,  Orange  River  Colony. 
Graded  as  D.A.A.G.     Formerly  on  Egyptian  Railways. 

Macaulky,  G.  B.,  2nd  Lieut.  8th  March,  1S89,  Capt.  8th  March,  1900, 
Brevet  Major  9th  March,  1900.  Kaimakam,  Egyptian  Army,  Director 
of  Railways,  Wady  Haifa. 

BuRNE,  F.  H.  C,  2nd  Lieut.  27th  July,  1889,  Capt.  ist  April,  1900.  On 
Indian  service,  now  General  Duties,  Kimberley. 


•Mr.  Harley  died  in  September,  1902.  Mr.  Houghton  resigned  in  1902,  and  ^i'as 
succeeded  by  Mr.  W.  B.  Haywood,  making  the  filih  secretary  of  the  company  I  had 
the  pleasure  of  knowing. 
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Hepper,  H.  a.  L.,  2nd  Lieut.  14th  February,  1890,  Capt.  17th  October, 

1900.  Permanent  service  in  India.     Executive  Engineer,  Signal  and 
Interlocking  Division,  N.  W.  R.,  Lahore. 

Lecgett,  E.  H.  M.,  2nd  Lieut.  2Sth  July,  1890,  Capt.  17th  April,  1901. 
Deputy  Assistant  Director  of  Railways,  Headquarters'  Staff,  South 
Africa.  (Working  district  between  Pretoria  and  Lourenzo  Marques). 
Formerly  Traffic  Manager,  Royal  Arsenal,  Woolwich. 

Chancellor,  J.  R.,  D.S.O.,  2nd  Lieut.  25th  July,  1890,  Capt.  19th  June, 

1 901.  Student,  Staff  College.     Formerly  on  Egyptian  Railways. 

Mackesy,  J.  P.,  2nd  Lieut.  24th  July,  1891,  Lieut.  24th  July,  1894.  Thirty- 
Eighth  Field  Company,  Field  Force,  South  Africa.  Formerly  Com- 
manding Royal  Engineer,  Sierra  Leone. 

Hall,  G.  C.  M.,  D.S.O.,  2nd  Lieut.  12th  March,  1892,  Lieut.  12th  March, 
1895.     Traffic  Department,  Egyptian  State  Railway,  Cairo. 

Midwinter,  E.  C,  D.S.O.,  and  Lieut,  aand  July,  1892,  Lieut.  22nd  July, 
1895.     Bimbaski,  Egyptian  Army  Railways,  Shendy. 

Kensington,  G.  B.,  2nd  Lieut  a 7th  February,  1894,  Lieut.  27th  February, 
1897.     Traffic  Manager,  Royal  Arsenal,  Woolwich. 

Cunnington,  R.  H.,  and  Lieut,  asth  July,  1896,  Lieut,  asth  July,  1899. 
loth  (Railway)  Company,  Field  Force,  South  Africa  (L.  N.  W.  R.  course 
not  completed). 

1891.     The  vacancy  created  by  the  resignation  of  Mr.  Stevenson  was  filled 

by  the  appointment  of  his  assistant,  Mr.  Carl  E.  Grasemann,  to  take  charge  of 

tth^^gf^  in     ^^®  London  district,  while  the  provincial  district  from  Harrow, 

L.  ft  K.  w.     Watford,  Aylesbury,  Oxford,  Northampton,  and  Peterborough 

Of&cen,  1B9L    ^^  placed  in  charge  of  Mr.  H.  W.  Blakeney,  as  successor  to 

Mr.  G.  Greenish.     These  names  complete  the  list  of  North-Western  changes 

of  officers  for  the  year  with  one  exception,  that  of  Mr.  Joseph  Entwistle,  of 

Shrewsbury,  who  died  in  November,  and  was  succeeded  by  Mr.  John  Owen, 

who  had  filled  the  position  of  Chief  Clerk  for  some  years. 

The  Board  had  to  report,  with  regret,  the  death  of  the  Hon.  T.  C. 
Bruce,  "an  old  and  valued  colleague."  He  had  been  for  many  years  a 
Director  of  the  Highland  Railway,  a  line  always  working  in  friendly  alliance 
with  us. 

The  greatest  change  in  the  personnel  at  Euston  was  that  which  the 

Directors  experienced  in  the  resignation  of  Sir  Richard  Moon.     The  death  of 

SMUnatioii     ^^y  Moon  at  the  end  of  January  seemed  to  have  given 

of  him  a  shock  which   much  unnerved  him.      He  resigned  his 

Sir  R.  Moon,     position  on  the  Board  in  February,  and  a  very  appreciative 

reception  at  the  half-yearly  meeting  in  that  month  was  given  him — the  vote  of 

thanks  being  moved  by  Mr.  W.  H.  Smith,  First  Lord  of  the  Treasury,  and 

seconded  by  Lord  Colville  of  Culross.     In  his  closing  speech  the  Chairman 

paid  a  high  compliment  to  the  faithful  work  done  by  the  Company's  officers, 

all  of  whom  had  been  appointed  in  his  time.     His  motto  for  each  on  their 
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appointment  had  always  been  :  "  Remember,  first,  that  you  are  a  gentleman  ; 
remember,  next,  that  you  are  a  North-Westem  officer,  and  that  whatever  you 
promise  you  must  perform — ^therefore,  be  careful  what  you  promise,  but 
having  promised  it,  take  care  that  you  perform  it."  In  the  Board  meeting, 
at  which  some  fe^v  of  the  principal  officers  were  present,  the  duty  of  proposing 
a  vote  of  thanks  to  the  retiring  Chairman  was  delegated  to  the  Hon.  David 
Plunket,  M.P.,  Commissioner  of  Works ;  and  it  was  a  privilege  to  listen  to 
his  highly  eloquent  and  dignified  language. 

It  was  shortly  afterwards  announced  that  Lord  Stalbridge  had  been 
elected  to  fill  the  important  post. 

The  old  Chairman  frequently  sent  communications  to  the  Secretary 
and  Manager  conveying  his  views  on  current  questions.  He  particularly 
objected  to  the  extension  of  Sunday  Trains,  however  urgent  the  demand. 
One  day,  calling  at  my  office,  he  told  me  that  if  things  went  wrong  they 
would  have  to  send  for  "  Cincinnatus  "  again,  to  take  up  the  control.  He 
was  always  glad  to  welcome  any  of  his  old  officers  at  his  home  near  Coventry, 
where  he  died  in  November,  1899. 

There  is  no  memorial  of  him  in  the  Shareholders'  Meeting 
Room  at  Euston  :  indeed,  there  are  only  two  Chairmen  represented 
in  that  Valhalla :  the  one  Lord  Wolverton  (Carr  Glyn),  the  first 
Chairman,  by  his  portrait  in  oils ;  the  other  Mr.  Moon's  predecessor, 
by  his  bust — Admiral  Moorsom — **  executed,"  so  the  tablet  some- 
what awkwardly  reads,  "  at  the  wish  of  some  of  his  friends." 

Some  considerable  modifications  took  place  in  the  Committees,  in  con- 
sequence of  the  change  in  Chairmanship  of  the  Company.     The  question 
Ghanffesln     ^^  '^^   continuance   of  the   Northern  Committee  was   under 
Ckmimittees    considerable   discussion,   and   a   new   Committee,   called   the 
Olutirxnan,      Passenger   Traffic   Committee,   was   organised,   with  the  very 
Lord  Stalbridge.  popular  Mr.  Alfred  Fletcher  as  its  Chairman.      The  interest  he 
displayed  in  Traffic  questions,  and  in  the  effective  management  of  the  Hotel 
and  Refreshment  Department  was  most  marked. 

Among  other  new  names  to  come  on  to  the  Joint  Boards,  I  should  not 
omit  that  of  Lord  Emlyn,  who  had  become  the  Vice-Chairman  of  the  Great 
Western  Line,  and  sat  for  the  first  time  at  the  Joint  Committee  on  June  5th. 
His  name  had  been  frequently  before  us  prior  to  this  date,  owing  to  one  of 
his  family  seats,  "  Golden  Grove,"  being  situate  on  the  Vale  of  Towy,  and  our 
train  service  in  that  district  not  being  quite  up  to  Great  Western  Main 
Line  requirements.  His  fame  as  a  Director  who  knew  his  business  had 
preceded  him  at  our  train  meetings,  and  not  a  few  of  the  suggestions  made 
for  improvement  in  that  remote  portion  of  the  kingdom  were  traceable  to  his 
interposition. 

Concurrently  with  the  enlargement  of  Chester  Station,  proposals  and  plans 
for  doubling  the  line  between  Saltney  Junction  and  Chester,  and  from  Chester 
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_^^         through    to    Birkenhead,    were    under    frequent    discussion. 

at  Numerous  inspections  to  decide  between  alternative  schemes 

raierter  and    submitted  by  the  Joint  Engineer,  Mr.  Robert  E.  Johnston,  were 

necessary,  and  particularly  at  Rock  Ferry,  where  the  advent  ot 

the  Mersey  Raihvay  Company,  and  their  probable  relationship  to  the  Great 

Western  Railway  for  Liverpool  traffic  required  consideration. 

The  plans  for  widening  the  lines  over  the  Severn,  and  at  the  same  time 
enlarging  Shrewsbury  Station,  were  also  under  review,  sketch  after  sketch 
being  submitted  by  the  Joint  Engineer,  having  to  endure  the  criticism  of  the 
officers  of  the  Great  Western  and  London  and  North-Westem  Companies  and 
their  respective  Engineers. 

Our  visits  of  inspection  to  the  Joint  Lines  generally  gave  Mr.  Johnston 
work  in  lengthening  and  widening  station  platforms  originally  very  short  and 
very  narrow :  their  sites  often  presented  difficulty :  at  Frodsham  he  obtained 
the  needful  space  from  s-ft.  9-in.  to  1 2-ft.  by  boldly  setting  back,  as  they  stood, 
the  whole  of  the  station  offices,  underpinning  the  entire  structure  and  rolling 
it  back  6-ft.  3-in.  on  the  American  plan. 

At  Shrewsbury  General  Station,  in  1903,  he  has  successfully  carried 
out  a  far  larger  undertaking,  by  underpinning  the  original 
station  buildings  and  introducing  beneath  their  whole  length  a 
lower  storey  in  which  are  located  the  chief  booking  hall  and 
other  offices ;  to  preserve  the  access  from  the  town  the  entire 
approach  road  and  station  yard  have  been  lowered,  and 
the  gradient  much  improved. 

Many  of  the  plans  which  had  received  most  careful  cogitation  at  the  instance 

Brtensioxii.  ^^  ^®  ^^®  North-Westem  Chairman,  and  by  him  had  been 
g--^  cautiously  postponed,  were  now  brought  imder  notice  of  Lord 
Spring's  Brmnob,  Stalbridge  :  the  periodical  traffic  blockages  outside  Crewe,  the 
^^^^•^  detention  of  coal  wagons  in  the  South  Staffordshire  district,  and 
the  want  of  marshalling  ground  in  connection  with  the  ever  flowing  business 
of  Springs  Branch,  all  called  for  action,  with  the  result,  that  plans  were 
approved,  and  ordered  to  be  carried  out  for  a  largely  increased  Bescot 
Junction,  with  engine  shed,  and  extensive  north  and  south  marshalling 
sidings  for  full  trucks  and  for  returned  empties  (opened  in  1892),  and  the 
same  at  Ince  Moss,  for  the  Springs  Branch  traffic,  with  junctions  to  and  from 
Liverpool  (opened  also  in  1892),  and  the  provision  of  no  less  than  six  lines 
between  Springs  Branch  and  Wigan.  The  plans  for  Crewe  entailed  a 
great  outlay,  practically  a  doubling  of  that  busy  station  for  passenger 
purposes,  and  in  addition,  under-running  lines  for  goods  traffic  throughout  the 
doubled  station  independent  of  the  passenger  lines,  an  underljring  connection 
for  North  Stafford  traffic,  and  a  long  extension  on  the  down  side,  nearly  as 
far  back  as  Basford  Wood,  where  the  goods  traffic  could  leave  the  main  line, 
and  enter  the  goods  nmning  lines. 
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These  schemes  were  most  thoroughly  gone  through,  and  the  pains 
bestowed  on  them  by  Messrs.  Tbornhill,  TumbuU,  Whale,  and  Thompson, 
for  the  respective  departments,  are  now  finding  a  happy  termination  to  their 
labours,  in  the  gradual  carrying  out,  year  by  year,  of  the  elaborated  design. 

While,  however,  the  northern  portion  of  the  line  was  thus   receiving 

attention,  both  Euston  and  Willesden  were  also  in  hand.     At  the  former 

^   J.    m   ^      Station,  the  old  Signal  Box,  at  the  east  side  of  the  bridge,  close 

_  to  the  end  of  the  platform,  which  had  so  long  been  used  for  the 

Largest  Signal  control   of  the   entering  trains,  was  closed,  and  a  new,  large 

Signal  Box  at  the  west  side  of  the  bridge,  with  a  double  set  of 
levers,  was  commenced  to  be  worked  on  the  morning  of  the  27th  April,  1891. 

The  work  was  extremely  difficult,  every  lever  was  new,  every  signal  had 
new  connections  to  work  it,  and  for  a  couple  of  days  the  regularity  of  Euston 
was  upset — Mr.  Groom,  Mr.  Jupp,  and  Mr.  Brook,  having  a  lively  time. 

The  Signal  Box,  at  the  time  of  its  construction,  was  the  largest  of  its 
kind — 288  levers,  255  in  use,  and  33  spare.  The  Chairman,  the  Duke  of 
Sutherland,  Mr.  Brooke,  and  Mr.  Fletcher  (Directors),  all  made  special  visits 
to  the  Signal  Box,  as  its  fame,  and  the  very  indifferent  working  it  had  been 
attended  with,  were  Board  Room  topics. 

The  result  of  the  discussion  produced  a  very  improved  arrangement  for 
dealing  with  the  traffic,  by  the  introduction  of  a  double  shunting  neck,  to 
enable  trains  arriving  on  the  one  side,  to  pass  to  the  other,  ready  for  backing 
down  to  the  departure  side,  or  to  the  marshalling  sidings  adjacent. 

The  men  christened  these  two  roads  by  nick-names,  the  one,  the  Khyber, 
the  other,  Suez,  a  custom  very  generally  adopted  in  shunting  yards,  considered 
by  the  men  to  be  far  more  distinctive  than  numbers  one,  two,  three. 

At  Willesden,  a  new  Booking  Office,  at  the  main  road,  was  brought  into 
use  (July  I  St),  together  with  the  foot-bridge  at  the  north  end  of  the  station, 
wmeaden      ^^^^  foot-bridge  had  stair-cases  leading  into  each  of  the  plat- 
Junction      forms  on  the  main  line  low  level  station,  and  its  use  simphfied. 
New  Exit      jy^  ^  marked  degree  the  "  way  out "  for  passengers,  obviating 
much  of  the  **  up  stairs  and  down  stairs "  to  which  they  had  hitherto  been 
exposed. 

The  arrangements  for  supplying  relief  fog-signalmen  along  the  line — a 
matter  of  some  considerable  difficulty — together  with  the  rules  affecting  the 

whole  duty,  were  regularly  gone  through,  autumn  by  autumn, 
for  Relief      with  the  District  Superintendents,  the   very  carefully   drawn 
Fog-«lgnalling.  diagram   of  hours,   prepared   by   Mr.    Footner,  shewn   on   a 
previous  page,  regulating   the  periods  of  duty,  but  still  accidents   arose  to 
fog-men,  not  so  much  from  long  hours  of  duty,  as  from  the  difficulty  con- 
nected with  their  work. 

Early  in  the  year,  Mr.  Woodhead,  Chief  Clerk,  in  Mr.  Frank  Stevenson's 
department,  at  Euston,  brought  under  notice  his  scheme  for  placing  detonators 
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on  the  line,  so  as  to  reduce  the  danger  to  the  plate-layers  and 
Patent        others,  when  fogging,  principally  in  connection  with  four  or 

more  parallel  lines  of  way.  In  thick  fogs  it  was  a  most 
difficult  task  to  make  sure  of  the  number  of  lines  stepped  over,  and  in  many 
cases,  signals  were  exploded  uselessly,  owing  to  difficulty  in  venturing  to  with- 
draw them.  Woodhead's  apparatus,  by  a  lever  and  connecting  "  layers,"  was 
designed  to  place  fog-signals,  two,  ten  yards  apart  on  the  lines,  and  to  with- 
draw them  if  at  the  time  of  train  approach  the  signals  were  off.  The  four 
layers  had  each  fog-signals  fitted  to  them,  and  it  was  not,  therefore,  till  the 
third  or  fourth  signal  had  been  exploded  that  the  layers  had  to  be  recharged ; 
the  fogman's  journeys  crossing  the  lines  being  thus  very  beneficially 
curtailed. 

The  scheme  has  been  largely  made  use  of,  and  upwards  of  400  sets  of 
apparatus  were  reported  at  the  Railway  Congress  of  190 1  as  being  in  operation, 
the  original  design  having  been  improved  upon  by  the  inventor  from  time  to 
time. 

Among  the  other  schemes  for  fog  signalling  (which  at  this  time  was  a 
subject  much  in  evidence)  was  one  by  Mr.  J.  W.  Fletcher's  son  for  exploding 
cartridges,  fed  automatically  from  a  reservior  attached  electrically  to  the  signal 
levers.  It  was  on  trial  some  time  at  Loudoun  Road  Station,  but  the 
calculated  cost  of  using  such  complicated  appliances  to  all  the  signal  boxes 
on  the  line  cut  short  any  progress  in  their  adoption. 

A  very  serious  accident  on  the  Great  Western  Line,  at  Norton  Fitzwarren, 
in  which  a  train  had  been  shunted  from  one  main  line  to  another,  and  then  for- 

Accident  on  S^^^^^^*  when  an  express  train  was  signalled,  and  "all  clear  "  given 
Great  Weetem  by  the  signalman  at  the  spot,  ten  passengers  being  killed  and 

t  K^tT^pitB-  ^^^^  seriously  injured,  once  more  raised  the  question  of  adopting 
warren.        some  principle  of  a  "  reminder  "  to  signalmen  of  the  blockage 

Reminder  to    ^^  ^^^  ^"^  under  such  circumstances.      The  subject  was  strongly 

Slcnalman.  brought  under  notice  by  the  Board  of  Trade  Inspectors.  The 
Clearing  House  Superintendents  had  it  under  discussion,  but  no  design  seemed 
sufficiently  simple  to  obtain  universal  approval.  Mr.  Thompson  introduced 
a  model  at  Tring  Signal  Box.  Mr.  Nicholson  patented  an  appliance  on  the 
Lancashire  and  Yorkshire  Line,  but  so  far  as  I  am  aware,  no  simple  and 
easy  solution  has  been  discovered.  The  scheme  I  had  noticed  twenty  years 
back  at  Clapham  Junction,  adopted  by  a  Signalman  of  the  South  Western 
Company,  was  the  simplest  form  possible — a  small  card  with  the  word 
"  Blocked,"  hung  on  the  signal  lever,  and  some  such  appliance  if  attached  in 
readiness,  to  be  placed  on  to  each  of  the  levers  affected,  worked  at  the  time  by 
the  signalman,  is  the  simplest  form  of  reminder  that  can  be  desired,  though 
admittedly  it  is  not  automatic. 

The  completion  of  lock  and  block  throughout  the  Line  was  one  of  the 
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tasks  in  hand  for  some  time  back,  and  the  Board  of  Trade 
T^^S^nff     returns  shewed  how  considerable  was  the  progress  made  up  to 

the  commencement  of  the  year;  Mr.  Thompson,  of  Crewe, 
having  taken  the  work  so  heartily  in  hand.  The  following  Table  shews  the 
rapid  rate  of  progress  : 

Return  of  Signals  and  Points  interlocked — 


London  &  North-Westem  Railway. 

Interlocked. 

Not 
Interlocked 

Percentage 
Completed. 

nd  of  year,  1885 

3,881 

235 

1886 

4,018 

165 

96 

1887 

4,102 

137 

97 

„           1888 

4,176 

"5 

97 

„           1889 

4,258 

59 

99 

„           1890 

4,354 

15 

100 

.     Torta's  ^  ^^^  Inspector  of  Railways  came  on  the  scene,  in  October ; 

first  inipection  a  slight  collision  had  occurred  at  Nuneaton,  and  I  attended 
T  ik?  w       Major  Yorke,  at  this,  his  first  official  enquiry,  with  Mr.  Groom, 
iggi.    *'     the  District  Superintendent. 

On  9th  July,  there  was  a  garden  party,  given  by  the  Prince  of  Wales,  at 

Marlborough  House,  "  to  meet  the  Queen ;  *'  the  German  Emperor  and  Empress 

—   .^         w    being   also    present.       Both  Mr.  Cockshott  and  I  received 

Karlborongh  ^  ^ 

Hoiue  Garden   invitations ;    it   was    very    interesting    to    watch    the    Rojral 

Party,  »th  July,  presentations  and  progress  'hrough  the  grounds,  both  of  us  at 

the  same  time  feeling  perfect  freedom  from  care,  as  to  any 
Railway  arrangements.  Subsequently,  in  July,  the  Prince  visited  both 
Aylesbury  (i8th),  and  Birmingham  (21st),  it  falling  to  my  lot  to  accompany 
the  trains. 

In  August  (22nd),  at  Chester,  a  Special  was  arranged  for  Prince  Henry 
of  Battenberg  to  travel  to  Menai  Bridge.     H.R.H.  came  through  from  Swansea, 

somewhat  late,  but  was  anxious  to  keep  his  appointment  to  meet 
Prince^  amy   ^-^^  ^  Bulkeley ;  the  speed  at  which  the  train  was  taken  was 

Battenberg's    certainly  high,  and  on  some  parts  of  the  running  reached  70 

Journey  to     mjies    per    hour ;     entering    Bangor    we    were    signalled    to 

stop,  as  Sir   Richard   had   decided  to   receive  H.R.H.  there 

instead  of  Menai  Bridge.      This  fast  running  was  a  thing  the  Prince  always 

remembered,   and   on   two   or   three   subsequent   interviews  he  referred  to 

our  fast  run  along  the  Coast  of  North  Wales. 

In  October  I  was  once  more  summoned  to  Marlborough  House,  and 
had  the  honour  of  a  personal  interview  with  the  Prince  of  Wales  and  his  son. 

Prince  George,  the  object  being  to  arrange  for  the  journey  of 

of  Wales       ^^^  latter  to  Dublin,  where   his   brother  was  staying,  and   to 

and  Trip  to    avoid    publicity,    as    the    visit    was    intended    to    be    of    a 

private  character.     I  promised  to  do  what  was  required,  and 
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assured  the  Prince  that  whatever  public  notice  appeared  it  would  not  have 
emanated  from  Euston,  as  we  rather  prided  ourselves  on  being  able  to 
maintain  secrecy  in  such  matters. 

The  promise  was  carried  out,  and  so  little  was  known  of  the  journey 
that  the  London  papers  represented  Prince  George  as  being  in  the 
metropolis  that  day ;  the  City  of  Dublin  Company  were  purposely  not  advised 
of  the  identity  of  the  passenger  they  were  to  provide  accommodation  for, 
and  a  complaint  was  received  from  them  that  if  they  had  known  in  due 
time  the  Royal  Standard  would  have  been  displayed  on  the  mail  boat, 
which  was  exactly  that  which  Marlborough  House  wished  to  avoid ! 

An  event  which  took  place  on  July  22nd  ought  to  find  a  record  in  these 
notes.  It  was  the  Jubilee  dinner  of  Messrs.  T.  Cook  and  Son  at  the 
MMna.T  fioov  ^^^opole.     A  Splendid  gathering  of   royalties  and  railway 

Jnbiiee  ^nd  steamboat  magnates — the  Duke  of  Cambridge,  Prince 
^^•»i^**^       Henry  of  Battenberg,  the  Duke  of  Saxe  Weimer,  the  Duke 

*  of  Sutherland — ^formed  part  of  the  very  illustrous  gathering, 

two  hundred  and  ninety  guests  in  all ;  a  great  tribute  to  the  world-wide  fame 
of  this  enterprising  and  energetic  firm.  It  was  to  be  regretted  that  the 
founder  of  the  firm,  Mr.  Thomas  Cook,  was  laid  aside  by  serious  illness,  and 
unable  to  take  part  in  the  celebration.  He  died  in  July  of  the  following 
year,  a  "  total  abstainer  for  fift3^seven  years." 

The  single  line  of  the  Sirhowy  Railway  for  seven  and  a  half  miles 
between  Hollybush  and  Tredegar  Junction  was  doubled  and  brought  into 

Dontflinc  and  ^^^  ^^  ^^^  September,  the  train  staff  being  dispensed  with.    The 
Qnadrapiinc    quadrupled  lines  between  Aston  and  Vauxhall  were  opened  in 
''*°**'         February;  and  those  between   Speke  and   Edge  Hill,  with 
improved  stations  at  Mossley  Hill  and  Sefton  Park,  in  July. 

In  July  the  quadrupled  line  between  Slaithwaite  and  Marsden 
{see  page  349)   came  into   full  operation   from   Marsden,    near  Standedge 

tunnel,  throughout  to  Huddersfield,  and,  indeed,  to   Heaton 

c^ga^igi^     Lodge    Junction;     the    difficult    task    of    constructing    the 

except  throui^  double    tunnel    under    the    "  backbone    of    England "    still 

^Tmwtt^L*     awaiting  completion  to  render  continuous  the  four-lines  from 

Stalybridge  to   Heaton  Lodge. 

The  tunnel    was   5,344    yards   in    length;    its  gradual  progress   was 
recorded   in   the    Engineers'   reports,   presented  to  the  shareholders   half- 
yearly: — 900    yards     in     August,    1892;     2,500     yards     by 
of  February,  1893;  3,900  by  August,  1893;  5,070  in  February, 

TnnQeiiing.     1894;  the  whole  length,  5,344  yards,  finished  and  opened  for 
traffic  by  August,  1894. 

In  order  to  complete  an  independent  four-line  system  from  and  to 
Leeds,  a  relief  line  was  suggested  by  which  the  congestion  at  Mirfield  and 
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at  Dewsbury  and  Batley  could  be  avoided;  and  Parliament 

proposed      this  year  sanctioned  the  adoption  of  the  suggestion,  the  line  to 

caeckheaton    nin  from  Heaton  Lodge  by  way  of  Heckmondwike,  Cleck- 

heaton,  Gomersal,  and  Gildersome,  rejoining  the  main  London 

and  North-Westem  Line  near  Wortley.     In  company  with  the  Engineers, 

it  fell  to  my  lot  to  inspect  the  proposed  sites  of  stations ;  but  the  line  was 

not  opened  for  traffic  till  after  my  resignation  of  office. 

1891.    The  new  stations  opened  in  the  course  of  the  year  were  Saltney 

Ferry,  near  Mold  Junction,  in  January ;  and  in  the  same  district,  in  March, 

New  BtatLoxiB   "  Kinnerton,"  on  the  incline  of  that  name  between  Broughton 

opened  in      Hall  and  Hope.     In  the  Liverpool  district,  Eccleston  Park 

^••^  was  opened  between  Prescot  and  Thatto  Heath  in  June ;  and 

Balliol  Road  had  Bootle  attached  to  its  name.     In  the  Manchester  district, 

a  new  station  was  opened  in  September  between  Dewsbury  and  Mirfield 

called  Ravensthorpe  and  Thomhill;  and  another  between   Chelford   and 

Holmes  Chapel  called  Goostrey,  a  name  with  a  peculiar  derivation ; — said 

originally  to  have  been  God's  tree,  and  thus  to  be  kindred  to  Gospel  Oak. 

The  Great  Northern  Railway  Company,  on  behalf  of  the  East  Coast 
route,  having  intimated  an  acceleration  of  the   night  Scotch  express,  the 

West  Coast  route  had  to  make  a  corresponding  move;  and 

^i^ojL  °*    ^^  ^'^  P""^*  ^^^^  Euston,  commencing  with  ist  April,  ceased 

46  minutee     to  call  at  Willesden  and  Preston,  was  due  to  arrive  at  Carlisle 

*^bSSw!^  at  2.30  a.m.,  Perth  5.52,  and  Aberdeen  at  8.5  a.m.    The  North 

arrivals  had  previously  been — Perth  6.30,  Aberdeen  8.45  a.m. 
In  the  same  month  a  new  service  of  trains  was  put  into  operation  from 
Macclesfield  over  the  Churnet  Valley  to  and   from    Rugby,  serving  Leek, 
Uttoxeter,  and  Burton. 

A  further  service  was  put  in  force  which  had  long  been  pressed  for  by 

residents  at  Willesden  and  Kensington,  and  which  the  strong  Sabbatarianism 

Sunday  Service  ^^  ^^^  ^^^  Chairman  had  from  time  to  time  refused,  mz.,  the 

given         running  of  a  service  of  trains  between  Willesden  Junction  and 

Kensington,     Kensington.     A  single  engine  and  train  was  utilised  for  the 

April,  189L      purpose,  and  for  the  first  time  the  residents  of  Kensington 

had  the  opportunity  on  the  Sunday  of  a  train  service  in  connection  with  the 

North  London  and  the  North- Western  Main  Lines. 

As  the  outcome  of  very  numerous  meetings — now  with  Mr.  Baines  and 
Mr.  Yeld,  of  the  General  Post  Office,  and  again  with  Mr.  Beasley,  of  the 

.^      ,  Great   Western — the   General   Managers    of    the   Companies 
Severn  Tunnel 

Route         arranged  with  the  Post  Office  that  the  Severn  Tunnel  route 

utillied  for     should  be  utilised  for  postal  purposes  in  connection  with  the 

great  arterial  service  through  to  Scotland  and  the  Yorkshire 

district.     Heretofore  the  route  from   the  West  of   England   had   been  by 

transfer  at  Bristol  from  the  Great  Western  Line  to  the  Midland,  and  tiien 
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at  Birmingham  another  transfer  from  the  Midland  to  the  North-Westem  Line, 
and  thence  to  Stafford  or  Crewe  to  join  the  North  mail. 

Commencing  therefore  on  ist  April,  an  additional  mail  train  was  run  from 
Plymouth  at  4.0,  connecting  at  Bristol  with  the  Severn  Tunnel  service,  which 
was  so  timed  as  to  leave  Bristol  at  7.40,  instead  of  8.5 ;  and  reaching  Crewe 
at  11.35,  &^^  ^c  whole  West  of  England  a  new  postal  communication  for 
the  North  of  England,  Scotland,  and  Ireland.  The  6.0  p.m.  from  Swansea, 
via  Llandovery,  was  also  utilised  for  postal  purposes,  and  brought  its 
increased  burden  to  add  to  the  already  over-occupied  platform  space  at 
Crewe. 

In  June,  the  Mersey  Railway  Company  intimated  their  intention  to  open 
the  extension  from  Birkenhead  to  the  joint  station  at  Rock  Ferry,  and  the 
latter  station  became  gradually  a  busy  junction  for  them,  with  some  through 
vehicles  from  and  to  Chester. 

Lvnchaon  Oan  ^^  l^^Vf  *  "^^  departure  was  made  in  facilities  for  Scotch 

nin  Xu  &Op.]iL  traffic,  and  by  the  2.0  p.m.  from  Glasgow,  and  the  corresponding 

Bao^f*M^  down  2.0  p.m.  from  Euston,  Luncheon  and  Dining  Cars  are 

London  and    announced.     Luncheon  was  served  immediately  on  departure, 

®*"*<'^'       and  dinner  en  route,  about  6.30  p.m. 

The  train  was  due  as  under : — 


p.m. 

p.m. 

London  ... 

...    dep.     3    0 

Glasgow  ... 

...    dcp. 

2     0 

Glasgow  ... 

...    arr.     11     0 

Edinburgh 

„ 

2     0 

Edinburgh 

..•     II      10  55 

London   ••• 

•••    arr. 

10  50 

Perth 

,,      12  10 

During  this  year  the  connection  by  rail  across  Dublin  from  Kingstown 
was  first  brought  into  operation.  Previously,  and  throughout  the  year  1890, 
TbnniEli  Ttains  ^^®  notice  as  to  transit  beyond  Dublin  in  connection  with  the 

nm  twtwaen    night  mail  from  London  had  run  thus : — 
Xlnirstown  and 

Anii<m«  stnet  The  Postmaster  has  sanctioned  a  passenger  carriage  being  attached  to 

Tennlnos       the  train  conveying  the  morning  mails  from  Kingstown  to  Dublin ;  and 

for  BeUkftt      through  booked  passengers  with  small  quantities  of  luggage  wishing  to 

^^  proceed  by  mail  trains  from  Amiens  Street,  Kingsbridge,  and  Broadstone 

Stations  may  travel  in  this  carriage  from  Kingstown,  provided  the  mails  are  not  delayed. 

Passengers  must  point  out  their  luggage  to  the  guard  at  Holyhead. 

This  had  given  the  through  passengers  beyond  Dublin  a  better  chance 

of  securing  their  onward  journey,  as,  instead  of  waiting  for  the  passenger 

train  serving  the  Dublin  passengers,  they  were  privileged  to  accompany  the 

mails  to  Westland  Row  terminus,  and  had  an  equal  opportunity  with  the 

mails  themselves  of  securing  the  outgoing  mail  trains  into  the  provinces  of 

Ireland. 
26 
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On  I  St  June,  however,  this  notice  is  supplemented  by  one  in  which  the 
passengers  for  Belfast  and  stations  on  the  Great  Northern  of  Ireland  are 
informed  that : — 

Through  lavatory  carriages  of  the  most  improyed  description,  lighted  by  electricity, 
are  now  run  to  and  from  Carlisle  Pier,  Kingstown,  in  connection  with  the  Great  Northern 
of  Ireland  Company's  limited  mail  trains,  so  that  passengers  holding  first  and  second  class 
tickets  for  the  Great  Northern  Railway  can  avoid  all  the  expense  and  inconvenience  of  a 
joiumey  through  the  streets  of  Dublin. 

And  thenceforward  the  Table  of  the  Great  Northern  of  Ireland  shews 
the  arrivals  at  Kingstown  Pier,  the  departures  thence  with  the  arrivals  at 
Amiens  Street  Station  and  the  train  running  to  Drogheda,  Dundalk  Junction, 
and  Belfast. 

Belfast  and  its  services  both  for  passengers  and  for  mails  occupied  the 
Postal  Departments  and  our  own  to  a  considerable  extent  about  this  time. 
No  sooner  was  any  mail  acceleration  attempted  via  Dublin  than  the  energetic 
Manager  of  the  Belfast  and  Northern  Counties,  interested  in  the  Lame  and 
Stranraer  route,  would  agitate  for  corresponding  improvements  on  his  side. 

August  saw  the  announcement  that  a  special  train  will  leave  Kingstown 
Pier  for  Amiens  Street  immediately  on  arrival  of  the  Mail  Packet  from 
Holyhead ;  and  that  the  mail  will  start  from  Dublin  at  6.45  a.m.,  instead  of 
7.25,  and  will  be  due  to  reach  Belfast  at  9.30  a.m. 

In  order  to  keep  up  a  service  for  the  3rd  class  and  North  Wall  traffic, 

the    London    and    North-Westem   Companjr's   steamer    leaving   Holyhead 

at     2.0    a.m.    was    accelerated    to    reach    North    Wall    at 
North  WaU 
Services       ^'^   a.m.,   and    a    train    announced    as    running    thence    at 

accelerated  to  6.15  a.m.  to  Amiens  Street  to  join  the  new  6.45  a.m.  for  Belfast, 

etc.  The  return  Belfast  Mail  train  started  at  4.0  p.m.  instead 
of  3.30.,  Special  trains  being  run  from  Amiens  Street  terminus  both  to 
Kingstown  to  connect  with  the  up  night  mail  sailing,  and  to  North 
Wall,  where  the  London  and  North-Western  steamer  was  appointed  to  leave 
at  7.10  instead  of  7.0  to  await  the  Great  Northern  connecting  train. 

In  September  the  Stranraer  route  was  enabled  to  announce  the 
departure  from  London  at  8.0  p.m.,  with  an  arrival  at  Belfast  at  9.10  a.m., 
and  in  the  opposite  direction  a  departure  from  Belfast  as  late  as  5.0  p.m., 
reaching  London  7.20  a.m. 

Mr.  Houghton's  elevation  to  the  position  of  Secretary  to  the  Company 
caused  him  to  resign  his  post  as  one  of  the  Company's  representatives  in  the 

company»8    management  of  the  insurance  and  provident  societies, 

BepreMntatiTos  which  he  had  occupied  since  its  commencement.     Mr.  Wood- 

^*d^Pro7id«ftt  ^^"^^  ^^^  ^^^"  succeeded   by  Mr.  Footner,  in   December, 
Sodetlea       1887.     Mr.  Houghton  was  succeeded  by  Mr.  Fewkes. 
Mr.  Houghton  had  been  elected  Annual  Chairman  five  times  during  his 
twenty  years  of  service,  187 1  to  1891. 
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Mr.  Woodhouse  had  been  elected  Chairman  three  times  during  his 
sixteen  years,  1 871  to  1887 ;  and  it  fell  to  my  lot  to  be  elected  no  less  than 
seven  times  while  I  was  on  the  Committee  of  Management,  1871  to  1895. 

The  society  established  originally  as  an  Accident  Insurance  Fund,  in 
October,  187 1,  had  an  affiliated  society  providing  for  sickness,  established  in 
1874,  and  this  was  supplemented  in  1883  by  a  pension  fund,  originated  much 
to  the  benefit  of  the  men  who,  through  old  age  or  incapacity  or  illness,  had 
to  resign  their  posts. 

The  two  latter  societies  were  united  in  January  1889,  and  the  monthly 
meetings  were  marked  by  most  friendly  relations  throughout,  between  men 
and  officers.  If  any  friction  arose  it  was  to  a  very  slight  extent  along  the  line, 
and  was  heard  of  at  the  full  Annual  Meeting  of  Delegates.  It  was  chiefly 
confined  to  the  disaffected  influence  of  a  few  "  Amalgamated  Society " 
agitators,  whose  proposals  were  generally  directed  to  the  abrogation  of  the 
cardinal  rule  of  the  societies  that  the  regulations  and  amendments  must  be 
approved  by  the  Directors  before  they  could  be  acted  on.  The  common- 
sense  of  the  men  at  the  General  Meetings  failed  to  be  attracted  from  the  even 
tenor  of  their  course  by  any  specious  arguments  ;  they  were  conscious  that  the 
Directors  had  never  stopped  any  beneficial  propositions,  and  rightly  considered 
they  were  safe  in  their  hands. 

Mr.  Burlinson  proved  a  most  regular  Chairman  of  Superintendents  at 
Clearing  House  Meetings,  scarcely  being  absent  from  one  of  the  gatherings 

tnm^Ti^g  Home  ^^  ^^^  ^^^^"     ^^'  Johnson,  who  had  become  Mr.  Christison's 
Meeting!,      successor  as  Superintendent  of  the  North  Eastern  Line,  was 

^^^  hardly  ever  present,  and  was  an  unknown  man  to  most   of 

the  members.     Mr.  Ernest  generally  acted  as  his  representative. 

Mr.  John  Welburn  was  appointed  Mr.  Johnson's  successor  at  the  January 
meeting. 

The  discussion  as  to  the  colours  of  signals,  introduced  by  Mr. 
Mugliston  in  the  previous  year,  urging  red  as  "danger"  signal,  green  as 
"all  right,**  and  totally  abrogating  white  signals  except  as  back  lights,  was 
dealt  with  early  in  the  year,  and  was  referred  to  the  rules  and  regulations 
sub-committee  :  the  references  kept  on  enlarging,  the  accident  at  Norton 
Fitzwarren  bringing  under  review  questions  in  detail  as  to  carrying  out  the  task 
of  apprising  the  signalmen  of  the  occupancy  of  the  line,  and  of  giving  some 
"reminder"  automatically.  The  sub-committee  do  not  appear  to  have  dealt  very 
expeditiously  with  the  points,  as  it  was  not  until  the  end  of  the  subsequent 
year,  1892,  under  Mr.  Mugliston's  presidency,  that  the  report  was  concluded, 
nor  did  the  new  rules  become  finally  adopted  till  February,  1893. 

1891.  Proposals  for  advancing  Excursion  Fares,  abandoning  ist  class  by 
excursions,  and  endeavouring  to  get  rid  of  some  very  cheap  trip  quotations 
occupied  much  time  early  in  the  season,  with  the  usual  result ;  one  or  two 
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of  the  companies  declining  to  risk  the  loss  of  some  cherished,  low  priced 
traffic,  so  the  mountain  in  labour  produced  a  ridiculous  mouse ! 

The  Board  of  Trade  through  Mr.  Courtenay  Boyle  having  called  attentio» 
to  the  frequency  of  accidents  through  trains  entering  terminals  at  too  great 
speed,  urging  some  change  in  the  regulations,  the  subject  was  discussed  very 
fully  and  very  carefully,  with  the  result  that  the  superintendents  considered 
the  observation  of  the  existing  Regulation  (293)  amply  sufficient  to  ensure 
safety  of  trains  in  entering  terminal  stations. 

The  death  of  Mr.  Maddock,  superintendent  of  the  Lancashire  and 
Yorkshire  Railway,  was  reported  on  24th  February,  and  a  sympathetic  minute 
passed.  He  was  succeeded  by  Mr.  C.  J.  Nicholson,  whose  name  first  appears 
on  the  record  in  that  position  on  25th  March,  at  Liverpool. 

At  the  same  meeting  the  troubled  question  as  to  the  diversity  of 
brakes,  Westinghouse  and  Vacuum,  came  under  review  at  the  instance 
of  Mr.  Kempt.  The  position  of  the  Companies  which  may  have 
different  descriptions  of  brakes  in  operation  on  their  systems  after  the 
order  of  the  Board  of  Trade,  under  the  Railway  Regulations  Act,  1889, 
comes  into  operation,  was  discussed;  and  it  was  agreed  that  each 
company  consider  for  itself  what  proportion  of  their  vehicles,  passenger 
carriages,  horse  boxes,  carriage  or  fish  trucks  should  be  fitted  up  either  with 
brakes  or  pipes  as  the  case  may  be,  so  as  to  enable  them  to  be  run  through  over 
the  lines  of  companies  whose  vehicles  are  not  fitted  up  with  the  same  brake, 
and  that  the  necessary  work  be  proceeded  with  without  delay.  Such  a  minute 
trenched  very  much  on  the  General  Managers'  domain,  but  I  hope  they 
forgave  the  Superintendents*  interference  ;  the  matter  was  looming  in  the  near 
future,  and  touched  the  Superintendents'  duties  and  difficulties  more  closely 
than  the  General  Managers  ! 

At  the  same  meeting  a  proposal  for  tourist  tickets  from  Paris  to  Edinburgh 
and  Glasgow,  available  in  common  by  any  of  the  routes  North  of  London  the 
holders  might  select,  was  discussed ;  and  ultimately  through  the  good  offices 
of  M.  Sire,  of  the  Northern  of  France,  this  boon  for  Continental  travellers  was 
agreed  to,  it  being  delegated  to  myself,  Mr.  Cockshott,  and  Mr.  Mugliston  to- 
arrange  the  necessary  form  of  Coupon. 

The  Autumn  meeting  was  held  at  Dunkeld  where  Mr.  TumbuU  attended 
on  my  behalf,  and  Mr.  Alexander  acted  for  Mr.  Cockshott. 

At  this  meeting  Mr.  Sykes  system  of  lock  and  block  was  submitted,  being 
ultimately  referred  to  the  sub-committee,  dealing  with  rules  and  regulations. 

A  Joint  Meeting  of  Superintendents  and  Goods  Managers  at  the  same 
place  discussed  the  charges   to   be   adopted  for  a  new  traffic  in  the  shape 

of  special  trains  for  the  conveyance  of  Buffalo  Bill's  Wild  West 
Est^bUAt^nt  Establishment,  consisting  of  150  to  175  passengers,  140  horses, 

20  buffaloes,  50  tons  of  materials.  This  establishment 
ultimately  formed   an   attractive  portion  of  the  International  Horticultural 
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Exhibition,  held  at  Earls  Court  in  the  succeeding  year.     Mr.  Mugliston  was 
elected  Chairman  of  the  Superintendents  for  the  year  1892. 

1892.     The  lines  near  Roade  had,  at  the  close  of  1891,  been  giving  the 
Engineers  some  anxiety,  as  the  soil  above  the  rock  cutting  had  shewn  con- 
siderable instability ;  the  water  contained  in  it  (however  beautiful 
^^JJlni        ^^^  resulting  icicles,  in  massive  stalactite  form,  might  appear  in 
winter),  rendering  the  superincumbent  mass  very  troublesome 
and  insecure.      Temporary  measures  proving    ineffectual,    Mr.    Stevenson 
decided  to  close  the  two  new  lines  while  the  top  surface  on  the  east  side  of 
the  line  was  reduced,  and  a  supporting  series  of  girders  introduced  to  guard 
against  future  mischief.     The  traffic  between  Roade  and  Northampton  was 
accordingly  stopped  altogether,  and  for  upwards  of  three  months — February, 
March,  and  April — the  old  route  via  Blisworth  was  reverted  to  for  running  the 
trains  to  and  from  Northampton. 

If  water  was  the  cause  of  trouble  in  this  direction,  fire  was  responsible 

for  the  unsettlement  of  the  trains  in  the  Yorkshure  district,  though   the 

j-^  ^        unsettlement  was  not  of  so  long  continuance.     On  13th  January 

Leadi  some  petroleum  or  similar  combustible  articles  in  one  of  the 
New  Station,  extensive  series  of  arches  on  which  Leeds  New  Station  was 
constructed  took  fire,  and  the  intense  heat  not  only  caused  the  buckling  and 
fall  of  the  iron  girders  carrying  portions  of  the  line  over  the  canal  and  river  at 
that  point,  but  also,  by  calcining  the  limestone  of  which  the  arches  had 
been  built,  completely  stopped  the  lines  used  for  through  traffic.  A  temporary 
time  table  had  to  be  adopted,  and  the  Express  trains  for  the  North-Eastem 
Line  conveyed,  via  Normanton,  in  the  interim.  By  March  the  train  service 
was  fully  reinstated. 

The  time-tables  for  March  contained  an  announcement  in  connection 
with  the  Chester  and  Holyhead  district  which  had  been  strenuously  objected 

Intarmediate    ^^   ^^  '^^   ^*^  Chairman.      It   was  to  the  effect   that   the 

srd  dan  Faiei  intermediate  3rd  Class  fares,  about  i^d.  per  mile,  in  force  on 

^^^ftl^ai?   ^^^  portion  of  the  system  would  no  longer  be  charged,  but 

HolylMad      ordinary  Parliamentary  fares,  id.  per  mile,  would  be  adopted 

■^■^•™»        by  all  trains.     This  decision  was  the  outcome  of  a  Special 

Committee's    consideration    both    of    Mr.    Beavis's    annual 

attacks  on  the  inadvisability  of  continuing  2nd  class  bookings  and  of  the 

action  of  surrounding  Companies  in  abandoning  them. 

In  January,  a  branch  line  between  Mold  and  Coed  Talon,  which  had 

existed  for  some  time  as  a  mineral  line  only,  was  utilised  for  Passenger  traffic. 

Its  extent  was  considered  to  be  fully  met  by  running  two  trains  each  way  daily. 

At  Easter  the  enlarged  station  at  Llandudno  was  brought  into  use,  the 

accommodation  for  visitors  to  that  attractive  watering-place  having  been  sadly 

J-  below  the  required  standard.     On  ist  June  a  new  station 

Btationa,       called  Sefton  Park  was  opened  on  the  quadrupled  lines  near 

^^^  Liverpool.    And  on  ist  August,  in  obedience  to  an  oft  urged 
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request,  Wormwood  Scrubbs  Station  became  "St.  Quintin's  Park  and 
Wormwood  Scrubbs." 

In  July  another  step  forward  in  completing  the  Kingstown  and  Kings- 
bridge  through  service  was  made.     The  exaggerated  difficulties  that  had  been 
y^^^  .  made    as    to    the    practicability    of    working  traffic   through 

to  "  Newcomen  Junction  "  had  been  shewn  to  be  imaginary  ones ; 

XingBtoldge.  g^j^^j  ^  regular  service  of  through  carriages  in  connection  with  the 
Newcomen  night  Mail,  up  and  down,  was  inaugurated,  leaving  Kingstown 
JimctloxL       pjgj,  ^  jy  g^j^^  reaching  Kingsbridge  6.47  a.m.,  returning  from 

Kingsbridge  at  6.20  p.m.,  and  arriving  at  Kingstown  Pier  in  ample  time  for 
the  Mail  sailing  at  7.15  p.m. ;  and  through  passengers  by  the  Great  Southern 
and  Western  route  are  notified  that  they  can  now  avoid  all  the  expense  and 
inconvenience  of  a  journey  through  the  streets  of  Dublin. 

This  year  was  memorable  in  Railway  Annals  as  bringing  to  an  end  the 

celebrated  "Broad  Gauge;"  and  it  happened  that  on  the  20th  May,  on 

Ainogation  of  going  down  to  Windsor  in  readiness  for  the  Queen's  journey  to 

BroadGaive.    Scotland,  on  my  arrival  at  Paddington,  I  was  eye-witness  to  a 

Last  Train     memorable  scene  on  the  departure  of  the  5.0  p.m.  train  from 

^tjHOingum,     Paddington  to  the  West  of  England.     It  was  the  last  broad 

May  soth,  1892.  gauge  train  that  ran   out  of  London,  and  as  it  reached  its 

destination   it   closed  the  long  record  of  the  Great  Western  Brunei  Gauge 

service  in  the    West.     The  way  in  which  the  retreat  of  the  broad  gauge 

stock   was   managed  on  the  morrow,  when   the  lines  were  being  narrowed 

and  no  possibility  would  exist  for  the  transit  of  such  vehicles,  is  a  study  in 

railway  working,  and   required   a   splendid   organisation  and   scheming,  on 

the  part  of  the  Superintendent's    Department   to  keep  the  traffic  going,  to 

make  sure  of   the  safe  retirement  of  all  the  broad  gauge  stock  to  its  old 

home  at   Swindon  ;   and   a  most    rapid   development  on   the   part   of  the 

Engineering  Department  in  bringing  the  rails  into  position  for  the  narrow 

gauge  service. 

The  small  volume  of  printed  regulations  issued  by  Mr.  Burlinson  for  this 
final  termination  of  one  system  and  starting  of  another  is  a  curiosity  in  its  way. 
Of  course  the  whole  change  was  based  on  the  mode  adopted  when  previous 
sections  of  the  Great  Western  had  been  closed  to  the  broad  and  opened 
exclusively  to  the  narrow.  In  the  case  of  the  Birmingham  district  both  broad 
and  narrow  had  existed,  and  the  taking  up  of  the  wider  rail  was  an  easy  task. 
In  this  Exeter  and  Cornwall  district  the  rails  were  entirely  on  the  wider  gauge, 
and  the  change  to  the  narrow  was  a  reconstruction. 

The  mixed  gauge  existed  from  Truro  to  Penzance.  On  this,  of  course, 
the  broad  gauge  was  simply  disused,  so  the  task  consisted  in  converting  the 
broad  to  the  narrow  gauge  between  Exeter  and  Truro  and  the  branches 
connected.  The  men  to  conduct  the  operation  had  to  be  taken  to  destinations 
by  special  broad  gauge  trains ;  space  being  reserved  in  one  compartment  of 
each  carriage  for  their  tools.     The  men  amounted  to  a  perfect  army,  and  their 
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empty  vehicles  formed  the  last  broad  gauge  running  on  the  system.  Every 
broad  gauge  coach  had  to  be  swept  away  to  Swindon  from  branch  and  main 
stations;  the  stock  occupied  15  mi]es  of  sidings  at  that  central  depot;  and 
narrow  gauge  vehicles  had  to  be  sent  down  to  commence  the  new  system 
and  enable  these  men,  drawn  from  all  parts  of  the  line,  to  return  to  their 
destinations.  The  last  broad  gauge  train  left  Paddington  on  Friday  evening, 
20th  May,  for  Penzance.  On  Monday,  23rd  May,  the  Secretary  of  the  Great 
Western  Company  announced  that  "  the  narrowing  of  the  gauge  West  of 
Exeter  was  completed  yesterday,  and  the  ordinary  service  of  passenger  trains 
has  been  resumed  " — a  marvellous  feat  in  railway  engineering  and  management. 

Euston  Station  had  for  some  time  back  shewn,  in  spite  of  one  or  two 
small  extensions,  that  the  outgoing  traffic  had  outgrown  the  accommodation  it 

afforded.      The  whole  of   the  trains,   whether  local  or  long 

_      **"*  distance,  wer^  taken  out  by  long  shunts  on  arrival,  when  empty, 

OntwwdTtafflc.  ^^^  either  remarshalled  or  set  back  into  the  platform  roads  on 

the  outgoing  side.  The  plan  of  starting  away  for  the  return  journey  from  the 
same  platform  as  that  at  which  the  train  had  arrived  had  never  been  in  force  at 
Euston.  As  one  step  towards  increasing  the  accommodation,  a  new  platform, 
locally  known  as  the  "Wooden  Platform"  (now  Nos.  4  and  5)  was  constructed, 
there  was,  unfortunately,  no  booking  office  attached  to  it ;  it  was  consequently 
very  remote  from  the  other  outgoing  platforms,  and  in  a  strong  craze  for 
economy  the  same  engine  which  brought  in  a  local  train  was  allotted  to  work  it 
on  return,  and  this  occasioned  the  backing  out  of  the  train,  the  engine  running 
round  the  coaches  and  getting  to  the  other  end  of  it ;  and  so,  with  the 
exception  of  providing  two  additional  arrival  roads,  the  new  platform  failed  to 
give  much  satisfaction. 

This  alteration  was  only  a  minor  one,  however.  The  main  departure 
platforms  had  in  summer  days  of  heavy  traffic  become  far  too  short  for  the 
lengthened  trains.  The  front  carriages  often  overlapped  the  end  of  the 
platforms — the  engines  occasionally  stood  in  advance  of  their  starting  signals, 
the  leading  luggage  van  being  dealt  with  on  the  ballast.  It  was  determined  to 
remedy  this  by  a  drastic  change,  and  for  the  purpose  of  giving  the  needed 
platform  accommodation  part  of  the  space  previously  occupied  by  carriage 
sheds,  adjoining  the  altered  Cardington  Street,  was  utilised,  and  two  very  long 
platform  lines  were  introduced. 

Unfortunately,  these  new  platforms  were  separated  from  the  rest  of  the 

station,  and  the  approach  road  for  all  parcel  and  traffic  vehicles  lay  between 

Sepmrate       ^^^  ^^®   portions   of    the  station.     The  result  was   very  un- 

Entranoe  for    satisfactory.     There  were  two  Euston  Stations— one  approached 

Departm      through  the  noted  gateway,  the  other  lying  to  the  left  hand  on 

PlatfomL       West  side.     The  public  notification  intimated  (ist  July,  189a) 

that  "  the  new  West  departure  platform  at  Euston  is  now  open,  the  booking 


39^  RAILWAY  REMINISCENCES. 

office  being  at  the  comer  of  Dnimmond  Street  and  Cardington  Street."    The 
following  six  trains  were  appointed  to  start  from  the  new  platforms : — 

10.40  Tourist  train  for  Shrewsbury,  the  Cambrian  Line,  North  Wales, 
and  Windermere. 

10.55  Tourist  train,  Special  express  for  North  Wales  (July  i8th  to  August 
31st),  Shrewsbury,  the  Cambrian  Line,  North  Staffordshire. 

1.30  Mail  for  Birmingham,  Chester,  and  North  Wales. 

2.45  for  Bletchley,  Oxford,  Cambridge,  Rugby,  Coventry,  Birmingham, 
and  the  Trent  Valley  Line. 

7.0  for  Bletchley,  Northampton,  and  Birmingham. 

8.20  Night  Irish  Mail. 

No  sooner  was  the  arrangement  in  force  than  it  was  seen  what  a  difficulty 
was  created  by  this  separation  of  platforms.  Unfortunately  the  mischief  had 
been  done ;  it  remained  for  the  officers  to  make  the  best  of  it  and  tackle  the 
difficulty.  A  division  had  to  be  made  of  the  cab  traffic  entering  the  station 
from  the  Euston  Road.  In  the  first  place  the  drivers  were  instructed  no  longer 
to  enter  the  station  under  the  great  Portico  or  "  Propyloeum,"  but  by  the  Post 
Office  at  the  former  exit  gate  on  the  opposite  side  of  the  station  yard,  to  set 
down  their  passengers  at  the  station  entrance,  "  wrong  handed,"  as  the  drivers 
from  their  boxes  would  say,  and  to  go  out  from  the  station  under  the  arch. 
This  change  in  itself  was  a  difficulty.  The  former  notice  Carriages  "  Out " 
had  become  "  In,"  the  Yard  in  itself  being  reduced  in  extent  of  vehicular 
accommodation.  Nor  was  this  all,  men  had  to  be  placed  opposite  the  west 
wing  entrance  of  the  hotel  to  ascertain  hurriedly  the  intended  destination 
from  the  driver  or  the  occupants  of  approaching  cabs,  the  former  frequently 
neither  knew  nor  cared ;  the  latter  would  not  understand  the  object  of  the 
enquiry,  which  of  course  was  to  enable  the  driver  to  be  directed  either  to  drive 
through  the  entrance  straight  in  front,  if  for  other  than  the  six  trains  named  ; 
or,  if  destined  for  any  one  of  them,  then  the  driver  had  to  be  told  to  take  the 
route  to  the  left  and  deposit  his  load  at  the  new  entrance  to  the  new  and 
separate  West  side  departure. 

One  of  the  Directors,  who  had  taken  a  great  interest  in  extending  the 
terminal  facilities  of  Euston,  Mr.  O.  L.  Stephen,  was  grievously  disappointed 
at  the  result.  "You  have  turned  Euston  into  a  Waterloo"  was  his  keen 
criticism — the  complications  of  the  outgoing  arrangements  of  the  South- 
western Line  being  proverbial. 

It  was  not  a  success  :  the  two  yards  for  cab  arrivals  were  separated  from 
each  other,  any  error  in  the  point  of  arrival  entailed  driving  out  again  and 
making  the  other  entry,  trains  were  lost,  tempers  tried,  and  a  bad  name 
became  attached  to  a  station  heretofore  considered  a  model  one!  Com- 
plaints were  frequent  in  the  papers,  and  our  own  Directors  added  their  share. 

The  two  cab  entrances  were  separated  by  a  broad  cartway  leading  to  the 
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parcels  offices,  and  this  department,  together  with  the  milk  traffic  carts,  were 
the  only  parties  benefitted.  The  Manager,  now  become  Sir  George  Findlay, 
returned  from  his  holiday  late  in  the  autumn,  and  at  once  took  steps  to 
remedy  as  far  as  possible  the  difficulties  that  had  arisen. 

The  additional  platform  in  the  arrival  side  was  to  be  disused  for  out-going 
trains,  and  a  new  classification  of  trains  using  the  West  departure  platform 
adopted ;  accordingly,  on  ist  December,  the  Time  Tables  stated  that  com- 
mencing with  that  date  all  the  local  trains  for  Harrow,  Watford,  and  beyond, 
including  those  running  at  forty  minutes  past  the  hour,  would  start  from  the 
Main  departure  platform. 

The  trains  appointed  to  leave  the  new  West  Departure  Station  were 
specially  marked  A  in  the  Time  Table,  and  consisted  of  the  following  seven, 
principally  for  Liverpool : — 

lo.io  for  Liverpool  and  Manchester. 
1 2. 1 o  for  Liverpool  and  Birkenhead. 

2. 1 o  for  Liverpool,  Southport,  Fleetwood,  and  Birmingham, 

2.45  for  Birmingham,  Stafford,  and  Trent  Valley. 

4.10  for  Liverpool,  Shrewsbury,  Welshpool,  and  Bangon 

7.0    for  Birmingham  and  Wolverhampton. 

8.20  Irish  Mail. 

In  the  previous  year  the  journey  of  the  Duke  of  Clarence  and  Avondale 
had  been  a  part  of  my  care.     This  year,  early,  a  more  melancholy  duty 
-^       ,  ^     attached  to  the  London  and  North-Westem  Railway  respecting 
Biiktof  olaitnoeHis  Royal  Highness — ^the  funeral  train  conveying  not  only  his 
■*^  remains,  but  the  sorrowing  relatives,  passed  from  Wolferton  to 

Windsor,  and  in  so  doing  traversed  a  small  portion  of  line 
belonging  to  the  North  London,  the  North-Westem,  and  the  South-Westem 
system  to  its  melancholy  terminus.  The  Great  Eastern  Company's  train 
running  from  Wolferton  was  appointed  to  stop  at  Stratford  at  1.55,  and 
from  that  point  the  officers  of  the  Companies  affected  joined  the  funeral 
train.  There  were  present  at  Stratford  Lord  Claude  Hamilton,  Mr.  Birt, 
Mr.  Nettleship,  and  Mr.  Dunn.  It  was  a  sad  sight  to  see  the  Prince  and 
Princess  of  Wales  alight  from  the  train  at  Windsor,  and  to  watch  the  removal 
of  the  coffin.  The  South-Westem  Company's  station  offices  were  most 
tastefully  hung  in  mouming ;  and  in  attendance  to  receive  the  train  and  the 
Royal  Family  were  Colonel  Campbell,  Mr.  Portal,  and  Mr.  Govett. 

The  other  journeys  of  Royalty  were,  so  far  as  the  London  and  North- 
Westem  was  concerned,  and  my  individual  duty  affected,  the  following : — 
^jp^jjjj^  ^     Early  in  June  we  had  one  or  two  meetings  with  Mr.  Hamer, 
Preston       the  Town  Clerk  of  Preston,  relative  to  the  ceremonial  attendant 
^**2^JJ^«»    on  the  opening  of  the  Docks  on  the  Ribble,  which  had  been 
taken  in  hand  and  largely  increased  in  extent  by  the  Corporation 
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of  Preston.  His  Royal  Highness  the  Duke  of  Edinburgh  had  promised  to  attend 
the  opening  ceremony,  and  he  travelled  on  Friday,  24th  July,  from  Euston,  at 
2.0  p.m.  to  Preston,  accompanied  by  Lord  Lathom,  Colonel  Colville,  and 
others.  The  Park  Hotel,  at  Preston,  was  full  that  night  with  the  Mayors  and 
Mayoresses  invited  to  the  morrow's  celebration.  Mr.  Arm)rtage,  chairman  of 
the  Lancashire  and  Yorkshire  Line,  was  one  of  my  companions  of  the  evening. 
The  departure  of  the  Mayors  in  the  morning  was  quite  a  remarkable 
sight.  The  Duke  declared  the  Dock  opened,  and  then  the  whole  party 
adjourned  to  the  Town  Hall,  where  a  banquet  awaited  us  at  i.o.  The 
proceedings  were  but  brief,  so  far  as  Royalty  was  concerned,  for  at  2.40 
the  Duke's  train  left,  and  I  accompanied  it  up  to  London. 

The  Prince  of  Wales  visited  Aylesbury  again  at  the  end  of  October,  and 
I  met  His  Royal  Highness  on  his  return  on  22nd.  On  2Sth  I  had  the 
honour  of  paying  similar  attention  to  the  Princess  of  Wales,  who,  with 
Admiral  Stevenson  in  attendance,  had  made  an  incognito  journey  to 
Buckingham. 

The  Coast  of  North  Wales  was  again  the  site  favoured  by  the  Lord 
Mayor  of   London  for  a  summer  visit;    and  Rhyl  was   the  selected  spot. 

His  Lordship  left  Euston  at  10.10,  my  son,  Mr.  Ernest  Neele, 

London        Assistant  Superintendent  of  the  Chester  and  Holyhead  District 

▼*«*^        being  introduced  by  me  to  him  on  starting.     His  Lordship  was 

under  the  guiding  care  of  Sir  John  Puleston,   and   visited 

Llandudno,  Bangor,  and  Carnarvon  in  his  joumeyings. 

The  noted  pianist,  Paderewski,  started  from  London  on  one  of  his 
provincial  tours  at  the  close  of  the  year.     An  unexpected  request  was  made 

by  his  agent,  viz.,  that  the  saloon  in  which  he  travelled  should 
be  provided  with  a  piano  for  his  use.  So  far,  as  I  am  aware, 
this  was  the  first  occasion  in  this  country  where  such  a  fanciful  request  had 
been  gratified.  We  had  frequently  conveyed  Adelina  Patti.  Justly  careful  of 
her  voice,  her  requests  were  limited  to  attention  in  excluding  draughts  from 
the  carriage. 

My  American  railway  friends  were  good  enough  to  ask  me  to  give  my 
ideas  as  to  the  best  form  of  terminal  accommodation  for  the  forthcoming 

Grand  Centennial  Show  at  Chicago,  whether  "butt-end"  plat- 
jQj.  forms  or  circular  platform  lines  avoiding  all  change  of  engines 

Chicago  (a  plan  which  had  been  adopted  at  the  Philadelphia  Exhibition 
ExMWUon.  -^^  1880)  were  to  be  preferred.  I  acknowledged  the  compliment, 
and  in  my  reply  could  only  explain  that  in  the  absence  of  information  as  to 
the  extent  of  the  probable  traffic,  its  division  into  long  distance  passengers, 
and  short-date  visitors,  it  was  impossible  to  lay  down  any  precise  recommen- 
dation on  the  subject,  and  advising  the  Committee  to  consult  with  those 
officers  who  had  practical  experience  of  the  two  systems  at  Philadelphia. 

A  very  serious  accident  on  Easter  Monday,  at  Hampstead  Heath  Station, 
proved  a  gloomy  introduction  to  the  excursion  traffic  of  the  year.     Hampstead 
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Heath  had  always  been  the  great  gathering  ground  for  Cockney 
^^  holiday  makers  at  Easter  and  Whitsuntide,  and  remarkable 

Hampttead  freedom  from  accident  in  dealing  with  the  rough  element  of 
Barttf  ^UM.  '-^"ys  *^^  'Arrietts  had  hitherto  been  experienced.  On  this 
occasion,  i8th  April,  about  6  o'clock  in  the  evening,  a  threatening 
storm  led  large  numbers  to  leave  the  heath  and  to  hurry  to  the  station  for 
shelter  or  for  their  return  trains.  A  rush  was  made  for  the  building;  the 
covered  portion  of  the  City  Platform  and  the  one  narrow  staircase  leading  down 
to  it  became  dangerously  crowded.  A  vast  stream  of  people  poured  down  the 
stairs.  At  the  foot  of  the  stairs,  blocking  up  part  of  the  outgoing  space,  stood  the 
ticket  collector's  box,  22-inch  wide,  4-feet  6-inch  long,  leaving,  unfortunately, 
only  3-feet  6-inch  as  a  clear  passage.  From  some  obstruction  at  the  foot 
of  the  stairs,  while  this  crowd  was  surging  downwards,  this  narrow  passage 
became  blocked  more  and  more  by  a  mass  of  people,  becoming  so 
tightly  wedged  together  that  they  could  not  move  forward,  and  could 
not  for  some  time  be  dragged  out  even  by  main  force.  Some  were 
pressed  to  death  while  standing  up,  and  one,  a  boy,  whose  head  was 
forced  through'  the  window  of  the  collector's  box,  was  strangled. 
The  poor  boy  is  thought  to  have  been  the  first  sufferer,  and  after  being 
forced  into  a  .position  from  which  it  was  impossible  to  release  him, 
someone  must  have  tripped  up  and  fallen  in  the  narrow  place.  The  crush 
became  overwhelming;  people  behind  not  knowing  what  had  happened, 
continued  to  press  down ;  the  crowd  on  the  platform  hearing  the  smashing  of 
glass  and  the  outcry  at  the  foot  of  the  stairs,  pressed  back  to  see  what  was  the 
matter.  This  crowding  rendered  the  work  of  extrication  very  difficult,  until 
by  action  taken  at  the  top,  the  stairs  were  partially  cleared,  and  the  downward 
pressure  relieved.  The  whole  of  this  terrible  tragedy  was  enacted  in  less 
than  ten  minutes.  Altogether  eight  passengers  lost  their  lives  by  suffocation, 
and  twenty-two  ^ere  returned  as  injured. 

This  serious  accident  led  to  the  London  County  Council  sending  a  special 
visiting  committee  to  look  to  the  other  stations  in  the  Metropolis,  but  the 
railway  companies  somewhat  resented  the  interference  of  this  new  authority; 
they  had  already  to  listen  to  the  requirements  of  the  Board  of  Trade  on  such 
questions. 

The  Company  lost  no  time  in  arranging  additional  entrances  and 
enlarged  excursion  platforms,  putting  the  work  in  hand  so  promptly  that  all 
was  in  readiness  for  Whitsuntide. 

If  the  accident  at  Hampstead  Heath  left  its  impress  on  the  station  in  the 
improvement  of  the  accommodation,  a  serious  collision  at  Derby  Junction, 

near  Birmingham,  on  27th  May,  gave  rise  to  very  extensive 
Derty  JunoUoii  changes  in  the  lines  at  that  pkce ;  changes  carried  out  with 

near  very  bold  execution  and  in  no  niggardly  spirit.     Close  to  this 

snhi^  lan.  J""^^^^"  ^^^  Midland  Line  from  Gloucester  comes  upon  the 

London  and  North-Westem  Main  Line  on  the  left-hand  side, 
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and  the  Midland  Line  from  Derby  on  the  right.  On  the  occasion  in 
question,  as  the  2.10  p.m.  express  from  Euston  to  Birmingham  was  running 
in  conformity  with  the  "  all  right "  signal  shewn  to  the  driver,  he  suddenly 
perceived  that  the  3.45  p.m.  from  Derby  to  Birmingham  was  coming  at  speed 
close  alongside ;  the  two  trains  came  into  violent  collision  at  the  fouling  point 
of  the  two  down  lines,  both  trains  running  about  thirty  miles  per  hour.  The 
Midland  train  was  slightly  in  advance ;  the  right  hand  leading  end  of  the  North- 
western engine  struck  the  left  side  of  a  loaded  horse-box  next  to  the  Midland 
tender,  driving  it  forward  and  crushing  it  up.  The  Midland  engine  and  tender 
broke  away  from  the  train  and  ran  forward  200  yards ;  the  whole  Midland 
train,  except  the  rear  van,  was  thrown  off  the  raik  to  the  right ;  the  whole 
London  and  North-Westem  train,  except  the  rear  van,  was  thrown  off 
the  line  to  the  left;  the  engine,  "Hardwick,"  with  its  tender  and  the 
front  van,  running  for  twenty  yards  alongside  the  parapet  wall  of  the  Lawley 
Street  Viaduct,  breaking  down  the  parapet,  and  then  falling  over  into  a  stable 
twenty-nine  feet  below.  The  North-Westem  driver  and  fireman  were  both 
seriously  injured;  the  guard  was  killed.  A  groom  riding  in  the  Midland 
horse-box  was  also  killed.  No  less  than  sixty-six  passengers  (twenty-four  in 
the  Midland  train  and  forty-two  in  the  North-Westem)  were  injured,  some 
seriously. 

The  signals  were  properly  interlocked  and  the  block  system  in  operation. 
Major  Marindin  placed  the  blame  on  the  Midland  driver,  who,  though  he  had 
been  cautioned  at  a  previous  signal  box  that  "the  junction  was  blocked, 
though  the  section  was  clear,"  appears  to  have  been  negligent  in  observing 
the  junction  signal  owing  to  the  curve  in  approaching  the  junction.  The 
home  signals  of  the  two  lines  cross  each  other  when  first  sighted,  and  up  to 
279  yaids  inside  the  distant  signal,  and  this,  in  all  probability,  led  to  the  fatal 
error.  The  accident,  no  doubt,  accelerated  the  proposed  widening  on  behalf 
of  the  two  Companies  of  the  lines  into  Birmingham,  and  the  scheme 
Mr.  Stevenson  submitted  for  improving  the  junction  was  characterised  by  his 
usual  thoroughness.  The  Midland  Line  from  Derby  was  arranged  to  be 
carried  under  the  North-Western  Line,  gradually  rising  to  a  level  with  the 
Midland-Gloucester  Line,  and  so  to  leave  the  North-Westem  Main  Line  free 
from  the  Midland  traffic,  and  to  provide  two  separate  up  and  two  separate 
down  lines  between  the  new  Gloucester  Junction  and  the  Proof  House. 
The  final  quadruple  extension  into  New  Street  is  referred  to  as  carried  out 
in  1894. 

The  engine  "Hardwick"  just  mentioned,  was  noted,  subsequently,  as 
the  locomotive  that  made  the  best  mn  between  Crewe  and  Carlisle 
during  the  Scotch  race  in  1895,  covering  the  distance  on  22nd  August  in 
2  hours  6  minutes,  an  average  speed  of  67*2  miles  per  hour. 

1892.  On  the  25th  July  the  entire  train  of  the  London  and  North-Western 
Company,  which  had  left  Nottingham  at  1.53  p.m.,  ran  off  the  road  and  down 
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Aoeid  t  t  ^'^  embankment  at  Melton  Mowbray.  The  occurrence  took 
Melton        place  about  640  yards  north  of  the  station.     The  road  at  that 

Mowtmy,  place  was  being  re-sleepered  and  slightly  slewed  to  improve  the 
*  curve ;   the  speed  at  which  the  train  approached   must   have 

been  beyond  the  proper  limit,  as  the  whole  train,  engine,  tender,  and  eight 
carriages,  first  turned  to  the  inside  of  the  curve,  then  swerved  to  the  left,  and 
tearing  up  fifty  yards  of  permanent  way  ran  over  the  edge  of  the  embankment, 
twenty-one  feet  in  height,  and  became  a  total  wreck.  The  driver  and  the 
fireman  were  killed  on  the  spot,  and  so  was  one  of  the  passengers — a  newspaper 
boy.  The  work  of  re-sleepering  and  "  slewing "  was  being  done  under  the 
regulations  of  the  Great  Northern  Company,  whose  control  extended  to  the 
north  of  Melton  Mowbray  Station,  but  no  flagman  was  in  attendance  and 
no  caution  signal  exhibited. 

Major  Marindin,  in  his  original  report,  stated  that  he  could  not  acquit 
the  unfortunate  driver  from  blame  for  not  observing  the  "  slackening  notice," 
which  had  intimated  that  work  would  be  in  hand  at  that  point;  but,  afterwards, 
in  view  of  the  evidence  given  by  Mr.  Cockshott  at  the  inquest,  who 
contended  that  the  driver  was  not  in  fault  for  not  having  reduced  his  speed 
in  the  absence  of  some  indication  to  him  that  the  work  upon  the  line  had 
been  actually  commenced,  the  Major  made  a  special  report  to  the  Board 
of  Trade,  withdrawing  the  censure  on  the  unfortunate  driver,  and  again 
repeated  his  recommendation  that  Rule  323  should  be  amended  by  intro- 
ducing "slewing"  as  one  of  the  operations  requiring  flags  to  be  exhibited 
equally  with  "  lifting  the  road." 

Once  more  the  Rules  for  working  the  Automatic  Brake,  now  fortunately 

adopted  as  the  brake  of  the  Company,  had  to  be  revised,  and  with  Mr.  Park, 

^  .  Mr.  Whale,  Mr.  Mumford,  and  Mr.  TumbuU,  we  put  into  shape 

Boles  for  »        x-  i- 

Automatic  that  which  we  hoped  might  be  the  final  formula ;  these  rules 
^'■**  placed  the  responsibility  for  the  application  of  the  brake  on  the 
driver,  with  whom  it  should  have  rested  from  the  first.  Copies  of 
these  Rules  had  to  be  furnished  to  the  Board  of  Trade  half-yearly ;  they  shew 
a  gradual  advance  in  the  vacuum  pressure  from  fifteen  to  seventeen,  and  sub- 
sequently to  at  least  eighteen  and  not  more  than  twenty  in  the  rear  van.  The 
vans  were  furnished  with  two  gauges,  one  shewing  amount  of  vacuum  in  the 
train  pipe,  the  other  the  amount  of  vacuum  in  the  reservoir  of  the  brake  van. 
The  sole  bars  of  the  carriages  were  supplied  with  quadrants  marked  "automatic,** 
"  simple,"  "  release,"  and  "  cut-off,"  and  the  instructions  to  the  staff" guided  their 
actions  respecting  each.  While  this  step  towards  safety  with  reference  to 
brake  power  was  being  dealt  with  eff'ectively,  the  block  regulations  were  also 
under  consideration.  Every  one  of  the  signal  boxes  had  at  the  foot  of  its 
sheet  of  block  rules  the  special  directions  applicable  to  its  signalling  to  the 
boxes  right  and  left.  The  rules  were  explained  individuaUy  to  the  signalmen 
by  the  specially  appointed  District  Inspectors.     They  were  revised  by  the 
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District  Superintendents,  and  finally  sent  up  for  my  approval  and  initial. 
Every  possible  precaution  that  forethought  on  the  one  hand,  and  experience 
on  the  other  could  devise,  were  embodied  in  these  instructions,  and  year  by 
year  the  out-door  staff  of  my  office  were  told  off  in  varying  order  to  visit  each 
box,  and  personally  to  ensure  that  the  men  engaged  in  each  were  cognisant  of 
their  duty,  and  were  up  to  the  mark. 
Setom  shewing  '^^^  progressive  change  from  chain  break  to  simple  vacuum, 

Pwrwa  of    and  at  last  to  automatic  vacuum,  is  shewn  in  a  striking  manner 

Sz&ko 
Appliances,     by  the  returns  issued  periodically  to  and  by  the  Board  of  Trade 

1886-1892.       tQ  Parliament :— 


Clarkb  and  Wbbb 
Chain  Brake. 

Simple  Vacuum. 

Automatic  Vacuum. 

Engines 

Vehicles 

Vehicles 

1 
Engines 

Engines 

Vehicles 

Vehicles 

Engines 

Engines 

Vehicles  Vehicles 

Half-year 

fitted 

fitted 

with 

fitted 

fitted 

fitted 

fitted 

fitted 

fitted 

fitted 

fitted 

ending. 

to  work 

with 

chains 

with 

to  work 

with 

with 

with 

to  work 

with 

with 

Brake. 

Brakes. 

only. 

Brake. 

Brakes. 

Brakes. 

Pipes. 

Brakes. 

Brakes. 

Brakes. 

Pipes. 

1886 

■ 

Dec.  31  ... 

1887 
June  30  ... 

668 

1466 

53 

—- 

83s 

3S8o 

1297 

— 

NQ 

Nil 

— 

663 

1325 

30 

— 

921 

3826 

1272 

— 

Nil 

NU 

— 

Dec.  31  ... 
1888 

662 

103 1 

10 

^-. 

842 

3423 

1325 

— 

126 

738 

— 

June  30  . . . 

672 

992 

6 

— 

497 

3151 

1276 

— — 

553 

1 178 

— 

Dec.  31  ... 
1889 

667 

932 

4 

— 

255 

2642 

1250 

— 

835 

1875 

— 

June  30  ... 

680 

844 

4 

— 

131 

2278 

1204 

— 

991 

2459 

— 

Dec.  31  ... 

677 

790 

4 

— 

53 

1825 

I189 

1096 

3013 

— . 

1890 

June  30  ... 

681 

724 

4 

^^■^ 

18 

1 145 

1 170 

—- 

1 162 

3873 

Dec.  31  ... 

693 

620 

1 
4 

1 

12 

563 

1095 

1207 

47S0 

— 

1891 

June  30  ... 

710 

459 

I 

^— 

10 

131 

107 1 

234 

1251 

5539 

Dec.  31  ... 

225 

— 

9 

40 

718 

1 130 

5948 

989 

1892 

June  30  ... 

^^^^ 

IS 

^^m^m 

7 

«iWM^ 

975 

355 

6587 

732 

1892.    The  Meetings  of  the  Railway  Superintendents  at  the  Clearing  House 
during  the  year,  in  addition  to  the  usual  flow  of  competitive  arrangements  for 

the  attractions  of  the  year,  which  continued  at  high  water  mark, 
Superintendent's  ^or  there  were  no  fewer  than  one  hundred  and  forty-one  events 
Meetings^  dealt  with  at  the  spring  meeting  at  Leamington,  were  unusually 
numerous.  First  through  committees  appointed  to  revise  the 
whole  Railway  Clearing  House  Coaching  Arrangements  Book,  and  then 
through  Joint  Committees  of  Superintendents  and  Goods  Managers  revising 
the  proceedings  of  the  successive  meetings  of  the  Rate  Clerks,  all  dealing  with 
-questions  brought  about  by  the  passing  of  the  Railway  and  Canal  Traffic  Act, 
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affecting  rates  for  milk,  fish,  game,  wild  animak ;  whether  rates  should  be  only 
at  Companies  risk  or  whether  there  should  be  a  reduced  set  at  owners'  risk  in 
addition  to  that  at  Company's  risk;  the  form  to  be  adopted  for  consignments, 
the  signing  of.  Risk  Notes  by  senders ;  a  new  form  for  public  use  of  Rate 
Book  for  perishable  merchandise  by  passenger  train,  with  elaborate  mileage 
calculations  of  these  rates  with  terminals  at  both  ends,  with  terminals  at  one 
end  only,  and  without  terminals.  Commencing  on  i6th  February,  1892,  these 
meetings  of  the  Rate  Clerks  lasted  all  through  1892  and  extended  into  1893, 
and  they  certainly  well  deserved  the  vote  of  thanks  given  them  by  the 
Superintendents  at  Ayr,  at  the  Autumn  Meeting  in  1893,  as  follows  : — 

Mr.  Mugliston  having  submitted  a  report  from  Mr.  Jackson,  Chairman  of  the 
Meetings  of  Rates  Clerks,  appointed  to  revise  the  rates  for  the  conveyance  of  Perishable 
Merchandise  by  Pa.ssenger  Train,  and  other  rates  affected  by  the  Orders  Confirmation 
Acts,  that  such  revision  was  now  completed,  the  Conference  desired  to  place  on  record 
their  appreciation  of  the  satisfactory  manner  in  %vhich  the  Rates  Clerks  have  carried 
out  the  work  entrusted  to  them. 

The  public  notices  as  to  these  revisions  had  also  to  be  settled,  and  dates 
fixed  for  the  operation  of  the  new  scales ;  the  honorary  solicitors  sending  in 
their  recommendations  to  the  General  Managers  who  in  turn  sent  them 
forward  to  us. 

The  necessity  for  obtaining  the  senders  signature  to  the  Risk  Notes  was 

very  strongly  emphasised  by  a  law  case  which  the  Great  Northern  Superin- 

Binatiiref     ^^'^clc'^t  reported  as  to  some  twenty  pigeons  sent  on  return  firom 

to  a  show  in  Yorkshire,  at  Heckmondwike,  to  a  station  on  the 

Bilk  Notes.     Lrondon,  Chatham,  and  Dover  Railway,  via  King's  Cross.    On 

arrival  at  King's  Cross  in  the  van  were  certain  hampers  of  pigeons   marked 

"to  let  fly."     The  parcels   porter  who  dealt  with  the  van,  through  some 

misunderstanding,  treated  the  instructions  to  let  fly  as  applying  to  the  whole 

of  the  pigeons  in  the  van,  and  liberated  the  show  birds  ! 

The  booking  clerk  had,  unfortunately,  omitted  to  get  a  signature  to  the 
Contract  Ticket,  which  would  have  limited  the  Company*s  liability.  Mr.  Peed, 
the  owner  of  fourteen  of  the  birds,  claimed  £^^0,  Mr.  Guntrip,  who  owned 
the  remaining  six,  claimed  ;^i20.  The  Railway  Company  consulted  the  best 
authorities  as  to  the  real  value  of  the  birds.  Mr.  Feed's  birds  had  gained 
eighty-nine  prizes,  and  Mr.  Guntrips  had  also  been  prize  winners.  The  jury 
awarded  Mr.  Peed  £zS^ — ^  rather  sharp  lesson  for  neglect  of  a  booking 
clerk — and  Mr.  Guntrip's  claim  was  settled  for  jQ^^  and  costs,  the  Company 
returning  him  two  of  his  birds  which  they  had  recovered.  This  obtaining  of 
signatures  in  such  cases  was  one  of  the  points  I  always  pressed  on  the  Station 
Masters  when  examining  them  prior  to  "  passing  them  "  as  certified. 

The  revision  of  the  Rules  mentioned  as  originating  with  Mr.  Burlinson's 
suggestions,  re  Norton  Fitzwarren  accident,  continued  throughout  1891  and 
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BeviBioii  of  ^^9^ '  ^^  ^^  adopted  defined  more  closely  when  front 
standard  guards,  rear  guards,  or  firemen  were  to  undertake  the  duty 
Bvla  Book,  respectively  when  shunting,  or  crossing,  or  backing  at  junctions, 
etc.,  of  going  to  the  Signal  Box  and  acting  as  a  "  reminder  "  to  the  man 
on  duty.  In  addition  the  use  of  mechanical  or  other  appliances  were  referred 
to  as  requiring  the  Signalman's  prompt  attention,  but,  the  schemes  submitted 
were  too  crude  to  enable  anything  more  definite  to  be  recommended. 

A  new  paragraph  was  added  to  Regulation  iSia,  to  meet  cases  that  had 
occurred  of  vehicles  left  inadvertently  on  the  line  while  shunting  across  it : — 

When  it  is  necessary  to  shunt  vehicles  on  the  main  line  and  such  vehicles  have 
no  break  van  in  the  rear,  the  guard  or  shunter  must  satisfy  himself  that  in  the  shunting 
operations  none  of  the  vehicles  have  become  detached,  and  are  left  upon  the  main  line. 

Another  new  rule  in  Block  working  was  introduced,  a  safeguard  against 
possible  fouling  of  opposite  line  through  accident : — 

169a.  Should  a  train  which  has  been  telegraphed  as  having  entered  a  Block 
section  not  arrive  within  a  reasonable  time,  the  signalman  must  stop  the  first  train 
in  the  opposite  direction  and  inform  the  driver  the  reason,  warning  him  to  proceed 
cautiously. 

It  was  decided  at  the  meeting  of  25th  October,  1892,  to  recommend  that 
the  amended  Rules  should  be  adopted  on  and  afler  ist  February,  1893,  but 
at  the  same  meeting  a  letter  from  the  Board  of  Trade  as  to  the  use  of  the 
'^ warning"  signal  at  junctions  was  read,  as  well  as  a  communication  from 
Mr.  Cockshott  as  to  the  verdict  of  the  jury  at  the  recent  accident  at  Melton 
Mowbray ;  the  result  being  a  further  postponement  of  the  final  settlement  of 
the  Rules,  and  further  recommendations  for  future  considerations  in  January 
of  the  New  Year. 

The  changes  among  the  Superintendents  for  1892,  commenced  by  the 
intimation  of  the  death  of  Mr.  Cockbum,  who  had  in  turn  represented  the 
South-Eastem  and  the  Chatham   Line;  his  death  took  place  at  Adelaide^ 

New  South  Wales,  while  on  a  voyage  in  search  of  health  and 

—  change  of  scene.     A  vote  of  sympathy  and  condolence  was 

j2SSS.y       passed  at  the  January  Conference  to  his  family.     It  was  not  till 

Offlcera,       the  October  Meeting  that  Mr.  William  Forbes  was  gazetted  as 

^^  his  successor  among  the  Superintendents. 

In  January,  Mr.  R.  A.  Read  had  been  notified  as  the  official  successor  to 
Mr.  Aslett,  for  the  Eastern  and  Midland  Line ;  at  the  same  time,  Mr.  Beasley^ 
of  the  Great  Western  Company,  became  Manager  of  the  Taff  Vale,  succeeding 
Mr.  Hurman  on  the  roll  of  Superintendents. 

In  April,  Mr.  Bullock  appears,  vice  Mr.  Chalk,  as  Superintendent  of  the 
Tilbury  Line,  and  in  July,  Mr.  S.  Fay  is  recorded  as  the  representative  of  the 
Midland  and  South  Western  Joint  Line  at  the  Conference. 


CHAPTER  XV.         1893— 1895. 

Wentinghouse  and  Vacaam  Brakes^ White  Signal  abrogated— Block  Telegraph  **  terms  "  agreed- 
Platelayers  regulations~Explosive»— Death  of  Mr.  McLaren— Resignation  of  Admiral  Dent— Death  of  Sir  O. 
Findlay — Mr.  Harrison  appointed  General  Manager — Acceleration  to  Aberdeen— Corridor  Train  for  Scotland — 
Ininan  Line  removal  to  Southampton— Hull  and  York  through  service  esublished— "Campania  "  Trial  Trip- 
World's  Fair,  Chicago— Accident  at  Poulton— Prince  and  Princess  of  Wales  at  Bangor  and  Rhyl— Complaints 
of  Ldverpool  accommodation  for  Atlantic  Sailings — Improvements  at  Birmingham  and  Willesden  Junction- 
Chelford  Accident— Dining  Saloons— Luncheon  Car  by  Irish  Mail — Race  to  Aberdeen — Riverside  Sution — 
International  Railway  Congress— Deaths  of  J.  N.  Brown,  Woodhouse,  Grew— Resignation  of  my  position  on 
London  and  North-Westem  Railway— Complimentary  Minute*— London  and  North- Western  Directors— 
Statistics— Presentations  and  Farewell  Addresses— Subsequent  Completion  of  New  Standard  Rule  Book  and 
Uniform  Train  Telegraph  Codes— Oearing  House  Superintendents. 


THROUGHOUT  1893,  under  the  Presidency,  for  the  year,  of  Mr.  Nettle- 
ship,  Superintendent  of  the  Great  Eastern  Railway,  the  requirements 
B.aH.  Boperin-  ^^  ^^  Board  of  Trade,  under  the  operation  of  the  Regulation 
tendent'a  of  Railways  Act,  1889,  affecting  questions  as  to  the  proportion 
Meeting!,  ^f  brakes  in  a  train  to  its  whole  number  of  vehicles ;  the  running 
of  vehicles  not  fitted  with  a  brake  suitable  for  other  than  the  owning 
line;  the  rules  for  working  "mixed"  trains,  partly  goods  wagons  and 
partly  passenger  vehicles;  the  regulations  for  giving  "Line  Clear,"  and 
Junction  working  generally,  kept  the  Superintendents,  in  conference,  very  busy. 

1893.     In  January,  the  Superintendents,  feeling  how  pressing  was  the 

question  of  the  difficulty  that  had  arisen  in  the  transfer  of  vehicles  between  the 

j^.  p.  lines  of  Companies  whose  standard  Brakes  do  not  correspond, 

and  passed  a  further  minute,  recommending  that  each  Company 

Dnal  BnkM    should  have  a  sufficient  proportion  of  their  coaching  stock, 
FeoomniflQQOG. 

fitted  up  with  Dual  Pipes  or  Dual  Brakes,  as  the  case  may  be,  to 

meet  the  difficulty  of  exchange.     Seeing  that  uniformity  appeared  impossible, 

it  was  fortunate  that  the  systems  that  held  the  field  were  brought  down  to  two ; 

the  one  was  the  Vacuum,  with  the  larger  pipe,  the  other,  the  Westinghouse, 

with  the  narrower  connection.    The  Carriage  Builders  and  Engineers,  together, 

had  cleverly  schemed  the  cylinders,  so  that  the  action  of  either  description 

of  brake,  actuated  the  blocks. 

The  abrogation  of  the  white  light  as  a  signal  came  under  review  also, 

early  in  the  year,  and  by  a  majority,  it  was  agreed  to  recommend  the  adoption 

of  Red  and  Green  only  as  Signals,  as  follows  : — 

of^Imte  llSit  ^^^  ^^*'  ^^^  ^^''^  ^^^^  **  *  ^*^  ^'^^  ^  dUp-nscd  with,  and  that 

asaSlsnaL      R'Cd  and  Green  lights  only  be  used  as  Drivers'  Signals — Red  being  the 

agreed  to       ''danger,"  and  Green  the  "all  right;*'  and  that  when  a  White  light  is 

STth  July,  189S.   shewn  on  a  fixed  post  where  a  Red  or  Green  light  should  be  seen,  it  be 

considered  a  Danger  Signal,  and  treated  accordingly. 
{b)  That  the  use  of  the  Green  iMck  light,  to  indicate  to  the  Signalman  that  the 
Signal  obeys  the  lever,  be  discontinued,  to  prevent  the  possibility  of  a  Driver  mistaking  this 
back  light  as  a  Signal  for  him  to  proceed  ;  and  that  all  signals  the  position  of  which  is 
danger,  be  arranged  to  shew  a  White  back  light  to  the  Signalman  when  "  at  danger,"  and 
either  a  Purple  light  or  a  Masked  light,  when  at  "all  right." 

27 
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The  General  Managers,  on  the  27th  July,  1893,  adopted  this  recom- 
mendation, with  the  qualification  that  the  arrangement  be  "  put  into  operation 
as  opportunity  offers,"  and  it  was  notified  to  the  Superintendents  on  October 
25th.  This  simplification  of  signalling  has  won  its  way  to  general  adoption 
throughout  the  Kingdom,  and  is  incorporated  in  the  Standard  Rule  Book. 

The  Electric  Tablet  and  Electric  Staff  Rules  were  finally  collated,  and 

agreed  for  adoption  at  a   Special   Meeting  as  to  Rules  and 

^iluimeotrlo    Rcgu^io^s,  held  at  Preston,  on  31st  May,  and  some  few  other 

staff  Boles     changes  in  the  general   Rules   for   single  lines  were  found 

niitMa^MBa.  "^^saiy,  and  adopted.     It  was  not  until  24th  January,  1894, 

that  these  Rules  were  finally  accepted ;  to  come  into  force  on 

I  St  June  of  that  year. 

1893.     The  Inspecting   Officers  of  the  Board  of  Trade,  through  Mr. 

Courtenay  Boyle,  raised  the  question  of  the  Companies  giving  "  Line  Clear  " 

OMdk  "Lin©    ^y   ^^®   Block    Telegraph   for  trains   to   approach  Junctions 

Clear  "at      simultaneously,  urging,  that  if  the   entire  withdrawal   of  the 

^J™°^Jf^**    system  of  "  Warning "  could  not  be  enforced,  then  some  more 

••  Warning"     restricted  use  of  the  Signal   should   be   adopted: — in   reply, 

axiangemeat    they  were  informed  that  the  Companies  were  minimising,  as 

far  as  possible,  the  use  of  the    "Warning"  ("Section  Clear  but  Junction 

blocked")  arrangement. 

They  also  urged  that  the  Block  Telegraph  Regulations,  adopted  for 
general  use,  should  be  absolutely  uniform,  not  only  with  regard  to  the 
"  Line  Clear "  Signal,  but  also  in  all  other  respects : — in  reply,  they  were 
assured  that,  whilst  it  was  felt,  owing  to  the  diversity  of  instruments  in  use, 
that  great  difficulty  would  be  experienced  in  framing  Block  telegraph 
regulations  which  should  be  absolutely  uniform,  a  Special  Meeting  should 
be  called  to  see  how  far  the  existing  Rules  and  the  "terms"  used  by 
the  Companies  could   be  assimilated. 

This  was  done,  and  a  Sub-Committee,  consisting  of  Messrs.  Nettleship, 
Burlinson,  Cockshott,  Mugliston,  and  myself,  was  appointed  to  consider  the 

question.     Returns  that  were  prepared  shewed  that  the  "  terms  " 

temiB  used  In  used  by  the  various  Companies  varied  to  a  slight  extent,  but 

Block         that  in  Block  Signals  the  Companies  had  made  independent 

departures   from   the   Standard  Code,  and  that  as  to  giving 

"  Line  Clear "  Signal,  there  was  much  variety  of  practice.     The  Members  of 

the  Committee  had  in  attendance  some  of  the   skilled    Block   Officials : — 

Mr.  Alexander,  G.N.R. ;  Mr.  Morris,  G.W.R. ;  Mr.  Turnbull,  L.  &  N.-W.  R., 

with    Mr.    Dawson,    Mr.    Eaton    (in     1903    appointed    Superintendent    of 

the    Midland),    Mr.   Goulborn,    and    Mr.    Whittingham,    who    had    aided 

us    in   the   collection   and  condensation   of    the    Rules.       A    considerable 

advance  towards  assimilation  resulted ;   a   junction   diagram  was  added  for 
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the  guidance  of  the  signalmen ;  the  wording  adopted  for  the  Block  Rules 
came  as  near  to  uniformity  as  the  diversity  of  instruments  allowed,  and  so 
did  the  list  of  "terms";  indeed,  the  only  stumbling  block  was  connected 
with  one  of  the  first  signals ;  several  of  the  Companies  adopting  the  words 

"  Be  Ready  for ,"  while  others,  and  the  Great  Western  officers   were 

very  persistent  on  the  point,  used  the  expression,  "  Is  line  Clear  for ,"  and 

this  divergence  remained  for  some  months.  A  further  question  was  raised  as 
to  the  advisability  of  issuing  a  New  Edition  of  the  Book  of  Rules  and  Regula- 
tions, in  view  of  the  numerous  alterations  since  1889,  and  we  named,  as  a  Sub- 
Committee  to  go  through  the  Rules,  the  five  assistants,  who  had  aided  us  in 
the  Block  Rules : — Messrs.  Alexander,  Dawson,  Eaton,  Whittingham,  and 
Henry  CJoulborn,  the  last  named  being  my  own  trusted  representative,  whose 
painstaking  carefulness  could  not  well  be  exceeded. 

At  the  April  Conference,  model  forms  of  Paper  Tickets  for  single  journey, 
Tourist  Excursion  and  Return  Tickets,  were  submitted  and  approved— 
a  comment  on  the  previous  action  of  the  Conference  in  the  remote  year  1857, 
when  all  but  Card  Tickets  were  objected  to.    (See  page  59). 

The  accident  at  Melton  Mowbray  having  called  attention  to  some  weak 
points  in  the  Regulations  for  Platelayers  when  slewing,  lifting  the  line,  or 

AmendedAiilM  ^^^^^^g^^S  '^^j  ^^'  Cockshott  brought  forward  the  question, 
for  and  new  wording  of  Rule  323  was  recommended  to  meet  the 

Platelayers.  ^^^^  'pj^^  Engineers  of  the  Companies  had  the  Rules  in  draft 
submitted  to  them,  and  finally  approved  them.  The  wording,  introducing 
the  word  "  slew,"  gave  rise  to  some  controversy.  Mr.  Footner's  references 
to  Dictionaries — Walker,  Webster,  Ogilvie,  and  others,  giving  "slue"  as 
the  proper  form,  though  some  inserted  "also  written  slew";  however, 
"  slewing  "  carried  the  day,  and  certainly  forms  the  railway  authorised  version. 

The  dangers  attendant  on  the  carriage  of  compressed  gas  were  very 
pointedly  brought  under  notice  by  an  accident — sl  fatal  accident  to  a  youth  at 

Bradford — in  which,  without  any  very  palpably  patent  cause,  an 
^IJJJJ^     explosion  of  a  cylinder  of  compressed  gas  for  a  magic  lantern 

had  taken  place.  The  "regulations  for  conveyance  of  explo- 
sives and  dangerous  goods  "  had  been  already  revised  by  the  goods  managers, 
and  the  superintendents  had  undertaken  to  make  corresponding  alterations, 
but  this  occurrence  at  Bradford  was  of  a  new  and  startling  character.  The  boy 
in  charge  of  the  gas  cylinder  had  dropped  it  accidently,  and  had  been  killed 
by  the  explosion  on  the  spot.  It  was  agreed  22nd  November,  no  longer  to 
carry  such  cylinders  by  passenger  train ;  the  outcry  was  considerable ;  Magic 
Lantern  Exhibitions  were  practically  stopped.  The  Board  of  Trade  intervened, 
and,  ultimately,  the  General  Managers  arranged,  through  Sir  H.  Oakley,  for  the 
description  of  packing  that  should  be  permissible  for  carriage,  and  for  the 
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form  of  certificate  to  accompany  each  consignment.     It  was,  however,  not  till 
April,  1894,  that  the  forms  and  arrangements  were  finally  settled. 

1893.  At  the  January  Conference  Mr.  Aslett  is  reported  as  the  Represen- 
tative of  the  Cambrian  Company,  vice  Mr.  Vaughan,  who  had  been  selected  as 

successor  to  Mr.  Roberts,  as  General  Manager  of  the  Waterford 
Railway Offloera.^"^  Limerick  Railway;  and  among  the  new  names  appearing 

on  the  list  of  attendances  at  the  Clearing  House  Meeting  in  the 
spring,  are : — Mr.  Bainton,  for  Mr.  Verrinder,  London  and  South-Western ; 
Mr.  Morris,  for  Mr.  Burlinson;  Mr.  Thomson,  for  Mr.  Forbes,  London, 
Chatham,  and  Dover ;  Mr.  Evans,  for  the  Barry  Railway ;  Mr.  Buckmaster 
was  appointed  to  represent  the  South-Eastem  on  the  death  of  Mr.  Sears ;  and 
Mr.  Curson,  the  Eastern  and  Midland,  vice  Mr.  R.  A.  Read. 

At  the  Tourist  Conference  for  Irish  Excursions  appear  the  names  of 
Mr.  McDowell,  Belfast  Steamship  Company;  Mr.  Sibbald,  Londonderry; 
Mr.  Mills  King,  City  of  Dublin ;  and  Mr.  Gaukrodger,  North  London  Steam- 
ship Navigation  Company,  for  by  this  time  both  the  Liverpool,  Fleetwood, 
Barrow,  Greenore,  and  Lame  routes  were  in  "full  cry"  for  their  share  of 
Irish  Excursion  business. 

At  the  Summer  Meeting  in  Ayr,  Mr.  Colman  represented  the  West 
Lancashire ;  Mr.  Ree  attended  Joint  Goods  and  Passengers'  Meeting  for  the 
North-Westem  Company ;  Mr.  Welbum  (North-Eastem  Railway)  was  repre- 
sented by  Mr.  Steel,  the  first  notice,  I  believe,  of  his  name ;  he  has  since 
added  to  his  record  that  of  General  Manager  of  the  Great  Northern,  as  well 
as  that  of  late  General  Manager  of  the  Highland  Railway. 

At  this  meeting,  13th  July,  at  Ayr,  Mr.  Verrinder  was  present,  but  was 
evidently  far  from  well.     He  returned  to  London,  and  died  on  the  23rd.     He 

had  been  with  the  South-Western  Company  for  forty-two  years, 

Mr.  Verrinder.  ^"^  ^*°^  ^^^  ^^^  twenty  had  been  Superintendent  of  the  Line. 
I  had  met  him  frequently  at  Gosport,  on  the  occasion  of  the 
Queen's  journeys,  where  his  genial  presence  had  always  been  a  pleasant 
accessory.  He  was  buried  in  Brookwood  Cemetery,  the  funeral  being  attended 
by  a  large  assembly  of  his  railway  friends,  and  the  Directors,  officers,  and 
many  men  of  the  South-Western  Line.  A  vote  of  condolence  was  passed  at 
the  October  Conference  of  the  Superintendents. 

Mr.  White  succeeded  Mr.  Verrinder  as  Superintendent  of  the  South- 
western Line,  and  made  his  first  appearance  at  the  Clearing  House  in  London 
on  25th  October.  His  deb&t  was  by  no  means  a  success,  as  he  made  a  very 
far-reaching  and  impossible  proposition  in  the  interests  of  the  American- 
Southampton  route,  forgetful  of  the  effect  of  similar  action  on  the  part  of  the 
Liverpool- American  route,  and  was  surprised  to  find  no  seconder. 

At  Rules  and  Regulation  Meeting  in  December,  Mr.  Watson  represented 
Mr.  Welburn.     It  is  pleasant  to  look  back  at  these  first  appearances.     Here 
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is  the  first  notice  of  a  gentleman  whose  close  observation  and  sound  fudgment 
at  once  made  his  mark,  and  who  has  since  risen  to  be  District  Superintendent, 
and  then  Superintendent  of  the  Line  of  the  North  Eastern  Railway. 

While  new  names  were  thus  added  to  the  record  of  railway  men,  death 
was,  unfortunately,  busy  in  removing  those  who  had  figured  more  or  less  con- 
spicuously on  the  roll. 

The  Board  of  the  London  and  North-Westem  had  to  report  the  death  of 
the  Duke  of  Sutherland,  who  had  been  a  Director  for  thirty-eight  years. 

My  old  friend,  Mr.  Tyrrell,  died  in  July;  his  wife  and  his  only  son, 
who  had  been  a  District  Engineer  on  the  Great  Western  Railway,  having  pre- 
deceased him.       Another  of  the  Great  Western  officers  was 
Mr.  TyrxvlL    ^^  added  to  the  list,  Mr.  Alfred  Higgins.     He  had  been  the 
Divisional  Superintendent  of  the  London  and  Windsor  District, 
and  as  such  had  been  a  very  regular  attendant  at  the  monthly  meetings  of  the 
West  London  Extension  Railway  at  Kensington,  and  at  the  various  arrivals 
and  departures  of  the  Royal  train  at  Windsor,  where  his  presence  seemed  a 
part  of  the  pageant.     His  brother  was  the  Assistant  Secretary  of  the  Great 
Western  Company  at  Paddington  for  a  long  period  of  years. 

One  of  our  own  Assistant  Superintendents,  Mr.  S.  Best,  who  had  been 
Mr.  Groom's  right-hand  man  for  years,  died  at  Watford  in  October.    Mr.  Best 
Deaths  of      had  been  in  the  Company's  service  since  1858,  and  had  acted 
Mr.  Bm^      as  Agent  at  Cambridge  for  eleven  years.     His  close  attention 
Mr.  Dudley     ^^  business  and  general  intelligence  in  charge  of  his  position, 
^^noDB,       had  brought  him  under  notice,  and  he  well  justified  the  con- 
fidence placed  in  him  by  his  judicious  and  cautious  action  as  Assistant 
Superintendent  of  the  Southern  District. 

Two  of  the  older  officers  of  the  Company  passed  away  at  the  close  of  the 
year.  Mr.  Frederick  Wood,  who  had  been  the  Company's  Land  Agent  for 
many  years,  having  originally  proved  his  ability  as  a  Land  Valuer  in  the  days 
of  the  construction  of  the  Trent  Valley  Line;  at  which  time  he  was  the 
representative  of  the  Coventry  Canal  Company,  and  had  many  a  tussle  with 
the  Railway  Authorities.  Recognizing  his  value.  Captain  Huish  had  made 
overtures  to  him,  resulting  in  his  coming  over  entirely  to  the  railway  service. 
Mr.  Charles  Hull,  of  Liverpool,  had  long  been  his  trusted  junior,  and,  on 
Mr.  Wood's  retirement  in  1880,  became  Chief  Land  Agent  of  the  Company,  a 
post  he  retained  till  his  death,  6th  August,  1898. 

Mr.  Dudley  Parsons  was  the  other  officer  alluded  to;  he  died  in 
December.  During  the  later  years  of  his  life  he  had  acted  as  the  Great 
Western  Company's  Agent  in  the  Potteries.  His  son,  Mr.  W.  D.  Parsons,  is 
Manager  of  the  North-Westem  Compan/s  Cattle  traffic,  with  head-quarters  at 
Crewe,  having  received  the  appointment  in  1885  on  Mr.  Salmon's  retirement. 

The  Superintendents  towards  the  close  of  the  year  (30th  October),  lost  one 
of  the  old  stalwarts  of  their  Conferences  in  the  person  of  Mr.  James  McLaren. 
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He  had  been  present  at  the  quarterly  meeting  on  the  25th  October, 
JuoM^i^iiuraiL^  vigorous  as  ever;  and  it  may  truly  be  said  that  he  died  in 

harness ;  tor  coming  down  from  his  residence  in  haste  to  catch 
a  train,  he  entered  the  guard's  van  and  rode  in  it  towards  Edinburgh.  In  the 
van  he  was  suddenly  struck  by  death,  and  had  ceased  to  breathe  when  the 
train  reached  the  station.  He  had  been  for  fifty  years  in  the  service  of  the 
North  British  Company,  and  was  highly  esteemed  by  those  around  him.  His 
Company  had  in  him  a  very  fiery  advocate  of  their  rights,  and  a  scrimmage 
between  James  McLaren  and  Mr.  Ward,  the  Caledonian  Representative,  was 
a  fully-expected  part  of  the  day's  proceedings  when  matters  affecting  Scotland 
were  under  discussion.  Fartiter  in  re  might  well  have  been  his  motto,  but 
certainly  not  Suaviter  in  modo.  Nemo  me  impune  lacessit  was  his  rough 
warning  for  those  who  interfered  with  the  fray.  A  well  deserved  vote  in 
acknowledgment  of  his  services,  and  of  condolence  with  his  relatives,  was 
passed  at  the  following  quarterly  meeting. 

The  year  1893  brought  with  it  some  changes  in  the  District  Superin- 
tendents on  the  London  and  North-Westem.     Mr.  Ephraim  Wood  gave  up 
nt«^i»g«Mi  <ti     the  supervision  of  the  Chester  and  Holyhead  district,  and 
London  ft  Nortli- retired  to  Pabo,  where  his  residence  gave  him  a  lovely  view 
Woftem  Offloen.  ^^^^  ^^  estuary  of  the  Conway  River,  and  where  he  became 

a  member  of  the  Local  District  Council,  with  the  distinguished  peculiarity 
of  having  eleven  Welsh  fellow-Councillors  who  tried  to  insist  on  the  whole 
proceedings  of  the  Council  meetings  being  in  the  Welsh  language.  Mr.  Wood 
contested  this  point  and,  though  only  one  to  eleven,  the  Local  Government 
Board  laid  down  the  principle  that  proceedings  and  minutes  should  be  alike 
in  English.  Mr.  Wood  served  the  office  of  High  Sheriff  of  Carnarvonshire 
in  1902. 

Mr.  Wood  was  succeeded  by  my  son,  Mr.  E.  A.  Neele,  who  had  for 
some  years  been  his  outdoor  assistant  in  the  Chester  Division,  and  previously 
in  the  same  capacity  with  Mr.  Eddy  in  the  Southern  Division.  Mr.  H.  A. 
Walker  was  appointed  assistant  at  Chester,  but  within  the  twelvemonth  he 
was  selected  to  succeed  Mr.  Best  at  Euston ;  and  Mr.  Frank  Dent,  from  my 
office,  a  son  of  Admiral  Dent,  was  appointed  assistant  at  Chester,  with 
Mr.  Geoffrey  Greene  as  understudy. 

Mr.  William  Sutton  resigned  the  charge  of  the  Birmingham  district, 
and  one  of  my  outdoor  men,  Mr.  F.  V.  Denning,  was  appointed  to 
succeed  him.  The  district  acquired  a  thoroughly  sound  railway  man  in 
Mr.  Denning,  acquainted  with  the  whole  of  the  North-Western  Line  through 
his  duties  in  my  office.  Mr.  G.  J.  Stoker  remained  at  New  Street  Station 
as  second  in  command.     Mr.  Sutton  died  in  the  autumn  of  190 1. 

In  February,  in  the  Goods  Department,  Mr.  H.  J.  Size  was  removed 
from  the  Manchester  to  the  Rugby  district;  Mr.  H.  B.  Taylor  being 
transferred    from    Rugby    to    take  charge  of    the    Leeds    and    Yorkshire 
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Division;  and  Mr.  F.  T.  Kinsman  in  turn  left  Leeds  and  took  charge  of 
Manchester. 

The  change  which  distinguished  the  year  1893  was  the  sad  loss  the 
Company  experienced  in  the  death  of  Sir  George  Findlay,  who  did  not  long 

survive  the  honour  of  his  knighthood.  His  state  of  health 
George  Findlay.  ^^^^^  *^^  opening  of  the  year  had  been  very  precarious,  and 

his  enforced  absences  from  Board  Room  and  Conferences 
were  frequent.  Mr.  Harrison  was  his  trusted  lieutenant  and  friend,  and 
on  him,  during  the  Manager's  waning  existence,  lay  the  burden  of  the 
management. 

I  recall  that  at  the  last  interview  I  had  with  Sir  George  he  was  good 
enough  to  tell  me  there  were  positions  in  the  Army  Volunteer  Railway  Corps 
that  the  authorities  were  anxious  should  be  filled,  and  the  offer  of  the  post 
of  Major  in  that  corps  was  at  my  disposal.  With  short  consideration,  I  thanked 
him  for  the  offer,  but  considered  that  it  would  be  better  that  younger  men 
should  be  selected.  It  was  a  very  kindly  act  on  his  part  towards  myself,  and 
our  last  interview  is  thus  imprinted  on  my  memory. 

Two  days  previously  Mr.  Findlay  had  acted  as  spokesman  at  a  small 

gathering  at  Euston  Hotel,  at  which  Admiral  Dent — ^who  had  resigned  his 

Presentation    P^^'  ^  Commander  of  the  Fleet  of  the  Compan/s  Steamships. 

to  at  Holyhead,  which  he  had  held  for  twenty-seven  years — ^had 

Admiral  Dent  \yQQj^  presented  with  a  handsome  gold   repeater  watch  and 

chain  as  a  memento  from  a  few  of  the  principal  officers  of  the  Company. 

Sir  George,  in  a  very  kindly  speech,  had  expressed  his  own  deep  regret  and 

that  of  his  brother  officers  that  failing  health  should  have  led  to  the  severance 

of  the  Admiral's  connection  with  the  Company. 

The  Admiral  was  succeeded  at  Holyhead  in  the  position  of  Marine 
Superintendent  of  the  Company  by  Captain  Binney,  of  Liverpool,  who  had 
for  some  years  acted  in  the  same  capacity  for  the  Pacific  Steam  Naviga* 
tion  Company  at  that  port. 

After  his  retirement,  Admiral  Dent  resided  at  Chester;  but  he  did  not 
long  enjoy  repose  from  active  duties.  He  died  on  the  20th  March,  1894, 
at  the  early  age  of  sixty-two.  He  had  a  very  distinguished  record  in  naval 
warfare.  He  commanded  the  boats  of  the  "  Valorous "  at  the  destruction 
of  the  Russian  Imperial  stores  in  the  Gulf  of  Bothnia,  and  served  in  the 
same  ship  at  the  attacks  and  capture  of  Bomarsund  in  1854.  As  senior 
lieutenant  of  the  "  Gorgon  "  in  the  Baltic  and  Black  Seas,  he  took  part  in 
several  engagements,  and  was  the  possessor  of  the  Baltic,  Crimean,  and 
Turkish  medals,  and  of  the  Sebastopol  Clasp. 

In  after  years,  two  of  his  sons  rose  to  be  district  officers  of  the 
Company :  Mr.  Frank  Dent  as  District  Superintendent  of  the  Chester  and 
Holyhead  Line  (1900),  afterwards  becoming  Superintendent  of  the  City  Offices 
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and  the  Company's  traffic  arrangements  in  the  Metropolis ;  and  Mr.  Charles 
Dent,  for  some  years  at  Crewe  and  Preston  in  the  Locomotive  Depart- 
ment, appointed  in  1900  to  succeed  Mr.  Shaw  as  Superintendent  of  the 
Liverpool  district  of  the  line,  and  subsequently  selected  as  General  Manager 
of  the  Great  Southern  and  Western  of  Ireland,  on  the  early  death  of 
Mr.  Colhoun. 

Sir  George  Findlay  died  26th  March,  1893.    The  Great  Northern  Railway 

Company  ran  a  special  train  from  King's  Cross  to  Edgware  on  the  day  of  the 

funeral,  which  took  place  at  St.  Lawrence's  Church,  Whitchurch, 

Deatb  of  lUr    ^ear  Edgware.     The  emblems  and  wreaths  sent  from  all  quarters 
G6011K6  Findlay.  . 

were  raised  in  imposing  groups  round  the  noted  organ,  one  on 

which  Handel  himself  was  accustomed  to  play.    The  gathering  of  railway 

celebrities  round  the  grave  was  of  a  most  remarkable  character.    Not  only  did 

the  Directors  of  the  London  and  North-Western  attend  in  full  number,  but 

those  of  most  of  the  other  lines  were  represented,  with  the  chief  officers  of  our 

own  and  of  English,  Scotch,  and  Irish  lines. 

His  memorial  in  the  large  Shareholders'   Meeting  Room  at  Euston 
consists  of  a  bust,  with  the  following  short  record  of  his  services : — 

SIR  GEORGE  FINDLAY. 

Bom  on  the  i8th  May,  1829 ;  appointed  Goods  Manager  of  the  London  and  North- 
Western  in  1864,  in  1874  Chief  Traffic  Manager,  in  1880  his  unfailing  common 
sense  and  intimate  acquaintance  with  the  affiiirs  of  the  Company  placed 
him  in  the  position  of  General  Mana^^r.    The  Ribbon  of  the  Legion 
of  Honour  in  France  and  a   Knighthood  at  home  were  the 
special  rewards  of  this  valuable  life,  cut  short  in  1893. 

1893.     The  Time  Tables  for  April  were  all  struck  off,  with  the  familiar 

name  of  "  G.  Findlay  "  as  General  Manager.     It  was  not  till  the  May  issue  that 

^u,ng»m  In     the  successor,  "  Fred.  Harrison's,"  name  could  be  introduced ; 

London  ft  North- but  there  were  other  changes  which  naturally  followed.     In 

Western  Offlcera.  j^j^g^  Mr.  Frank  Ree  was  recorded  as  being  General  Goods 

Manager.  Two  new  appointments  were  made — Mr.  Grasemann  being  named 
as  assistant  to  Mr.  Ree  for  the  Southern  half  of  the  line,  and  Mr.  Kinsman 
for  the  Northern  half.  The  vacancies  in  the  London  district  were  filled  by 
the  appointment  of  Mr.  R.  F.  Castleman  in  the  city,  and  that  at  Manchester 
by  Mr.  W.  J.  Chipman.  The  vacancy  at  Liverpool,  caused  by  Mr.  Ree's 
removal  to  Euston,  was  filled  by  the  transfer  of  Mr.  Bingham  from  Nottingham ; 
his  place  at  Nottingham  being  taken  by  Mr.  G.  E.  Harrison. 

In  train  changes,  January  witnessed  the  withdrawal  of  the  six  trains 
which  ran  daily  between  Willesden  and  Waterloo  Station.     The  service  had 

— .„    ^        ^   been  continued  recently,  it  was  said,  at  much  inconvenience 
WUletden  and  "^ 

Waterloo  Ttain  to    the    South-Westem     Company    in    their     very    crowded 
flervioe dlBcon-  terminus;  and  as  these  trains  brought  daily  through  vehicles 

such    as    horse-boxes    and    carriage    trucks,    no    doubt    the 


RAILWAY  REMINISCENCES.  409 

necessary  shunting  on  and  off,  gave  them  a  bad  name  with  the  Waterloo 
authorities.  At  any  rate,  no  amount  of  pleading  would  induce  the 
South-Westem  Company  to  allow  the  continuance.  The  connecting  train 
service  ceased,  and  thenceforward  to  "  change  at  Addison  Road,  Kensington," 
was  the  requirement  on  passengers ;  through  vehicles  having  to  wait  connecting 
trains  in  each  direction. 

In  February  a  new  development  was  given  to  the  well  advertised  Severn 

Tunnel  route  by  the  running  of  through  carriages  daily  between  Olasgow 

and  Plymouth.  The  simplification  of  gauge  on  the  Great  Western  Line 
below  Exeter  was,  of  course,  the  means  by  which  this  arrangement  could  be 
managed.  The  running  of  these  vehicles  in  one  continuous  journey 
between  termini  so  far  asunder  was  probably  the  longest  extent  of  such 
mileage  on  any  British  system. 

In  May  Time  Tables,  in  conformity  with  intimation  received  from  the 
various  Companies  in  Scotland,  announcement  appears  that  all  second  class 

bookings  between  English  and  Scotch  stations  will  cease  on 

of tnd^in^  and  after   ist  May,  and  that  the  following  Companies  will 

Booldnssto     cease  to  convey  second  class  passengers   on   their  lines  of 

^JJ^J^jJ^lJ    railway: — Caledonian,    Cambrian,    Highland,    North-Eastem, 

Great  Northern.    Year  by  year,  subsequently,  a  few  Companies 

have  fallen  into  line  with  this  withdrawal;   but   the  annual   onslaught  of 

Mr.   Beavis  at  Euston  has  only  resulted  in  the  unanswerable   fact  that 

millions  of  passengers  find  the  second  class  suitable  for  them  as  compared 

with  the  exclusive  first  class  and  the  crowded  third;  and  so  long  as  this 

remains,  so  long  Lord  Stalbridge  has  wisely  determined  to  retain  the  facility 

on  the  London  and  North-Westem. 

In  June  came  an  announcement  of  a  further  acceleration  in  the 
Highland  express,  8.0  p.m.  from  Euston.  It  had,  since  ist  April,  1891, 
been  due  at  Perth  at  5.55  and  Aberdeen  at  8.5  a.m.,  and  had  therefore  been 
too  late  to  connect  with  the  Deeside  express,  which  left  Aberdeen  at  7.50. 
Now  it  was  appointed  to  reach  Perth  at  5.40  and  Aberdeen  at  7.50;  the 
Great  North  of  Scotland  agreeing  to  alter  their  departure  to  8.0  a.m.  The 
change  entailed  very  close  running  with  the  East  Coast  train,  and  the  Signal- 
man at  Kinnaber  Junction  had  daily  anxiety  as  to  the  priority  of  p)assage  of 
the  two  rival  trains.  Telegrams  at  Euston  of  the  morning  arrivals  at 
Aberdeen  were  among  the  first  tidings  of  the  day's  work. 

The  June  Bills  also  contained  notices  that  next  month  (ist  July)  would 

witness  the  starting  of  a  new  Oorridor  Train,  with  dining  cars  attached, 

oorridor  Train  ^^^  ^^^  ^^^  ^^*'^  ^^^  passengers ;  to  leave  Euston  for  Glasgow, 
between       and    Glasgow    for    Euston,   at    2.0    p.m.   respectively.     The 

London  and     preparation  of  this  new  corridor  train  was  undertaken  with 
Bootland. 

much  interest  by  all  the  departments  concerned.     The  plans 

of  the  carriages,  the  disposition  of  the  seats,  the  position  of  the  corridor, 
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the  extent  of  lavatory  accommodation,  the  electric  internal  communications 
in  the  dining  saloons  and  in  the  corridor  compartments,  the  communication 
between  guard  and  driver,  the  number  of  first  class  seats  as  compared  with 
third  class,  the  luggage  accommodation,  had  all  to  be  carefully  considered 
and  planned;  and  it  was  an  anxious  time  when  the  final  day  came  for 
putting  the  train  into  circuit. 

A  couple  of  days  before  the  train  had  to  make  its  first  journey,  a  visit 
was  made  by  numerous  representatives  of  railway  interests  and  of  the  Press 
to  Wolverton  Works,  Mr.  Harrison,  the  new  General  Manager,  accompanying 
us.  The  rolling  stock  was  the  property  jointly  of  the  Ix)ndon  and  North- 
western and  the  Caledonian  Companies  (West  Coast  Joint  Stock),  and 
the  General  Manager  of  the  Caledonian,  Mr.  James  Thompson,  and  his 
officers,  Messrs.  Kempt  and  Currer,  were  full  of  suggestions  to  ensure 
completeness. 

At  Wolverton  the  special  party  were  shewn  over  the  factory,  and  then 
entered  and  scrutinised  the  new  Corridor  Train,  which  consisted  of  ten 
handsomely  equipped  carriages,  designed  and  built  under  the  supervision 
of  Mr.  Park.  A  trial  trip  was  made  from  Wolverton  to  London,  and  the 
luncheon  arrangements  were  tested  in  a  practical  manner  by  the  visitors. 
The  vehicles  formed  what  the  Americans  would  call  a  solid  train,  though 
the  connections  between  the  various  vehicles  were  at  first  of  the  accordion, 
and  not  of  the  "  vestibule  "  order.  A  complete  thoroughfare  existed  from 
one  end  of  the  train  to  the  other,  down  the  sides  of  the  carriages,  except  in 
the  dining  saloons,  where  its  course  followed  the  American  system  of  a 
central  passage. 

The  July  Time  Tables  came  out  with  some  striking  red  and  blue 
announcements  of  the  train  as  having  first  and  third  refreshment  and  dining 
cars  attached.  A  folding  sketch  accompanied  the  bills  showing  the  elevation 
and  the  constitution  of  the  ten  vehicles.  No  such  train  had  ever  pre- 
viously run  on  any  English  line  giving  an  end  to  end  communication. 
Mr.  Acworth  was  one  of  our  passengers  on  the  first  day  of  the  corridor  train 
running  to  Scotland.  For  many  of  the  trips  one  of  my  own  outdoor  staff 
accompanied  the  train,  reporting  any  deficiencies  detected,  and  any  sugges- 
tions for  improvements ;  Mr.  Cumberland  Lowndes  particularly  distinguishing 
himself  in  this  capacity.  In  August  the  corridor  system  was  extended 
between  London  and  Edinburgh  by  the  same  train  ;  and  similar  vehicles 
were  put  into  circuit,  in  connection  at  Preston,  from  Liverpool  Exchange 
Station  (Lancashire  and  Yorkshire),  and  from  Manchester  Exchange 
Station  (London  and  North-Westem)  to  both  Edinburgh  and  Glasgow. 
The  necessity  for  keeping  these  special  carriages  in  their  respective  circuits 
was  apparent,  and  the  stock  of  such  vehicles  had  to  be  increased  so  as  to 
meet  the  case  of  any  being  temporarily  laid  aside. 
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The  Services  from  Liverpool,  via  Manchester  and  Leeds,  to  York  and  to 
Hull,  were  much   improved  this   autumn   by  a   special  system  of  through 

trains   both  to  York   and  to   Hull   on  the  North   Eastern. 

g^y^  ^      The  London  and  North-Western  had,  heretofore,  been  content 

York  and  HqIL  to  carry  on  this  traffic  by  exchange  with  the  North  Eastern 

London*  North- ^^^P^"^'  at  Leeds;  now,  the  running  of  these  trains  through- 

Weitern  opening  out  by  North  Western  engines  introduced  a  new  relationship, 

^aSli**    *"^  brought  the  London  and  North-Western  on  a  par  with 

their  friendly  competitors,  the  Lancashire  and  Yorkshire  Railway. 

The  trains  commenced  running  to  York  on  ist  July,  and  to  Hull  on  ist 
October.  On  that  date  the  London  and  North-Western  opened  their  own 
Goods  Carting  Establishment  in  Hull ;  Mr.  Spencer  Harley,  son  of  the  late 
Secretary,  being  appointed  the  Company's  local  representative  in  that  busy 
Port.  We  had,  a  short  time  previously,  been  over  the  Goods  Warehouses  and 
Goods  Yards  in  Hull,  with  Mr.  Ree  and  Mr.  Mawby,  discussing  the  proposed 
mode  of  working,  and  had  been  officially  and  cordially  welcomed  to  Hull 
by  Mr.  Jesper  and  Mr.  Welburn,  the  North  Eastern  Company's  repre- 
sentatives. 

Owing  to  the  8.0  Express,  from  London  to  Scotland,  ceasing  in  October 

to  run  on  Sunday  nights,  the  Postmaster  General  agreed  to  a  special  arrange- 

BeUkst  Berrloe  "^®'^*>  whereby  the  service  for  Passengers,  on  Sunday  nights, 

yUBtnnnMr,  from  London  to  Belfast,  was  maintained,  as  he  consented  to 

on  Sundays,    allow  a  Sleeping  Saloon   for   ist  Class   Passengers,   and   an 

Ordinary  Carriage  for  ist  and  3rd  Class,  to  be  run  on  the  Postal  Train  leaving 

Euston  on  Sunday  nights.     This  is  one  instance,  out  of  many,  shewing  the 

liberal  way  in   which   the  department  met   difficulties,  and  how  free  from 

official  red  tape  their  officers  were. 

Early  this  year  the  whole  of  the  enlarged  Station  at  Manchester,  called 
Exchange  Station,  came  into  operation,  the  London  and  North-Western 
trains  having  entirely  ceased  to  use  the  old  Victoria  Station,  a  long  platform 
remaining  as  the  only  connection  for  Passengers  from  one  line  to  the  other. 
A  new  Bridge,  over  the  river  Irwell,  had  been  in  course  of  construction  for 
some  time,  and  by  it  the  vehicular  traffic  for  Yorkshire  was  dealt  with,  and 
that  for  Manchester,  from  the  west,  was  equally  facilitated. 

A  new  Station  on  the  recently  constructed  relief  line,  between  Stalybridge 
and  Hooley  Hill  (Guide  Bridge)  was  opened  on  ist  October,  called  "  Dukin- 
field  and  Ashton-under-Lyne,"  the  new  line,  itself,  having  been  brought  into 
use  for  Goods  and  Passenger  traffic  in  August  previously. 

The  American  Steamship  accommodation  at  Liverpool,  for  some  two  or 
three   years   back,   had    been  a  question    urgently    debated,   between    the 


RAILWAY   REMINISCENCES.  41$ 

Steamship   Owners,  the   Corporation,  and  the  Dock  Board ; 

_  Mr.  Edward  Taylor,  of  the  Inman  Company,  had  taken  a  very 

Oontem]>lat6d   leading  part  in  the   remonstrances    addressed    to    the   Port 

g'^^^ii?     Authorities,  and  in  several   interviews   with   Mr.  Findlay  he 

had  discussed  the  probability  of  removing  the  Inman  Service  to 

Southampton.     At  first  this  threat  was  viewed  as  a  brutum  fulmen^  for  the 

Inman  Steamers  had  a  grand  reputation,  and  Liverpool  had  been  the  home 

of  the  Inmans  for  years. 

In  the  January  and  February  Time  Table  for  1893,  their  Company  is 
described  as  the  Inman  and  International,  with  sailings  from  Liverpool  to 
New  York  every  Wednesday,  by  the  "  largest  Passenger  Steamers  in  the  world  " 
— the  "  City  of  Paris,"  10,500  tons,  the  "  City  of  New  York,  10,500  tons. 

In  March,  1893,  however,  the  transfer  of  the  Inman  Line  to 
Southampton  became  an  accomplished  fact,  and  was  thus  announced  in  the 
Time  Tables  : — "  The  Inman  and  International  Steamers  have  been  trans- 
ferred to  the  American  Line,  and  will  sail  to  and  from  Southampton ;"  their 
special  sailings  for  New  York  are  announced  for  March  nth,  iSth  and  35th, 
and  every  Saturday  in  April ;  after  that  date,  however,  no  mention  is  made 
of  the  Inman  Line  in  the  North-Westem  Books. 

The  arrangements  made  by  the  South  Western  Railway,  by  the  bold 
extension  of  their  Docks,  very  shortly  enabled  them  to  run  their  American 

Passengers  direct  to  the  ship's  side,  to  dispense  with  the  use 
Boattaampton  ^^  tenders  to  meet  the  steamers  at  low  water,  and  to  avoid  all 

DOCKS. 

change    at    the  Railway  Terminus;    the  transfer   from    the 
Railway  Train  to  the  Steamship  being  effected  almost  under  cover. 

On  our  part,  in  addition  to  the  notice  that  a  day  could  be  saved 
in  London  by  taking  the  Irish  Mail  Train,  and  catching  up  the  steamers  at 

Queenstown,  a  standard   announcement  had  appeared  as  to 
_  American  traffic,  that  "  a  train  is  specially  appointed  to  run  from 

London  to     London  to  Liverpool,  in  connection  with  every  steamer  leaving 
rai?Mi^tto   ^^^  ^^^  United  States  and  Canada."  This  had  been  supplemented 
Millngion     by  a  notification  of  the  provision  of  family  omnibuses  and 
*w^^n^dL*"^  luggage  cartage  between  Lime  Street  terminus  and  the  Liver- 
pool Landing  Stage,  whence  luggage  and  passengers  were  taken 
by  tenders  to  the  steamers  lying  in  the  Mersey ;  or  if  the  tide  and  the  time 
were  suitable  trains  were  to  be  run  direct  to  Alexandra  Dock  Station,  very 
close  to  the  loading  berths  of  the  steamers. 

The  service  given  by  the  Liverpool  Lines  was  very  effective. 
The  White  Star  had  weekly  sailings  on  Wednesdays  from  Liverpool 
— the  "Germanic,"  "  Majestic,"  "  Britannic,"  and  "Teutonic,"  being  enumerated 
as  their  Steamers. 

The  Guion  Line  sailed  every  Saturday  from  Liverpool  to  New  York,  and 
so  did  the  Cunard  Company,  who  announced  the  "Gallia,"  "Aurania," 
"  Etruria,"  and  "  Servia  "  as  their  Steam  Vessels 
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As  competition  became  keener  the  special  trains  for  the  larger 
Atlantic  Steamers  were  advertised  by  separate  handbills  for  each  line. 
Commencing  in  July  (1893),  special  trains  were  announced  to  run  every 
Saturday,  leaving  Euston  at  11.30  for  the  Cunard ;  and  on  Wednesdays, 
generally,  at  10.50  for  the  White  Star  service.  Towards  the  end  of  the  year 
they  became  more  fitful,  the  White  Star  being  satisfied  with  the  ordinary  trains, 
while  the  Cunard  had  them  run  once  or  twice  only  in  November  and 
December. 

The  steamship  officers  afforded  information  to  our  canvassers  as  to  the 
passengers  who  had  secured  berths  on  board  the  various  steamers,  and  nothing 
was  left  undone  to  afford  facilities  for  their  conveyance  and  that  of  their 
luggage  from  their  hotel  or  from  the  station  to  the  steamer's  tender;  the 
system  adopted,  though  called  **  checking,"  was  not  exactly  that  so  dear  to 
the  heart  of  the  American  traveller. 

In  the  opposite  direction,  Mr.  Barattoni,  our  Agent  in  New  York,  was 
supplying  all  the  passengers  with  a  small  and  interesting  folder-pamphlet, 

setting  forth  all  the  North-Westem  Company's  route 
M^Tork  advantages,  its  influence  extending  as  far  as  Queenstown, 
the  first  point  at  which  the  voyager  could  regain  terra  Jirma, 
whence  its  Agent,  Mr.  Stirling,  would  be  able  to  extend  a  personal 
sympathy,  arranging  trains  to  Dublin,  or  forwarding  messages  for  accom- 
modation at  Liverpool,  should  the  voyager  decide  to  continue  to  that  port ; 
there,  another  well  known  officer,  Mr.  Fred.  W.  Thompson,  would  be  in 
attendance,  and  all  that  politeness  and  civility  could  accomplish,  would  be 
placed  at  the  voyagers  service. 

Such  pleasant  "  nursing  "  generally  resulted  in  our  securing  the  travellers 
on  their  return  journey,  and  at  all  events  in  maintaining  a  reputation  for 
attention  and  smartness  in  connection  with  American  "  travel" 

At  the  time  of  the  first  change  in  the  ownership  of  the  Inman  and 
International  Steamship  Company  it  was  known  that  the  Pennsylvania  Rail- 
road Directorate  were  interested  in  the  new  venture,  but  we 
relatlraiwlth  received  Mr.  Frank  Thompson's  assurance  that  the  proposed 

Penmylvania   change  will  have — 

Railroad 
undisturbed.     "  °°  effect,  whatever,  on  the  relations  existing  between  your  Company  and 

ours,  which  (he  added)  have  been  of  the  most  agreeable  character  ;  the  only 

exception  taken  to  the  attitude  of  your  Line  is,  that  you  do  not  give  us  sufficient  opportunity 

to  return  some  of  the  many  favours  shewn  to  our  officers." 

Neither  the  Cunard  Company  nor  the  White  Star,  who  had  been  looked 
upon  as  the  standard  representatives  of  the  Liverpool-New  York  Traffic,  could 

very  well  afford  to  be  passed  by  the  Guion  Line  with  their 

_      *      greyhounds  the  "Alaska"   and   the    "Arizona,"    nor    by   the 

"Campania-    intimation    of   their    Inman     Competitors,    that    the    largest 

22nd  April  ^3,  Passenger  steamers  in  the  world  were  sailing  under  their  flag 

from  the  new  point  of  comp)etition.     The  Cunard   Company 
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had  been  constructing  under  the  sagacious  guidance  of  Sir  John  Bums,  two 
of  the  grandest  vessels  that  ever  sailed  the  waters,  and  the  first  of  them,  the 
twin  screw  steamer  "  Campania "  was  ready  at  this  interesting  period  of  the 
struggle  to  take  her  position.  She  made  her  first  start  from  the  Mersey  for 
her  Atlantic  passage  on  Saturday,  22  nd  April  There  was  a  large  crowd  to 
witness  her  departure.  A  special  train  had  been  nm  on  the  occasion,  leaving 
Euston  at  8.50  a.m.  which  had  brought  down  numerous  passengers  and 
invited  guests.  I  accompanied  the  train,  having  the  honour  of  an  invitation 
to  sail  to  Queenstown  by  the  "  Campania  "  and  to  return  by  Sir  John  Bums' 
steamer  "Hound."  The  invitation  cards  contained  sketches  of  the  new 
"  Campania  "  Twin  Screw  Steam  Ship,  620  feet  long,  12,950  tons  capacity,  with 
the  old  Paddle  Wheel  Steamer  of  1840,  alongside,  207  feet  long,  1,139  ^^^^ 
capacity.  We  had  on  board  a  very  distinguished  posse  of  British  Admirals : 
the  Postmaster  General  (The  Right  Honourable  Amold  Morley),  and  the 
Chief  Secretary  of  State  for  Ireland  (Mr.  John  Morley),  together  with 
numerous  representatives  of  the  British  Postal  Service — Mr.  Lamb, 
Mr.  Preece,  Mr.  Yeld.  The  American  element  was  well  represented,  and  the 
Liverpool  contingent  was  large.  We  left  Liverpool  at  3.0.  The  "  Alaska " 
of  the  Guion  Line  went  out  by  the  same  tide,  and  as  the  "  City  of  Paris  "  of  the 
American  Line  (late  Inman)  left  Southampton  same  day,  there  was  not  a  little 
excitement  as  to  the  result  of  arrivals  at  New  York.  We  were  far  ahead  of 
the  "  Alaska,''  at  Queenstown,  the  mn  from  Liverpool  having  been  made  in 
eleven  hours  and  forty  minutes,  notwithstanding  that  the  engines  were  not 
driven  at  full  speed.  There  were  several  additions  to  the  voyagers  at 
Queenstown,  and  when  she  sailed  at  1.30  she  had  on  board  over  one  thousand 
Passengers  and  eight  hundred  and  sixty-nine  bags  of  letters.  Our  returning 
contingent  waved  farewell  to  the  "Campania,"  and  entering  the  tender 
**  America  "  were  received  by  Sir  John  Bums  on  the  "  Hound." 

Mr.   John   Morley   had   intended   landing    early  at    Queenstown   and 
travelling  by  lo.o  a.m.  train  to  Dublin,  but,  owing  to  his  baggage  having  been 

accidently  left  on  the  "  Campania,"  he  was  unable  to  proceed 

QnMnitoimliy  by  that  train.     The  fact  of  his  being  in  Queenstown  became 

tht"  Hound."    known,  and  a  large  gathering    of  townspeople  on  the  quay 

Jir.JolmMoiiey,  excitedly  cheered  him  as  he  came  aboard  our  steamer  the 

M.P.,  on  board,  u^^^^^^yy  (^  ^^g  luncheon  with  Sir  John  Bums ;  the  whole 

<]uay  side  was  crowded  with  hundreds  of  people  during  the  afternoon. 
Mr.  Morley  seemed  to  shrink  from  the  noisy  reception  awaiting  him,  and 
pressed  the  Municipal  Board  to  abandon  their  idea  of  presenting  him  with  an 
address.  The  crowds  expected  Mr.  Morley  to  land  so  as  to  travel  by  the 
4.0  p.m.  train  to  Cork,  and  the  local  brass  band  was  in  readiness  to  give 
him  its  noisy  attention.  The  steamship  "Hound"  with  our  party  of 
Admirals  and  the  Postmaster  General  on  board  started  for  Holyhead  at  5.25, 
but  Mr.  Morley  gave  the  townspeople  the  slip  by  having  a  special  steamer  to 
take  him  to  Cork. 


4.6 


RAILWAY 


We  heard  afterwards  that  the  attempts  made  to  keep  his  visit  to  Cork 
private  were  unavailing — the  city  authorities  waited  on  him  in  Mr.  Pamell's 
old  rooms  at  the  Victoria  Hotel,  and  stated  however  much  Mr.  Morley  might 
wish  to  avoid  a  demonstration,  the  City  Band  could  not  be  prevented  from 
turning  out.  Mr.  Morley,  hearing  this,  left  the  Hotel  privately,  and  succeeded 
in  getting  the  railway  authorities  to  stow  him  away  in  a  carriage  lying  on  a 
siding.  The  bands  and  the  crowds  came  down  to  the  station  knowing  that 
he  was  certain  to  trave!  by  the  lo.o  p.m.  train.  Carriage  windows  were 
smashed  in  the  search  along  the  train  by  the  surging  multitude,  but,  it  was  not 
till  the  last  moment  that  the  ruse  of  attaching  his  carriage  al  the  front  along 
with  the  engine  was  discovered. 

While  this  little  comedy  was  being  enacted,  we,  on  board  the  "  Hound," 
were  speeding  through  a  somewhat  hazy  night  towards  Holyhead.  Nothing 
could  exceed  the  kindness  of  our  host,  Sir  John  Burns,  The  Admirals  on 
board  were :  Admiral  Sir  John  Baird,  K.C.B. ;  Rear-Admiral  Brent ;  Vice- 
Admiral  Duller ;  Admiral  Sir  .\rthur  Farquhar,  K.C.B. ;  Admiral  of  the 
Fleet,  Sir  Geoffrey  P.  Hornby,  G.C.B. ;  Rear-Admiral  Digby  Morant ;  Vice- 
Admiral  Sir  Michael  Culme  Seymour,  Bart. ;  Commander  Watson. 

Lieutenant  St.  John  was  my  cabin  companion,  a  young  naval  friend  of  Sir 
John  Burns,  he  had  recently  been  the  ofiScer  in  command  of  a  torpedo 
launch — then  a  somewhat  recently  introduced  auxiliary  in  marine  warfare, 
calculated  to  deal  a  stealthy,  unexpected,  and  deadly  injury  on  the  vessels  of 
Aibnlral  BnUer'B*"^  hostile  fleet.  With  reference  to  this  new  mode  of  carrying 
story  uto  on  war,  Admiral  Buller  told  me  the  following  story  : — "  During 
8el»Mtopoi.  [[jg  sgigg  (,[■  Sebastopol  one  of  the  sailors  in  his  ship  (he  was 
then  a  Captain,  R.N.),  told  him  that  he  had  at  night  ventured  into  Sebaslopol 
harbour,  and  had  rowed  up  close  to  the  Russian  warship  "The  Twelve 
Apostles" — that  the  Russians  kept  no  efficient  night  watch — they  im^ned 
themselves  in  perfect  safely.  Captain  Buller  reported  the  matter  to  Admiral 
Lyons,  the  Admiral  of  the  Fleet  blockading  Sebastopol,  Lyons  doubted  the 
possibiliiy  of  so  stealing  into  the  harbour ;  the  sailor  offered  to  go  again  and  to 
cut  a  strip  off  the  ships  bow — he  did  so,  and  told  the  Admiral  that  he  could 
blow  up  the  Russian  ship  if  allowed.  The  Admiral  was  horrified  at  the  idea, 
it  was  murder — ^not  war — he  would  not  permit  the  deed.  Lieutenant  St.  John 
viewed  the  matter  in  a  different  light,  and  referring  subsequently  to  the 
gathering  of  Admirals  he  saw  around  us,  he  jestingly  suggested  that  if  his 
torpedo  launch  had  a  chance  ot  attacking  the  "  Hound "  there  would  be  a 
lot  of  vacancies  in  the  list  of  Admirals  ! 

Most  of  our  party  alighted  at  Holyhead  and  proceeded  homewards.  Sir 
John  Burns  and  a  few  of  his  Glasgow  friends.  Sir  William  Hozier,  Ban.,  one 
of  the  Caledonian  Railway  Directors,  among  them,  remained  on  board  the 
"  Hound  "  and  steamed  off  to  Greenock. 

The  renowned  "World's  Fair"  or  "World's  Columbian  Exposition"  at 
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Chicago,  gave  rise  to  some  friendly  correspondence   with  the  American 

Railway  Authorities,  beyond  their  early  communications  as  to 

Bzposltloii     ^^^    terminal    arrangements   mentioned   in  a  previous  page. 

Woxld'iFRlr,    Mr.  Webb  decided  to  send  to  Chicago   one    of   his    new 

Compound  Engines,  and  accordingly  the  "Queen  Empress," 

the  newest  type  of  his  passenger  three  cylinder  engines,  was  sent,  together 

with    an    entire    structure    of   an    interlocking    Signal     Box    fitted     with 

Mr.  Thompson's  latest  models  of  his  Electrical  Staff  Apparatus  from  Crewe 

Works,  as  well  as  Sleeping  and  Day  Cars  from  Wolverton,  of  the  forty-two  feet 

type.     Photographic  views  of  some  of  the  leading  features  of  Crewe  Works, 

and  of  scenery  along  the  London  and  North-Westem  Line  accompanied  the 

exhibit.     In  addition  to  this,  our  Audit  OfBce  sent  a  case  containing  some 

samples  of  old  forms  of  tickets  and  contract  tickets,  together  with  a  set  of 

modem  issues. 

I  had  communications  from  two  different  sources — in  the  one,  I  was  asked 
to  give  information  as  to  the  history,  and  practice,  past  and  present,  of  our 
main  and  distant  signals,  their  various  colours,  shapes,  etc. ;  this  was  at  the 
request  of  one  of  the  Railroad  Conferences.  In  the  other,  I  found  my  name 
put  down  as  the  writer  selected  to  deal  with  the  uncongenial  subject  of 
"  Railway  Extension  in  newly  settled  countries,"  as  I  have  already  mentioned. 

Mr.  Hobart,  the  Secretary  to  the  Railroad  Committee,  very  courteously 
thanked  me  for  preparing  the  Paper — "the  more  so,  he  added,  as  the  Congress 
had  been  disappointed  in  the  hope  of  hearing  from  other  eminent  British 
railway  officials."  The  Exposition  at  Chicago  was  well  advertised  in  our 
Time-tables — Messrs.  Gaze  and  Mr.  Barattoni  pressing  our  route  on  the  notice 
of  American  travellers ;  but  I  do  not  think  the  volume  of  English  travellers 
to  America  was  increased  to  anything  approaching  the  expected  figures. 

The  Compound  Locomotive  "Queen-Empress"  and  the  Sleeping  and 
Day  Cars  received  the  highest  award  at  this  "World's  Columbian  Exposition." 
The  Locomotive  and  Cars  were  run  from  Chicago  to  New  York  as  a 
"  British  Special  Train  "  over  the  tracks  of  the  Lake  Shore  and  Michigan 
Southern  and  New  York  Central  and  Hudson  River  Railroads,  at  the  close 
of  the  Exhibition,  on  their  return  to  England. 

At  home  the  State  opening  of  the  "  Imperial  Institute  "  of  the  "  United 
Kingdom,  the  Colonies,  and  India "  formed  one  of  the  events  of  the  year. 

The  imposing  pageant.  May  loth,  at  which  Her  Majesty  sur- 
IniUtate  rounded  by  all  her  family  took  so  prominent  a  part,  and  at 
opened  May,  1891  which  His  Royal  Highness  the  Prince  of  Wales  as  the  prime 
mover  in  the  inception  and  canying  out  of  the  project  was  enthusiastically 
congratulated  on  the  successful  issue,  were  scenes  not  likely  to  be  forgotten. 
Through  the  kindness  of  the  Prince  and  the  active  support  of  Mr.  Somers 
Vine  the  railway  representatives  obtained  recognition  in  the  granting  of  tickets 
both  for  the  official  opening  and  for  the  evening  reception  subsequently  on 

17th  May. 
28 
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The  subject  of  colour  blindness  on  the  part  of  Signalmen  and  Drivers 
was  very  fully  discussed  by  our  Directors  in  the  Spring.    Our  Medical  Officer, 

Ooionr        ^r.  Page,  having  very  strong  views  respecting  it,  the  question 

Blintoees.      was  referred  to  the  "  Medical  Committee,"  at  which  Dr.  Page 

Dr.  Herbert     urged   the  adoption   of    "  Holmgren's   test "    in   lieu   of  the 

Fa«ei  ystem.  Qj^j.fashioned   military  plan  of  dots  to   be  discerned   on   a 

card  at   a  given   distance,   together  with  the  red  and  green  lamps   and 

flags.     The  idea  got  abroad  that  the  men  were  required  to  know  all  the 

variety  of  colours  to  be  found  in  the  group  of  silk  skeins  forming  the  testing 

clusters,  and  an  outcry  was  growing  along  the  line  respecting  it     It  was, 

however,  decided  that  the  new  system  should  apply  to  all  new  applicants  for 

positions  on  the  line,  and  the  whole  oi  the  medical  men  along  the  line, 

intrusted  with  the  duty  of  certifying  the  fitness  of  applicants,  had  to  adopt 

the  new  tests. 

The  Committee  had  before  them  one  or  two  cases  of  colour-blind  men, 
in  order  that  they  might  more  fully  understand  the  system.  The  coloured 
skeins  were  shewn  to  a  man,  and  he  was  asked  to  pick  out  the  red  or  the 
green,  and  to  select  colours  nearly  allied  to  each  from  the  various  clusters  on 
the  table.  The  strange  tints  that  the  colour-blind  men  selected  with  an  idea  they 
were  red  or  were  green  were  curiously  diversified,  but  all  equally  inaccurate. 

In  the  examination  of  candidates,  if  a  man  failed  in  this  particular  he 
was  not  allowed  to  enter  those  grades  of  the  service  where  he  would  have 
anything  to  do  with  the  outdoor  signalling  of  the  line. 

In  June  I  was  in  communication  with  Sir  Francis  Knollys  as  to  His 
Royal  Highness  the  Prince  of  Wales  going  to  Chester,  and  made  the 
necessary  arrangements,  but  having  the  journey  of  the  Queen  to  attend  on 
the  day  of  his  visit  to  Eaton  Hall,  I  could  not  undertake  the  trip.  However, 
I  made  a  point  of  receiving  His  Royal  Highness  on  return,  on  the  afternoon 
of  the  Queen's  home-coming  from  Scotland  (21st  June). 

In  December  General  Dennehy,  an  officer  who  had  distinguished 
himself  in  India  with  Her  Majesty's  forces,  called  at  Euston  with  reference  to 
the  carriage  accommodation  for  the  journeys  to  Scotland  of  the  female  contin- 
gent of  the  Queen's  Munshi  (Abdul  Karim),  it  being  obligatory  that  the  women 
should  not  be  seen  by  the  vulgar  eye.  At  first  I  suspected  that  a  whole 
harem  had  to  be  accommodated,  but  it  came  out  in  conversation  that  there 
was  only  one  wife  and  one  daughter ;  and  I  satisfied  the  General  by  assuring 
him  that  a  carriage  should  be  sent  which  would  meet  all  their  requirements. 

A  serious  accident  occurred  at  Poulton-le-Fylde  where  the  lines  from 
Fleetwood  and  from  Blackpool  unite  for  south  traffic.     On  the  night  of  the 

I  St  July,  a  return  excursion  train  from  Blackpool  to  Stockport, 

BingQlar      at  1 1  p.m.,  consisting  of  only  three  carriages  and  a  brake-van, 

Ponltonr      d^wn  by  a  six-wheeled  engine  and  six-wheeled  tender,  all  fitted 

iBt  July,  I8W.    with  continuous  brakes,  ran  off  the  rails  while  running  round 

the   very   sharp   curve,   six  chains  radius,  by  which  Poulton 
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Station  was  approached.  The  driver  must  have  miscalculated  the  speed  of 
his  train  when  running  over  the  length  of  three-and-a-half  miles  of  nearly 
straight  line  from  Blackpool  before  the  very  sharp  curve  close  to  Poulton  is 
reached,  and  so  have  come  upon  it  unexpectedly.  The  curve  is  furnished 
with  check  rails,  and  a  notice  as  to  the  limit  of  speed  to  six  miles  per  hour 
appeared  in  the  Preston  and  Wyre  Regulations.  The  result  shews  how 
excessive  the  speed  must  have  been;  and  one  witness  at  the  inquest,  a 
platelayer  living  near,  described  hearing  the  rapid  approach  of  the  train,  and 
waiting  at  the  open  window  for  the  crash  he  knew  must  come  !  The  engine, 
tender,  and  three  coaches  must  have  leapt  off  the  road — scarcely  a  mark 
could  we  find  on  the  rails,  there  were  none  on  the  check  rail  and  none  on 
the  ballast.  Forty  yards  from  the  point  where  it  must  have  left  the  Blackpool 
line  the  engine  turned  over  on  its  left  side,  the  tender  lay  with  its  wheels 
uppermost;  the  three  carriages  were  wrecked  and  lay  in  a  fanlike  form 
across  the  Fleetwood  up  and  down  lines.  The  driver  and  two  passengers 
were  killed  on  the  spot,  and  forty-two  passengers  injured. 

While  it  had  not  only  been  in  contemplation  to  sweep  away  the  wretched 
little  station  at  Poulton,  but  an  Act  for  improving  the  line  had  been  obtained 
in  1892,  this  accident  accelerated  the  movement,  and  a  most  complete  and 
commodious  Junction  Station  now  accommodates,  with  long  platforms  and 
double  running  lines,  the  traffic  for  Blackpool  and  for  Fleetwood,  formerly 
served  by  one  small  office  and  a  platform  level  with  the  rails.  It  requires 
close  attention  to  discover  the  place  where  the  catastrophe  of  the  ist  July 
took  place. 

1894.     The  Clearing  House  Superintendents'  Chairman  for  this  year  was 

Mr.   Cooper,   representative   of  the  Glasgow  and   South-Westem  Railway. 

RaUwav       During  his  tenure  of  office  a  vacancy  arose  in  the  position  of 

GiMrlngHouM.  General   Manager,   through  the  death  of  Mr.   Morton,  and 

Cbmiigw  in     Mr.  Cooper  was  appointed  his  successor.     For  the  remainder 

EaUway  Offlctr^  of  the  year  Mr.  Nettleship  acted  as  Chairman,  being  re-elected 

by  a  special  vote  on  the  25th  April.  At  the  January  Meeting 
Mr.  Deuchars  was  present  as  successor  to  the  late  Mr.  McLaren.  Mr.  Cunning 
represented  the  Portpatrick  and  Wigtownshire. 

In  February,  at  one  of  the  Special  Meetings,  Mr.  Gough  is  recorded  as 

representing  the  Cambrian  Company  vice  Mr.  Aslett,  who  found  his  hands 

Oreat  Western  ^^^  occupied  with  the  general  management  of  that  railway, 

RaUway.      and  the  Great  Western  Company  has  a  new  Superintendent  ot 

ICr.  Burllneon   the  Line  in  the  person  of  Mr.  T.  I.  Allen  vice  Mr.  Burlinson. 

■"J^****^    Mr.  Burlinson  resigned  his  post  through  ill-health,  and  the 

whole    body    of    the    Superintendents    regretted  to  lose   so 

thoroughly  practical  a  man  from  the  Conference  table.     Mr.  Burlinson  had 

been  connected  with  the  Great  Western  Company  all  his  life,  and  had  been 

Mr.  Tyrreirs  assistant  for  fifteen  years,  succeeding  him  as  Superintendent  of 
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the  Line  upon  his  retirement  in  1888.  A  special  vote  was  recorded  on  his 
leaving,  regretting  the  loss  to  the  Conference,  and  expressing  best  wishes  for 
his  future  happiness. 

Mr.  Allen  was  no  stranger  to  the  Conference,  as  he  in  years  gone  by  had 
often  attended  as  Mr.  Tyrrell's  lieutenant;  recently  he  had  been  more 
accustomed  to  the  General  Managers'  Meetings,  acting  as  he  had  done  as 
assistant  to  Mr.  Lambert.*  We  were  glad  to  welcome  a  man  of  such  business 
capabilities  to  our  Conferences,  and  felt  that  with  Mr.  Allen  as  superintendent, 
and  Mr.  Morris  as  assistant,  the  Great  Western  Company  had  strong  represen- 
tatives among  us. 

In  April,  it  is  reported  that  Mr.  Gall  succeeds  Mr.  Henshaw  as 
representative  of  the  Brecon  and  Merthyr  Line. 

Mr.  Garrow,  of  the  Highland  Railway,  was  elected  Chairman  for  the 
coming  year,  1895. 

The  Committee   engaged  in  codifying  the  various   Regulations   was 

occupied  from  time  to  time  throughout  the  year  1894;  every  fresh  incident 

BnlMand      t)rought  fresh  proposals,  not  unfrequently  at  the  instance  of 

BagnUitloiii.    the   Government   Inspectors.      As  a    case   in  point,   Major 

8nb-Oommittee'i  Marindin's  comments  on  a  serious  accident  at  Treforest  were 

Work.         followed  by  several   lengthy  modifications   in    the   rules   for 

drivers  in  reference  to  trains  parting  while  running.      Daily  experience  with 

the  continuous  brake  indicated  the  disadvantage  of  difference  in  instructions, 

and,  altogether,  while  no  hope  of  finality  could  be  entertained,  it  appeared 

to  the  Superintendents  that  the  time  had  come  for  an  entire  re-issue  of  the 

Rule  Book,  so  as  to  bring  the  whole  Regulations  up  to  date  and  embody  the 

numerous  alterations  and  additions  made  since  the  last  issue  of  the  Standard 

Rule  Book  in  September,  1889. 

As  a  separate  section  of  the   Regulations,  the  new  Block  Telegraph 
Rules  were  submitted  to  the  General  Managers  at  their  quarterly  meeting, 

which  this  year  was  specially  arranged   should  be  held   in 

B^™o^tSi  ^"^^^"'  ^"^  ^^  ^^^^^  ^  w^s  present  as  Mr.  Harrison's  repre- 
l>7  General     sentative.     The  rules  received  their  approval,  but  they  urged 

*'^*'***'"»  ^   that  some  agreement  should  be  arrived  at  respecting  the  term 
tftke  effect  on 
8rd March,  1895.  " ^^  Ready"  or  "Is  Line  Clear?"     In  order  to  terminate  the 

deadlock  the  Companies  using  the  term  "  Be  Ready "  agreed 
to  give  way,  and  adopt  the  term  "  Is  Line  Clear  ? "  This  closed  the  dis- 
cussion, and  Sunday,  3rd  March,  1895,  was  fixed  for  the  Rules  to  come 
into  operation. 

1894.     The  forms  to  be  adopted  for  Privilege  Tickets  (a  concession  liber- 
ally granted  to  Railway  Companies'  employes),  and  the  terms  on  which  the 

*  Mr.  Lambert  died  October,  1902. 
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tickets  should  be  granted,  occupied  three  or  four  meetings  in 
PrivUoga      ^jjg  Autumn ;  and  the  concessions  obtained  by  the  recent  Act 

of  Parliament  as  to  the  conveyance  of  the  military,  in  respect  to 
the  forms  to  be  used,  and  several  minor  points,  occupied  time  also,  Sir 
Evelyn  Wood  being  the  army  authority,  with  whom  Mr.  Allen  (Great 
Western)  and  Mr.  White  (London  and  South-Western)  carried  on  corres- 
pondence on  behalf  of  the  Railway  authorities. 

The  Rules  of  the  "  English  and  Scotch  Conference,"  especially  with  refer- 
ence to  the  question  of  the  payment  of  claims  by  traders,  were  under  review  at 
BngiiBh  and    '^°  °^  ^^^^^  sittings  in  the  Spring.    I  had  the  distinction  of  being 
Bootoh        one  of  the  Superintendents  selected  to  go  through  and  submit 
ConferoioML    recommendations  for  modifications.     This  English  and  Scotch 
Conference  had  its  quarterly  meetings  closely  following  the  dates  of  the 
Superintendents  sittings. 

The  changes  in  the  North-Westem  officers  this  year  were  remarkably  few, 
and  the  train  service  was  really  a  repetition  of  the  previous  twelve  months. 

A  Sunday  service  from  the  North  to  Harwich  for  the  Continent  and 
vice  versa,  via  Hook  of  Holland,  was  formed,  commencing  in   May  by  a 

re-arrangement    of    the    trains    between    Northampton    and 
-  Peterboro',  whereby  the  Great  Eastern  Company's  route  via 

Bimday  Benrloe.  Peterborough  and  March,  in  both  directions,  was  served,  and 
has  ever  since  continued  in  force.  Mr.  Birt,  the  General  Manager  of  that 
Company,  took  much  personal  interest  with  Mr.  Harrison,  to  establish  this 
service,  which  had  the  effect  of  removing  from  the  notices  the  announcement 
that  the  route  had  no  service  on  Sundays,  and  that  Passengers  must  travel 
via  I^ondon.  The  excellent  steamers  of  the  Great  Eastern  Company  have 
done  much  towards  securing  their  hold  on  this  traffic. 

I  was  one  of  the  invited  guests,  on  the  26th  of  the  previous  month,  to 
inspect  the  extension  of  Bishopsgate  Station,  and  to  proceed  by  special  train 
to  Parkeston,  whence  we  joined  the  s.s.  Berlin  on  her  trial  trip,  returning 
after  three  hours'  sail  to  Harwich,  where,  at  the  inaugural  banquet,  it  fell  to 
my  lot  to  propose  success  to  the  Great  Eastern  Railway  and  their  new 
steamer  "Berlin." 

In  June,  among  the  train  changes  for  the  Chester  and  Holyhead  coast, 
a  new  system  was  introduced  of  stopping  the  trains  prior  to  entering 
TnLintmimiiw  Chester,  and  dividing  at  the  ticket  platform,  so  as  to  avoid  the 
tbrongh  Ghetter  detention  that  arose  almost  unavoidably  in  Chester  Station 
BtatloiL  itself.  In  this  case  the  train  was  the  morning  7.55  a.m. 
from  Bangor,  and  outside  Chester  the  train  was  divided  and  the  portion 
serving  Liverpool  via  Birkenhead  was  run  forward,  affording  a  rapid  train 
service  for  Liverpool  visitors  to  the  coast  to  reach  their  offices  in  good  time. 

The  system  has  been  largely  carried  out  since,  and  the  passing  of  trains 
through  Chester  without  stopping  to  attach  or  detach  has  been  one  of  the 
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chief  factors  in  giving  a  satisfactory  service  to  and  from  North  Wales  in  the 
busy  summer  time. 

The  line  of  railway  from   Buxton  to   Parsley  Hay,  a    stage    towards 

Hartington  and  Dovedale,  was    opened  for  traffic   on   ist   of  Jime ;   the 

^^^       Stations  being  Higher  Buxton,  Hindlow,  Hurdlow,  and  Parsley 

BztensloiiLine  Hay,  with  a  junction  for  mineral  traffic  towards  Ladmanlow. 

^"vma^        Parsley  Hay  was  the  point  at  which  the  southerly  extension 

to  Ashbourne  commenced;  the  line  has  proved  a  very  attractive  one  for 

tourists,  bringing  Dovedale  within  easy  reach  and  affording  a  new  route 

from  London  through  Ashbourne  to  the  noted  district  of  the  Peak. 

The  line  from  Ladmanlow  Junction  to  Parsley  Hay  was  formed  along 
the  track  of  the  old  Cromford  and  High  Peak  Line;  its  sharp  curves  and 
almost  right-angle  bends  being  largely  modified.  Its  construction  enabled 
the  heavy  limestone  traffic  of  the  Buxton  district  to  be  woriced  in  direct 
connection  with  the  railway  system  of  the  Company,  without  the  necessity  of 
using  the  severe  chain-wrought  incline  to  Whaley  Bridge. 

The  doubling  of  the  line  between  Pontardulais  and  Swansea  was  com- 
pleted in  the  Spring.  It  had  been  in  hand  since  1892,  and  the  anno3dng 
delays  at  Killay,  Gorseinon,  and  other  intermediate  stations,  through  single- 
Kne  working,  entirely  disappeared. 

In  concert  with  the  Lancashire  and  Yorkshire  Company,  the  Bel^sist 
service  via  Fleetwood  was  again  taken  in  \i2a1d  and  improved,  the  steamer 
BjdfkAtBArvi      ^^^"g  appointed  to  leave  Fleetwood  as  late  as  11.35  P-ni-j  thus 
via  Fleetwood,  giving  a  connection  with  the  5.30  from  Euston,  with  a  fixed 
Fixednlfflit     ^^^^  ^^  departure  instead  of  a  fluctuating  tidal  sailing  about  8.45 
BaUlng        (2.10  p.m.  from  London),  with  occasional  later  departures.  The 
**^  claim  to  public  support  for  this  route  consisted  in  the  com- 

plete arrangements  for  the  night  cross-Channel  passage.  In  the  opposite 
direction  from  Belfast  9.30  p.m.  was  made  the  hour  of  departure,  instead  of 
the  former  earlier  hour  of  8.0  p.m. 

The  Liverpool-Belfast  route,  under  the  energetic  control  of  the 
Graingers  and  Mr.  McDowell,  had  previously  improved  their  sailing  hour 
from  Liverpool,  which,  formerly  8.0  p.m.,  connecting  with  2.10  from  London, 
in  the  autumn  became  9.15,  forming  a  connection  with  the  4.10  from  Euston 
instead. 

The  Sunday  day  mail  from  Ireland,  which  had  left  Holyhead  at 
11.40  a.m.,  and  had  always  been  a  very  slow  service  along  the  Welsh  Coast, 
and  had  entailed  a  long  delay  at  Crewe  or  at  Chester  for  the  South,  was 
modified  by  making  a  later  departure  from  Dublin ;  the  train  leaving 
Holyhead  at  i.o  p.m. 

The  cross-country  service  afforded  by  the  West  Highland  Railway  for 
Fort  William,  via  Crainlarich,  was  announced  as  a  new  feature  in  Scotch 
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traffic  in  September;  but  the  junction  service  was  so  indifferent  that  very 
little  development  took  place  so  late  in  the  season. 

In  October  a  short  line  was  opened  from  Seaton  to  Uppingham,  and 
that  small  town,  with  its  rising  school,  had  for  the  first  time  a  railway  service, 

and  was  no  longer  dependent  on  the  little  country  omnibuses 

to  Uppingham  which,  running  either  to  Seaton  on  the  North-Westem,  or  to 

opened        Manton  on  the  Midland,  had  been  heretofore  its  sole  means 

'  of  access.     There  was  some  considerable  delay  through  slips 

on    the    line    during    construction.      I    had    been    over    the    route    with 

Messrs.  Purssell  and  Thomhill  in  March,  when  the  new  station  was  nearing 

compyletion,  and  we  congratulated  ourselves  that  this  was  probably  our  last 

journey  by  the  ricketty  omnibus  from  Seaton ;  but  it  survived  for  fully  six 

months  afterwards. 

Sir  Francis  KnoUys  gave  me  an  interview  at  Marlborough  House 
as  to   two  journeys  of   the    Prince  of   Wales:  the  first  to   Lichfield  in 

May ;  the  other  a  visit  of  more  lengthened  character  by  the 

andPrinceBsof  Prince  and  Princess  to  North  Wales.     I  was  unable  to  attend 

Wales  to       the  first  of  these  journeys  personally,  but  I  accompanied  the 

*^**'    second  throughout.     The  Prince  and  Princess,  with  Admiral 

Keppel  in  attendance,   left  Euston  at    12.10  on    loth  July,  the  Admiral 

managing  to  find  his  way  to  some  wrong  platform,  and  having  a  very  narrow 

escape  of  being  left  behind.     The  destination  of  the  Prince  was  Bangor. 

Carnarvon,  where  the  National  Eisteddfod  was  being  held,  was  visited 
on  a  subsequent  day  by  the  Royal  party;  and  on  the  13th  instant  the  Prince 
and  Princess  left  Bangor  at  12.10.  The  train  was  slowed  in  passing  Conway 
Castle,  and  again  at  Colwyn  Bay,  to  enable  the  Royal  visitors  to  note  those 
two  points  of  interest.  The  journey  was  then  broken  by  appointment  at 
Rhyl.  Here,  at  the  station,  with  the  Mayor  and  Corporation,  a  string  of 
Joneses  and  Williamses  came  forward  in  response  to  their  names ;  Jones 
after  Jones  and  Williams  after  Williams  making  their  bow  to  the  Royalties. 
So  numerous  were  they,  that  the  Prince,  or  one  of  the  equerries,  said: 
"Present  them  as  a  body;"  and  thus  terminated  the  amusing  ceremony. 
After  this  the  Prince  and  Princess  drove  into  Rhyl,  the  Princess  having 
agreed  to  lay  the  foundation  stone  of  the  New  Alexandra  Convalescent 
Home  for  Children,  situated  on  a  commanding  position  on  the  new  East 
Parade,  now  one  of  the  finest  buildings  in  Rhyl.  It  has  been  the  fortunate 
recipient  of  some  notable  gifts  by  the  late  Duke  of  Westminster,  who  on 
more  than  one  occasion  has  given  the  result  of  his  winnings  by  race  horses 
to  the  funds  of  the  Institution. 

The  inconvenience  of  low  station  platforms,  together  with  the  width 
of  carriage  frames,  was  exemplified  on  this  trip  with  the  Princess,  who 
experienced  so  much  difficulty  in  stepping  down  to  the  platform  at  Bangor 
that  I  arranged  with  Mr.  Dawson,  the  Engineer,  for  small  portable  steps  to 
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accompany  the  train,  by  which  all  difficulty  in  alighting  and  re-entering  at 
the  stations  was  spared  to  Her  Royal  Highness. 

Our  train  left  Rhyl  at  2.10  p.m.,  and  made  a  good  run  up  to  Euston,  arriv- 
ing 6.42.  It  was  very  gratifying,  and  repaid  all  our  trouble  and  anxiety,  to  have 
a  note  from  Sir  F.  KnoUys — "The  Prince  of  Wales  desires  me  to  let  you 
know  that  nothing  could  possibly  have  been  better  than  the  journeys  to  and 
from  Wales  which  were  arranged  under  your  management." 

On  27th  June,  I  had  the  pleasure  of  speaking  to  Lord  Randolph 
Churchill,  who,  in  ill-health  at  the  time,  left  Euston  by  one  of  the  American 

specials.     Mr.  Goschen  and  I-.ord  Rosebery  were  among  those 
^^^!^^l^  who  said  farewell  to  him  on  that  occasion.    The  Duke  of 

Argyll  was  among  our  passengers  for  Scotland  during  the  busy 
August  outflow  of  Scotch  traffic.  His  Grace  usually  adopted  the  North  British. 
Shortly  before  Christmas,  the  Duke  and  Duchess  of  Teck,  accompanied  by  the 
Duchess  of  York,  went  down  by  the  12.10  train  to  Chester.  They  returned  in 
four  or  five  days  afterwards,  the  Duke  of  York  coming  by  a  train  in  advance ; 
the  Duke  and  Duchess  of  Teck,  Lord  Lome,  and  Lord  Stalbridge  arriving  by 
a  subsequent  train.  Euston  was  very  busy  that  afternoon  with  the  arrival  of 
distinguished  parties  from  Eaton  Hall.  Mr.  Bayard,  the  American  Minister, 
with  Mrs.  Bayard,  left  Euston  on  1 7th  December  on  his  return  to  the  United 
States.  It  was  pleasant  to  have  a  few  minutes  chat  with  so  popular  a  repre- 
sentative of  American  institutions. 

One  of  the  Irish  Railway  Managers,  Mr.  W.  D.  Payne,  of  the  Dublin, 
Wicklow,  and  Wexford  Railway,  with  whom  I  had  had  many  years  of  friendly 

correspondence,  resigned  his  position  at  midsummer.      He 

and  Wexford  '  ^^^  ^^^^^  ^^^  officer  with  whom  all  our  negotiations  had  been 

Railway  of     made  for  the   conduct  of  our  traffic  between  Carlisle   Pier 

_  Kingstown,  and  the  terminus  at  Westland  Row,  for  so  many 

Mr  A.  O  BML   y^^  ^^^  station  of  arrival  and  departure  of  the  Irish  mail 

train  services.  Having  to  attend  the  Clearing  House  meetings 
in  Ireland,  during  the  summer  of  this  year,  I  had  the  opportunity  of 
personally  sa)ring  farewell  to  Mr.  Payne.  Mr.  Payne  was  succeeded  by 
Mr.  D.  J.  Stewart;  but,  subsequently,  the  position  of  General  Manager  of 
this  line  was  offered  to  and  accepted  by  Mr.  A.  G.  Reid,  the  Superintendent 
of  the  Great  North  of  Scotland  Railway,  another  instance  of  Scotch  Railway 
Managers  being  selected  for  the  control  of  Irish  lines. 

Another  of  the  railway  men  from  Ireland,  with  whom  I  had  been 
associated,  made  a  change  in  his  position  this  year.  Mr.  Cunning,  formerly 
of  Belfast,  had  been  selected  in  1891  to  till  the  position  of  Manager  of  the 
Portpatrick  and  Wigtownshire  Line,  acting  as  Superintendent  for  the  four 
Companies  who  jointly  owned  the  line.  A  vacancy  now  occurring  in  the 
Managership  of  the  Eastern  and  Midlands  Line,  Mr.  Cunning  was  appointed 
to  the  post,  with  head  offices  at  Lynn.  His  health,  unfortunately,  gave  way 
shortly  after ;  but  he  manfully  endeavoured  to  cope  with  the  work,  and  did 
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not  withdraw  from  the  duty  till  the  disease  from  which  he  had  been  suffering 
paralysed  his  walking  powers.     He  died  in  July,  1901. 

My  brother,  Mr.  Kingston  Neele,  succumbed  to  fatal  illness  in  May, 
1894;  and  was  succeeded  in  the  management  of  the  West  London  and  West 
London  Extension  Lines  by  Mr.  Hamar  Jebb,  who  had  acted  as  Chief  Clerk 
at  Kensington  for  many  years,  and  had  originally  been  in  the  service  of  the 
London  and  North-Westem  Company,  at  Normanton,  during  the  time  they 
used  that  station  as  joint  occupants  with  the  lyiidland,  the  North-Eastem, 
and  the  Lancashire  and  Yorkshire  Companies. 

Two  of  our  Directors  this  year  were  removed  by  death  from  the  roll — 
Mr.  Greg  in  January,  and  Mr.  Hick  in  February,     Mr.  Greg,  who  had  been 

on  the  Board  for  twenty  years,  was  largely  interested  in  the 

CbaagM  In BoMd  cotton  trade  in  the  Reddish  district     He  was  appointed  to 

—  act  as  one  of  the  London  and  North-Westem  representatives 

Mr.  dreg  and    ^^  ^^  Manchester,  Sheffield,  and  Lincolnshire  Railway;  but 

Mr.  mok.       he  entered  on  railway  work  rather  late  in  life  to  cope  with  its 

Lord  Loch  and  intricacies.     He  told  me  that  in  endeavouring  to  trace  some 

Mr  W  R. 

jj^y^jjjl^^     family  relationships  in  Lincolnshire  he  had  discovered  that  the 

elected.        name  Greg  was  a  diminutive  from  Greygoose! — ^that  in  the 

registers  he  had  traced  the  name  from  Greygoose  to  Gregus ; 

then  to  Gregs,  and  ultimately  to  Greg.     Mr.  Greg's  position  on  the  Board 

was  filled  by  Mr.  W.  E.  Dorrington. 

Mr.  Hick  was  a  man  noted  for  his  business  capacity  in  connection  with 
steel  works  and  steel  industry  in  Bolton.  Mr.  Webb  was,  I  believe,  for  some 
years,  between  his  leaving  Crewe  and  his  return  as  Chief  Locomotive 
Engineer,  interested  in  Mr.  Hick's  undertakings.  One  of  the  Company's 
engines  retains  the  name  "  John  Hick  "  as  a  memorial  of  one  who  had  been 
a  Director  for  twenty-three  years.  The  vacancy,  thus  caused,  was  filled  by 
the  re-election  of  Lord  Loch,  who  had  retired  from  the  Board  in  1884  on 
his  appointment  as  Governor  of  Victoria. 

Another  of  those  who  had  long  been  connected  with  the  line,  whose 

death  took  place  this  year,  was  Mr.  Henry  Gaze.     He  had  in  early  life  been 

Death  of       ^^  trade  in  Southampton,  and  had  taken  up  an  excursion 

Mr.  H.  Gate,    agency  for  the  South-Westem  Railway  under  Mr.   Archibald 

Tourift  Acent  Scott's  auspices.     Mr.  Thomas  Cook  had  been  the  pronounced 

agent  for  Continental  traffic  for  the  Midland  Line.     Owing  to  the  relations 

between     the     two     lines.    Midland    and    London     and     North-Westem, 

being  somewhat  strained,  Mr.  Cook's  agency  was  not  considered  eligible  for 

us,  and  accordingly  negotiations  were  opened  with  Mr.  Gaze.     Continental 

traffic  alone  was  placed  in  his  hands ;  the  general  excursion  traffic,  which  the 

Midland  Company  entrusted  to  the  hands  of  Messrs.  Cook,  was  not  conceded 

to  Mr.  Gaze.     He  had  many  a  good  struggle  with  his  powerful  antagonist  for 

Italian,  Egyptian,  and  American  concessions,  and  made  his  name  thoroughly 

well  known  abroad.     I  desire  to  record  my  sense  of  his  integrity  and  genuine 
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worth ;  his  willingness  to  adopt  suggestions ;  his  equanimity  of  temper  and 
courtesy  for  all  the  years  through  which  our  business  relations  extended. 
The  arrangements  he  made  for  the  accommodation  of  his  clients,  and  of  the 
numerous  artizans  who  visited  Paris  on  the  occasion  of  the  Exhibition  of 
1878  were  very  extensive;  I  can  speak  hi^ly  of  the  personal  accom- 
modation I  experienced  at  his  hotel,  Chateau  d'Eau ;  and  on  the  occasion 
of  journeys  to  Switzerland  and  the  Italian  Lakes,  his  personal  introductions 
ensured  me  the  utmost  attention  at  all  his  agencies  and  hotels ;  indeed,  his 
name  appeared  to  be  a  password  to  secure  promptitude  and  civility  on  all 
hands. 

1894.  To  the  list  of  railway  men,  who  passed  away  this  year,  we  must  add 
Mr.  E.  A.  Pakeman  (9th  August)  and  Mr.  Charles  Lockhart  (21st  September), 
both  retired  officers  :  the  latter  for  some  jrears  Superintendent  of  the  North 
Stafford  Line ;  the  former  a  most  regular  attendant  at  the  Conferences  as 
Mr.  Needham's  right-hand  man. 

The  rivalry  of  Southampton  with  Liverpool  for  the  American  traffic  was 
developing  throughout  the  year,  and  the  hold  that  the  Inman-American  had 

on  some  of  the  traffic  came  under  notice  in  an  unexpected 

Atlantic       quarter.     The  Scandinavian  traffic  in  emigrants  through  Hull 

—  and  Liverpool,  as  before  explained  (see  page  367),  had  been 

via  UvmooL  ^^^  ^^^^  ^^  friendly  division  between  the  Companies  interested 

in  what  was  called  the  Humber  Agreement ;  Mr.  E.  L.  Davis, 

of  the  North-Eastem  Company,  acting  as  the  accredited  agent  for  all  the 

Companies,  his  duty  being  so  to  arrange  the  transmission  of  the  various 

arriving  groups   of    emigrants   by   the    interested    routes   that    the  agreed 

proportions  should  be  maintained.     Unexpectedly  the  news  came  that  one 

of  these  boatloads  was  destined  no  longer  from  Hull  to  Liverpool,  but  for 

the   Inman    steamers    at    Southampton ;    and    Mr.    Davis    found    himself 

requisitioned  to  arrange  their  transit  from  Hull  by  railway  through  London, 

and  then  to  Southampton — services  and  routes  not  contemplated  by  the  old 

Humber  arrangement,  and  in  direct  competition  with  the  majority  of  the 

Companies  working  in  friendly  alliance  over  the  routes  to  Liverpool. 

The  question  of  time  occupied  in  Atlantic  voyaging,  comparing  the 
Southampton  route  with  the  Liverpool,  was  one  which  gave  rise  to  debate 
week  by  week ;  but  there  was  always  some  question  of  allowance  for 
Queenstown  stoppage  that  made  it  difficult  to  say  that  there  was  any 
decided  advantage  for  the  one  route  over  the  other.  As  an  instance,  on  14th 
March,  the  passengers  from  the  "Teutonic,"  Liverpool  route,  arrived  at 
Euston  at  2.16  p.m. ;  those  by  the  "New  York,"  Southampton  route,  arrived 
in  London  2.55  p.m.  It  was  felt  by  the  Liverpool  Companies  that  a  great 
advantage  was  attached  to  Southampton  in  their  announcement  of  a  fixed 
uniform  hour  for  the  steamer  and  for  the  special  train  from  Waterloo  run 
regularly  in  connection. 
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At  Liverpool  the  depth  of  water  over  the  "  bar  '*  did  not  always  allow  of 
the  fixed  hour  for  sailing,  for  the  most  part  a  "  tender  "  had  to  be  despatched 

to  convey  the  Passengers  to  the  steamer  lying  in  the  Mersey ; 
^JScnSl^'^  the  specials  from  Euston  were  run  at  varpng  hours  to  suit  the 

sailing,  and  passengers  had  the  disadvantage  and  expense  of 
Omnibus  transit,  no  matter  how  well  organized,  between  the  terminus  and 
the  landing  stage. 

The  Cunard  Company  through  the  persistent  agitation  of  their 
Manager,  Mr.  Boumphrey,  had  expressed  themselves  dissatisfied  with  the 
Bteamship  accommodation  afforded  by  the  Port  Authorities  at  Liverpool, 
Ckxmpasies'  and  had  raised  the  question  of  following  the  Inman  Company, 
oomiOaintB.  ^^^  removing  their  service  to  Southampton.  The  Corporation 
and  the  Dock  board  were  stirred  to  activity,  the  dredging  and  removal  of  the 
Bar  at  the  mouth  of  the  Mersey  was  pushed  on  with  vigour,  so  as  to  render 
possible  fixed  and  regular  embarkation  hours  suitable  to  all  classes  of 
passengers  using  the  Port  of  Liverpool.  Mr.  Ismay,  as  the  manager  of  the 
White  Star  Line  and  as  a  Director  of  the  North-Western  Railway,  joined 
Mr.  Boumphrey,  and  urged  that  both  the  Railway  Companies  and  the  Port 
Authorities  should  do  more  in  the  matter.  He  was  altogether  discontented 
with  the  Omnibus  Service,  and  contended  that  if  it  was  continued  it  should 
not  be  a  tax  on  the  Passengers.  Owing  mainly  to  his  strongly  expressed  views 
Mr.  Harrison  developed  a  proposal  for  allowing  Passenger  trains  to  pass 
through  Waterloo  Station,  the  L.  &  N.-W.  Goods  Depdt  at  Liverpool, 
and  there  to  join  the  city  authorities  in  their  scheme  for  a  connecting  line 
to  enable  these  passenger  trains  to  cross  the  main  street,  and  to  use  as  the 
terminus  a  commodious  station  at  the  Pierhead,  alongside  the  landing  stage ; 
the  work  was  energetically  taken  in  hand  and  no  time  was  lost  by  our 
Engineer  or  the  city  authorities  when  once  the  scheme  was  sanctioned. 

Very  shortly  after  New  Street  Station,  Birmingham,  had  been  doubled 
in  its  width  of  lines,  and  in  the  opening  of  the  central  cab  drive  and  Midland 

train  platforms  on  the  west  side,  it  became  evident  that  the 

j^^  two  hnes   between   New  Street  and   Proof   House  Junction 

Birmlnghani    were  totally  inadequate  for  the  traffic,  even  though  a  small  portion 

^*^  ^    of  Midland  residential  traffic  had  been  removed  from  the  Camp 

Hill  route.     The  south  tunnel  had  to  be  doubled,  and  it  was  wisely  decided 

to  adopt  Mr.  Frank  Stevenson's  plan  for  doing  away  with  the  obstruction  of 

the  old  Grand  Junction  Line,  which  was  continually  being  intersected  by 

shunts  into  and  out  of   Curzon    Street  Goods  Yard  towards  the  south, 

from  the  roads  called  "Cheapside"  and  "  Whitcchapel,"  by  the  shunters. 

The   whole   of    this    level    of   lines    was    left    entirely   free    for    Goods 

Traffic     by     carrying     separate      Passenger     lines    from     Vauxhall     on 

arches    raised     on      the    arches    of     the    old     Lawley    Street     Viaduct, 

attaining  such  an  elevation   as  to  pass  above  the  shunting  lines,  and  to 
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effect  a  junction  with  the  main  line  a  little  to  the  North  of  the  old  Proof 
House.  Nor  was  this  all :  the  serious  accident  at  the  old  Derby  Junction^ 
on  27th  May,  1892,  where,  through  a  mistaken  reading  of  the  signals,  the 
Midland  train  from  Derby  had  run  into  and  cannoned  against  the  North- 
western train  throwing  the  latter  partially  over  the  Universe  Works  Viaduct, 
had  shewn  an  entanglement  of  working  which  both  the  Midland  and  North- 
western Company  were  interested  in  avoiding,  and  the  two  additional  lines 
mentioned  on  page  396  were  now  extended  through  the  widened  tunnel,  and 
removed  entirely  the  endless  detentions  and  intersections  to  which  for  nearly 
50  years  the  traffic  had  been  exposed. 

On  1 2th  August,  the  large  upper  island  platform  at  Willesden 

Junction  was  brought  into  use ;  one  of  the  most  serviceable  changes  effected  at 

wuiesden      that  busy  station.    The  double  staircases  were  closed  and  single 

Junctton.      stairways  led  to  the  broad  upper  platform ;  the  old  Richmond 

^>99ni3ig  of     Line  was  kept   for  goods  traffic  only.     No  more  was  there 
Upper  Island  r  o  ^ 

Platform,      ^"X  running  from  one  set  of  platforms  to  another  to  and  the 

12th  August*  1894.  quarter  hour  city  train  just  gone.     All  the  trains  for  the  city 

started  from  one  side  of  one  platform,  while  from  the  other  side  all  the  trains 

for  Kensington,  for  Richmond,  for  Ealing,  took  their  departure.     It  had  been 

said  that  the  great  feature  of  Willesden  Junction  was  "the  way  out ; "  the  station 

was  like  debt,  easy  to  get  into,  but  hard  to  get  out  of !    Passengers  found  at  first 

some  difficulty  in  understanding  that  the  off  side  of  the  coaches  had  to  be 

used  at  this  new  upper  platform,  but  time  seems  to  have  educated  the  public 

up  to  the  arrangement.     At  first  there  were  not  a  few  instances  of  people 

getting  out  on  the  wrong  side  with  the  up  trains,  but  very  strangely  with  the 

down  trains  such  mistakes  never  arose. 

The  transferring  of  the  lines  in  connection  with  this  work  deserves  mention ; 

the  whole  was  carried  out  under  the  supervison  of  Mr.  Williams,  the  District 

Engineer,  between  midnight  on  Saturday  and  7  o'clock  on  Sunday  evening : 

some  300  men    being    employed   in   effecting   this    smart   transformation ; 

the  whole  of  the  lines  on  the  upper  level  had  to  be  re-arranged,  new  points 

and  crossings  put  in,  new  signals  fixed  and  old  ones  taken  away. 

The  year  had  been  very  free  from  accidents  of  any  serious  character, 
but   the   favourable  record  was  painfully  broken    on    December   22nd,   the 
Accident  at     Saturday  before  Christmas  Day,  when  one  of  the  afternoon  up 
Chelford,       trains  from  Manchester,  on  nearing  Chelford,  came  into  collision 
S4th  Dea,  I8M.   ^jjjj  ^  wagon  that  had  at  the  moment  been  thrown  off  the  line  in 
shunting  operations  on  the  down  line  there;  the  consequences  were  disas- 
trous ;  no  less  than  14  passengers  were  killed,  79  injured,  including  6  of  the 
Company's  sevrvants,  and  the  line  at  Chelford  hopelessly  blocked.    The  tidings 
of  the  terrible  accident  came  to  me  by  special  message  as  I  was  enjoying  the 
society  of  family  friends  at  the  dinner  table,  and  overshadowed  the  party  with 
sadness.    It  was  arranged  to  stop  the  midnight  train  at  Watford  for  me  to  join 
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the  manager,  who  went  down  to  the  scene  of  the  accident  by  that  train.  It  was  a 
sad  and  melancholy  journey ;  we  knew  not  the  whole  extent  of  the  mischief, 
nor  was  the  cause  of  it  clear  by  telegram.  From  Crewe  we  had  to  proceed 
by  special  as  the  Manchester  traffic  had  to  be  diverted  from  its  accustomed 
route,  the  lines  at  Chelford  being  blocked. 

Arrived  at  Chelford  a  serious  scene  of  blockage  presented  itself.  The  dead 
and  the  injured  had  been  removed  and  the  uninjured  passengers  had  for  the 
most  part  been  sent  on — some  to  Crewe  by  one  of  the  trains  which  had 
brought  down  assistance ;  others  back  to  Manchester.  The  two  engines  of 
the  express  train,  4.15  p.m.  from  Manchester,  lay  in  a  heap;  the  leading 
engine,  "  Zygia,"  which  had  run  off  the  line  up  a  ramp  which  existed  in  the 
centre  of  the  up  platform,  had  turned  over  on  its  side,  falling  across  the  up 
line  and  bringing  the  train  to  a  dead  stop ;  its  tender  lay  on  the  ramp ;  the 
second  engine  of  the  train,  "  Express,"  close  to  "  Zygia,"  but  all  its  wheels  off 
the  line.  Then  came  four  Great  Western  Company's  carriages,  all  upright, 
but  badly  damaged;  three  of  them  were  modem,  massive  vehicles;  the 
fourth  was  an  old,  small  four-wheeler,  built  as  far  back  as  1867,  which, 
strange  to  say,  had  stood  the  shock  uninjured.  The  next  five  carriages  were 
London  and  North-Western  stock,  all  very  seriously  damaged,  mixed  and 
piled  up  with  debris  of  wagons;  these  injuries  must  have  been  caused  by 
the  breaking  up  of  the  empty  goods  wagon,  dragged  and  jammed  between 
the  passenger  coaches  and  the  portion  of  the  goods  train  which  stood  on  the 
down  line. 

The  mishap  was  inquired  into  both  by  coroner's  inquest  and  by 
Major  Marindin  for  the  Board  of  Trade;  and  it  was  clear  that  during 
shunting  operations  with  the  down  goods  train,  one  truck,  that  had  been  set 
back  to  the  stationary  portion  of  the  goods  train,  must  have  recoiled  and 
fouled  the  shunting  siding  at  a  time  another  shunt  was  being  made;  and 
by  the  blow  thus  received  the  loose  truck  was  knocked  off  the  down  line, 
and  hurled  foul  of  the  up  line,  just  as  the  express  came  thundering  along  at 
sixty  miles  an  hour  to  its  terrible  fate.  The  total  cost  of  this  accident 
in  compensation  to  passengers  was  upwards  of  ;^3 5,000,  in  addition  to  the 
cost  of  the  damaged  rolling  stock. 

1896.    The  Time  Tables  for  February  contained  the  announcement  as  to 

free  conveyance  between  the  station  at  Lime  Street  and  the  Landing  Stage,  which 

Advmnoe  in     ^^  °"^  ^^  ^^'  Ismay's  recent  proposals.     The  notice  stated 

Arrangements  that  passengers  from  London  (and  their  baggage)  for  America, 

'^Ti^**°    proceeding  by  White  Star,  Cunard,  Allan,  and  Dominion  Lines, 

—  also  by  the  American  Line  to  Philadelphia,  are  now  conveyed 

ftom  station  to  ^^^^  ^^  charge  from  Lime  Street  Station  to  the  Landing  Stage 

steamer,       or  to  Alexandra  Dock.     All  porterage  charges  at  the  Landing 

°™*'^'  ^®*'  Stage  or  dock  have  been  abolished.    This  latter  clause  removed 

from  the  Liverpool  route  one  of  the  petty  but  aggravating  annoyances  to  which 
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the  American  passengers  had  been  ahnost  legally  exposed :  for  the  dock  porters 
were  licensed  servants  of  the  Dock  Board,  and*  were  authorised  to  make 
specific  charges,  per  scale,  for  every  article  carried  to  and  from  the  steamers. 

An   arrangement   for  improving  the   mail  service   on   Saturda3rs,  from 
London  for  New  York,  via  Queenstown,  had  for  some  time  been  under  con- 
sideration, by  which  the  London  public  gained  the  whole  of 

Saturday  after-  ^^e  midday  business  hours  of  Saturday,  and  the  delay  of  the 

&00D  Postal 
Service,  London  Mail  steamer  at  Queenstown  on  Sundays,  waiting  for  the  night 

to  Queenstown  Irish  mail  of  Saturday  from  London,  was  avoided.     The  new 
etb  AprlL  1880.  service  was  inaugurated  on  Saturday,  6th  April.    The  departure 
from  Euston  was  4.10  p.m.  (instead  of  8.20),  and  there  followed 
a  corresponding  earlier  departure  from  Kingstown,  and  arrival  at   Queens- 
town, the  Cunard  Company  agreeing  to  adopt  the  changes. 

The  timing  was  as  under : — 

p.m.  p.m.  pbOi. 

Euston depart    4  10  ...  Boat  sails      10  30 

Chester 8  20  8  25                                                   a.m.  a.in. 

Bangor 9  44  9  47  Kingstown    i  50  27 

Holyhead  Station      ...  10  16  10  17  Amiens  Street  Dublin...    2  22  2  30 

Holyhead  Pier   ...  arr.  10  25  ...  Queenstown 6  45 

there  being  thenceforward  no  service  on  Saturday  nights  by  8.20  Irish  Mail 
for  America. 

The  postal  and  public  expectation  was  that  by  this  arrangement  letters 
would  arrive  in  New  York  sufficiently  early  on  Fridays  to  enable  replies  to  be 
sent  by  the  steamers  leaving  there  next  day ;  and  the  ensuing  summer  was 
expected  to  witness  some  further  "records"  in  the  way  of  communication 
between  London  and  New  York. 

The  supply  of  new  Dining  Saloons  was  now  sufficient  to  provide  further 

T^  1       accommodation  to   travellers,   and   in    March    an    announce- 
Larger  Dining  ' 

Saloons  for     ment  appeared  that  Improved  Dining  Saloons  were  to  be  put 

Liverpool  and  [^  circuit  between  London  and  Liverpool,  and  London  and 
Manchester.  . 

Manchester;    a   separate    Dining   Saloon    bemg  run   on    the 

5.30  p.m.  train  for  Liverpool ;  while  a  new  type  of  dining  saloon,  upwards  of 

sixty  feet  in  length,  capable  of  seating  twenty  passengers,  was  run  by  the 

same  train  London  to  Manchester. 

In  July  an  arrangement,  which  had  long  been  asked  for  by  the  City  of 

^    ^  -^     ^   Dublin  representatives,  to  extend  the  luncheon  facilities  to  the 
Breakfast  and  .  '^ 

Luncheon  Gars  Mail  train  was  also  announced — a  breakfast  and  luncheon  car 
for  Irish  naiL   being  run  on  the   7.15  morning  Mail  from  Euston  and  one 
for  luncheon  and  tea  on  the  up  Mail  leaving  Holyhead  11.30  a.m. 

The  new  depot,  which  the  Company  had  erected  in  Sheffield  for  goods, 
cattle,  mineral,  and  parcels  traffic,  a  branch  from  the  Manchester,  Sheffield, 
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OoodB  Station  at  ^"^   Lincolnshire  (over  whose    extension   from   Chesterfield 
Sheffleld  opened  northwards   the   London  and   North-Western   Company   had 
Hi  June,  1898.    running  powers)  was  opened  for  traffic  on  ist  June. 

The  quadrupled  lines  between  Bamfurlong  and  Wigan,  as  well  as  the 
whole  of  the  enlarged  platforms  and  widened  lines  at  Wigan,  came  into  use 
Qmulropio^    in  February.      So  also  did  the  tardily  constructed  additional 
l«int«.         lines  between  Sandbach  and  Crewe  in  July. 

The  six  miles  of  doubling  between  Standish  and  Euxton  was  in  a 
forward  state,  and  would  be  opened  in  the  autumn;  the  double  junction 
at  Euxton  enabled  the  North-Western  expresses  to  pass  direct  on  to  the 
quadrupled  lines  of  the  "North  Union,"  so  that  the  trains,  both  of 
Lancashire  and  Yorkshire  Company  and  London  and  North-Western,  could 
travel  simultaneously  towards  Preston  and  vice  versa. 

The  July  Time  Tables,  the  last  in  which  my  name  appeared  as  Superin- 
tendent of  the  Line,  contained  a  notice  of  the  expected  opening  of  the  new 

line  between  Daventry  and   Leamington;   the  opening  was, 

Leamington    however,  postponed  till  ist  August.     The  stations  shewn  on 

^^^'^         the  Branch  table  were  Daventry,  Braunston,  Flecknoe,  Napton 

and  Stockton,  Southam  and  Long  Itchington,  Leamington  (Avenue).     An 

alternative  route  to  Leamington,   Kenilworth,  and    Birmingham,  avoiding 

^ugby,  was  thus  made  available  from  the  South. 

An  acceleration  to  Scotland  (Aberdeen)  by  the  8.0  p.m.  from  London 
was  announced  to  take  effect  by  the  July  Time  Tables,  which  brought  about 

one  of  the  manifestations  of  rivalry  between  East  and  West 
tion,  Jnly,  1896l  Coast  routes,  and  led  to  some  very  exceptional  runnmg  on  both 
followed  byiaoe  sides;  but  we  have  the  highest  authority  for  saying  "it  was  not 
in  Angnst^  racing  " — ^it  looked  like  it,  however.  With  the  object  of  insuring 
the  connection  during  summer  at  Aberdeen  with  the  Great  North 
of  Scotland  train  for  Deeside  at  8.5  a.m.,  the  8.0  p.m.  from  Euston,  which 
had  up  to  the  end  of  June  been  timed  to  arrive  at  7.50,  was  made  7.40,  com- 
mencing ist  July;  the  arrival  at  Carlisle  (heretofore  2.25)  being  shewn  as 
2.20  a.m.  This  very  small  acceleratiop  was  challenged  by  the  East  Coast 
Companies,  and  in  return  for  their  move  forward  it  was  decided  to  accelerate 
further  in  August,  and  an  arrival  at  Carlisle  at  2.0,  and  Aberdeen  7.0  was 
announced ;  but  this  timing  was  soon  abandoned,  for  so  wild  did  the  rivalry 
run,  that  on  August  19th  its  acceleration  by  the  two  routes  had  reached  the 
nominal  schedule  of  5.40  a.m.  for  the  East  Coast,  and  5.35  for  the  West  Coast 
arrival  at  Aberdeen.  The  actual  arrival  on  the  morning  of  the  20th  August 
being  :  West  Coast  5,15,  and  East  Coast  5.31.  In  September  the  Time  Table 
shewed:  Carlisle  1.45,  Aberdeen  6.25;  in  October,  Carlisle  1.58,  Aberdeen 
6.30;  in  November  the  old  standard  was  resumed,  and  an  arrival  Carhsle 
2.10,  Aberdeen  7.15,  was  announced. 

Now,  there  was  really  nothing  gained  by  the  arrival  at  6.25  or  6.30  in 
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Aberdeen.  The  hotels  were  not  open  for  their  regular  work ;  the  discomfort 
of  unprepared  breakfast  tables,  or  the  accompaniment  of  dusting  damsels  in 
the  coffee-room,  were  travellers*  annoyances  rather  than  conveniences.  The 
hour  earlier  into  Aberdeen  was  a  drawback  rather  than  a  benefit.  However, 
after  the  end  of  July  it  ceased  to  be  any  part  of  my  duty,  and  fell  to  the  lot  of 
my  successor,  to  watch  the  daily  morning  reports  shewing  how  we  had  kept 
our  time  at  Carlisle ;  how  our  allies  had  done  their  work  to  Aberdeen,  and 
whether  our  rivals  had  kept  ahead  of  us  or  whether  we  had  scored  a  success. 

Although  it  was  not  till  the  July  issue  of  the  London  and  North-Westem 

Time  Tables  that  the  notice  of  the  opening  of  the  Riverside  Station  in 

ODeniiur  of     Liverpool  appeared,  so  rapid  and  energetic  were  the  steps  taken 

Riverside      to  complete  the  Railway  route  through  Waterloo  Goods  Station 

station  at     jq  ^jjg  pjg^  Head,  that  as  early  as  the  12th  June  the  certificate 
UverpooL 

of  the  Board  of  Trade  was  received  at  the  Mersey  Docks  and 

Harbour  Board  Offices,  giving  permission  to  that  body  to  open  the  Riverside 
or  new  Pier  Head  Station  for  traffic.  At  the  same  time  the  troubles  of 
Pluckington  Bank  and  the  difficulties  of  the  Mersey  Bar  had  been  conquered, 
and  a  landing  stage  erected  with  the  channel  and  river  bed  so  deepened  that 
the  largest  Atlantic  Liner  could  come  alongside  at  any  state  of  the  tide. 

It  was  accordingly  arranged  that  a  special  train  conveying  the  American 

travellers  should  be  run  to  serve  the  departure  of  the  White  Star  steamer 

DeDarture  of    "  Germanic,"  which,  thus  on  the  1 2th  June,  was  the  pioneer  of 

"Germanic"    the  new  enterprise.    The  train  of  five  coaches  from  Lime  Street 

^SS  j^^'mS*  ^^^  about  forty  or  fifty  passengers  in  it.     The  steamer,  456  feet 

long,  45  feet  broad,  with  tonnage  5,065,  drawing  24  feet  3  inches, 
lay  alongside  the  Landing  Stage,  and  left  with  a  full  complement  of  saloon  and 
steerage  passengers  and  cargo,  at  2.15  p.m.  for  New  York. 

The  Cunard  steamer  "  Catalonia  "  and  White  Star  "  Teutonic "  arrived 
from  New  York  and  landed  passengers  at  the  Stage  same  day. 

On  June  15th  the  Cunard  steamer  "Campania"  embarked  her  saloon 
passengers  at  the  Landing  Stage  for  New  York.     This  vessel  drew  an  average 

of  twenty-eight  feet.     The  special  from  Euston  was  timed  to 

ftomEuBtonto  ^^^^^  at  12.0  noon,  and  to  arrive  at  Riverside  at  4.15  p.m. 

Riverside,      The  train  stopped  at  Edge  Hill,  where  the  express  engine  was 

Jnnei^'^^  detached,  and  one  more  suitable  to  the  Waterloo  tunnel  and 

sharp  curves  of  the  extension  line  was  coupled  on.  The  route 
between  Waterloo  Station  and  the  terminus  had  to  be  taken  very  slowly,  the 
whole  Line  being  crowded  with  people.  A  large  number  of  saloon  and  second- 
class  passengers  travelled  by  the  train,  and  great  interest  centered  in  the 
embarkation  of  the  passengers  and  the  transference  of  their  luggage  to  the 
liner.    The  vessel  left  the  stage  to  the  cheers  of  a  vast  concourse  of  people. 

Same  day,  later  in  the  evening,  the  "  Umbria  "  arrived  from  New  York 
with  some  600  passengers,  and  landed  them  at  the  Stage  successfully.    A  train 
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of  twenty  carriages  was  in  readiness  at  the  Riverside  Station  shortly  after  8.0 
p.m.,  and  the  London  passengers  started  thence  for  the  Metropolis,  thus 
establishing  a  system  of  rapid  transit  for  the  American- London  traffic  un- 
attained  and  hitherto  unattainable  by  any  other  route. 

The  Liverpool  newspapers  of  the  day  hailed  the  opening  as— 

"  enabling  authoritative  contradiction  to  be  given  to  the  many-published  aspersions  on  the 

Port  of  Liverpool,  still  in  active  circulation  throughout  both  hemispheres, 

UT8rpo(^  Preaa  and  to  enable  the  tables  to  be  turned  on  to  competitors  by  the  equally 

authoritative  statement  that  it  is  now  possible  for  the  American  traveller  to 
reach  London,  via  Liverpool,  in  fourteen  hours  less  time  than  he  has  ever 

done,  or  is  likely  to  do  for  years  to  come,  via  Southampton  ; " 


on  the 
New  Borvioo. 


and  basing  their  calculation  on  the  fastest  time  made  by  two  steamers  plying 
to  Southampton  and  Liverpool  respectively,  they  gave  the  following  table : — 


NEW  YORK  TO  LONDON,   VIA 
QUEENSTOWN. 

D.  H.  M. 

From  Sandy  Hook  Lightship  to 
the  Mersey  Bar,  including  deten- 
tion off  Queenstown   5  19  33 

(Add  from  wharf  to  lightship) o    i  50 

Mersey  Bar  to  Rock  Light    o    o  35 

From    Rock    Light    to    alongside 

Stage     010 

Landing  and  examining  baggage, 
and  loading  up  same  in  train  at 
Liverpool o    o  40 

Rail  journey  from  Liverpool  to 
London     o    3  50 


Total— New  York  Wharf  to  London  6    3  28 


NEW  YORK  TO  LONDON,   VIA 
SOUTHAMPTON. 

D.  H.  M. 

From    Sandy  Hook    Lightship   to 

Southampton  Dock 6  13  26 

(Add  from  wharf  to  lightship) o    I  50 

Landing  and  examining  baggage, 
and  loading  up  same  in  train  at 
Southampton    o    o  40 

Rail  journey  —  Southampton  to 
London o    i  45 


Total— New  York  Wharf  to  London  6  17  41 


There  was  some  intention  at  first  of  calling  the  new  station  the  "Atlantic 
Station,"  and  it  was  so  designated  in  the  Liverpool  papers  as  late  as  the  6th 
of  June,  on  which  day  Mr.  Shaw  and  I  paid  a  visit  to  the  place  and  thoroughly 
canvassed  its  mode  of  working.  "Riverside"  was  finally  adopted,  and  in 
the  July  Time  Tables  the  opening  of  this  completed  thoroughfisure  between 
London  and  America,  facilitating  the  transit  of  passengers  to  an  unprecedented 
extent  through  the  Port  of  Liverpool,  and  resulting  in  giving  almost  a  monopoly 
there,  to  the  Euston  route,  is  thus  announced  : — 

OPENING  OF  RIVERSIDE  STATION,  LIVERPOOL. 

*'The  special  trains  run  between  Liverpool  and  London  by  the  London  and  North* 
Western  Railway  Company  for  American  travellers,  now  arrive  at  and  depart  from  the  new 
Riverside  Station  at  Liverpool,  adjoining  the  Landing  Stage,  at  which  the  Atlantic  steamers 
are  berthed.  By  the  arrangement  now  brought  into  force,  the  baggage  of  passengers  arriving 
from  America,  directly  it  passes  through  the  Custom  House  is  placed  in  the  train  which  is 
standing  in  readiness  to  start ;  and  both  for  in-coming  and  out-going  travellers  the  expense 
and  inconvenience  heretofore  experienced  in  crossing  the  City  of  Liverpool  have  been 
entirely  done  away  with."* 
29 
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These  trains  had  dining  saloons  attached,  and  completed  the  joumey  in 
four-and-a-quarter  hours.  They  have  since  expanded  into  the  splendid 
corridor  service,  running  with  the  greatest  ease  without  stop  from  Euston  to 
Riverside  Station  in  four  hours,  in  connection  with  every  important  Atlantic 
Liner. 

The  official  opening  ceremony  took   place  on   the  loth  of  July.    A 

Luncheon,  on  "  the  inauguration  of  the  Riverside  Station,"  being  given  under 

inaixffiiTai      ^^^  auspices  of  the  Mersey  Docks  and  Harbour  Board.     "  Nee 

Banquet^       non  mare  separat  tngens"  was  the  motto,  and  the  toasts  were 

loth  July.  MSB.  **T|^g  Queen,"  "The  President  of  the  United  States,"  "Success 

to  the  Atlantic  Trade."   The  chief  celebrities  of  Liverpool  were  there,  together 

with  Steamboat  Representatives  and  those  of  the  Railway  Companies.     The 

luncheon  was  given  in  the  large  room  allotted  to  the  Customs  department  for 

the  reception  of  passengers'  luggage  prior  to  examination. 

The  Shazada  was  a  visitor  to  England  this  year ;  for  the  most  part  his 
journeys  were  in  the  hands  of  Messrs.  Cook,  and  M.  Doss^,  the  Superin- 
tendent of  the  Queen's  journeys  on  the  Continent.      With 
Bhaiada'i      reference  to  the  Shazada 's  visit  to  Birmingham  and  to  Liverpool 
mr^^t^       I  had  occasion  to  call  on   Captain  Fitzgerald  at  Dorchester 
June  nh,  189B.   House ;   it  was  settled  that  the  journey  to  Birmingham  should 
be  made  on  the  Sunday,  June  9th,  and  accordingly  I  saw  him 
off  from  Euston  at  4.10.      Next   day  he  was  to  spend   in   Birmingham, 
proceeding  to  Manchester  in  the  afternoon. 

Mr.  Cook,  junior,  and  M.  Doss^  were  at  New  Street  Station,  and  this 
was  the  first  time  I  had  spoken  to  the  Queen's  Continental  Courier. 

The  Shazada's  train  was  appointed  to  leave  at  4.0 ;  early  in  the  afternoon 
a  request  came  to  postpone  till  5.0.  This  was  inconvenient  enough,  but  when 
5  o'clock  arrived,  the  Oriental  Prince  had  not,  and  tidings  came  that  he  was 
still  at  Kynoch's  Ammunition  Works  inspecting  their  cartridge  and  gunpowder 
factories.  The  crowd  at  the  station  became  larger  and  larger,  and  it  was  not 
till  5.50  that  Messrs.  Byng  and  Fitzgerald  were  able  to  bring  their  tardy 
charge  to  the  station.  Then  our  special  train  ran  well  to  Manchester — the 
destination  of  the  Shazada — the  most  unpunctual  potentate  I  ever  had  to 
deal  with. 

The  greatest  railway  event  of  the  year  was  the  assembling  at  London  of 
the  "  International  Railway  Congress,"  the  visit  extending  from 

Congress.  The  General  Managers  had  had  the  arrangements  for   the 

Meeting  in     reception  under  consideration  since  some  time  in   1893,  and 

London,        ^j.  ^y   ^  Acworth  was  appointed  Secretary  to  the  Committee 
June-July,  I8M.  r^     K      -, 

delegated  to  carry  out  the  details. 

The  English  Companies  vied  with  each  other  in  placing  their  lines  at  the 
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disposal  of  members  of  the  Conference,  at  the  same  time  bringing  imder 
their  notice  the  chief  traffic  points  for  which  each  line  formed  the  direct 
communication. 

The  ceremonial  opening  of  the  Congress  took  place  on  Wednesday, 
June  26th,  at  the  Imperial  Institute,  by  H.R.H.  the  Prince  of  Wales,  and  a 
reception  in  the  evening  at  the  Foreign  Office  by  Mr.  Bryce  the  President  of 
the  Board  of  Trade — ^the  Prince  of  Wales,  the  Duke  of  Cambridge,  and  the 
Duke  of  Saxe  Coburg  being  present. 

The  next  three  days  in  the  week  were  alloted  to  visits  to  various  towns, 
docks,  railway  works  (locomotive,  wagon,  carriage),  goods  depdts,  &c.,  the 
members  selecting  in  advance  whichever  seemed  best  to  suit  their  studies  or 
curiosity. 

A  large  number  availed  themselves  of  the  trip  to  Crewe  Works  on 
Thursday,  proceeding  in  the  afternoon  to  Liverpool  for  the  night ;  then  on  the 

following  morning  they  visited  the  Gridiron  Sidings  at  Edge 

vlBitof       Hill,    proceeding    afterwards    to  the  Wagon  Works  of  the 

CrewaWorkH.    Company  at  Earlestown.     The  number  by  this  excursion  was 

so  large  that  personal  attention  by  Mr.  Webb,  Mr.  Footner, 

or  Mr.  Emmett  was  impossible.     Very  clear,   descriptive  pamphlets  were 

supplied  by  Mr.  Webb  for  the  works  at   Crewe,   with  illustrations  of  the 

chief  t)rpes   of   locomotives,    while    Mr.    Footner   put   out    an   illustrated 

description  of  the  "  Gridiron  "  shunting  sidings  at  Edge  Hill,  an  amplification 

of  the  report  on  the  subject  which  had  been  submitted  ten  years  previously  to 

the  Congress  at  Brussels,  photographic  views  being  given  of  the  sidings,  the 

process  of  shunting,  the  "  chain  drag  "  at  rest  and  in  action,  &c. 

Those  who  selected  the  second  day  for  their  excursion  from  London  to 
Crewe  were  very  few  in  number,  but  they  had  the  advantage  of  being 
personally  received  by  Mr.  Webb  and  she^vn  over  the  works  by  him,  a 
compliment  they  highly  appreciated,  and  expressed  their  views  accordingly  at 
the  luncheon  given  them  at  Crewe,  at  which  one  of  the  new  Directors, 
Mr.  Dorrington,  presided. 

On  the  Saturday,  the  third  day  of  excursions,  many  of  the  foreign 
delegates  visited  Wolverton  Works,  and  here  Mr.  Park  had  arranged  to  "  go 

one  better  "  than  Crewe,  inasmuch  as  the  illustrated  pamphlet 

w^^r^     he  presented  to  each  visitor  had  the  needful  information  in 

French  as  well  as  in  English,  an  attention  much  prized  by  the 

foreign  visitors,  who  paid  this  visite  des  Ateliers  de   Voitures  d  Wolverton^ 

Samedi  2gjuin, 

The  sectional  and  various  meetings  of  the  Congress  took  place  during 
the  week,  dealing  with  a  list  of  very  diversified  railway  questions,  electric 
traction,  signal  colours,  decimal  system,  speed  of  merchandise  transport, 
station  working,  facilities  for  light  railways.  The  Secretaries  gave  in  French 
and  in  English  resumes  of  the  various  papers,  and  the  President  of  the  sections 
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at  the  conclusion  of  the  debates  gave  his  views  partly  in  English — when  he 
called  attention  by  commencing  "  Shentlemans  !  " — partly  in  French — when 
"  Messieurs  "  was  the  signal  for  the  change  of  language.  Mr.  Eddy,  with  his 
New  South  Wales  experience,  was  en  evidence  at  most  of  the  debates. 

Lord  Stalbridge,  as  President  of  the  Congress,  was  in  the  Chair  at  the 
first  banquet  given  by  the  Railway  Companies'  Association,  at  the  Imperial 

Institute,  on  the  2nd  July — a  reception  following  afterwards. 

I  ^n^^TiMii  ^'  Dubois  and  M.  Leon  Say  were  on  his  lordship's  right  and 

tuta,         left  hand  respectively,  and  among  his  supporters  were  M.  J. 

—  De  Roosevelt,  Chevalier  Bilinski  (Austria),  M.  Kossuth,  Lord 

Frotldent      Balfour  of  Burleigh,  and  Sir  F.  Abel.    The  toast  following  that  of 

"  The  Queen,"  was  "  The  Sovereigns  and  Chiefs  of  other  States 

who  are  friends  and  allies  of  the  Queen  of  England,  and  represented  at  this 

Congress."    On  the  subsequent  Monday  (8th),  a  dinner  was  given  to  the 

whole   of  the  Delegates   at  the   Crystal   Palace,  followed    by  a  splendid 

display  of  fireworks ;  but  the  crowning  mark  of  distinction  extended  to  the 

Railway  Companies'  Congress,  lay  in  the  Royal  Reception  at  Windsor. 

Owing  to  the  hour  for  Divine  Service  clashing  with  the  arrival  of  the 
delegates,  some  difficulty  was  unfortunately  experienced  in  obtaining  admission 

to  St.  George's  Chapel  and  the  beautiful  adjacent  mausoleum 

Windsor.       ^^  ^^^  Duke  of  Clarence.     Many  of  the  ticket-holders  passed 

on  to  the  Castle  Grounds  without  availing  themselves  of  the 

permission  to  view  these  buildings ;  but  on  the  whole  the  delegates  must  have 

been  much  gratified  by  their  visit ;  the  full  extent  of  the  Castle  Grounds  being 

thrown  open. 

A  large  number  of  selected  Foreign  Railway  Representatives  were 
presented  to  Her  Majesty  at  the  chief  entrance  to  the  Castle ;  among  those 
upon  whom  the  distinction  was  conferred  being  Mr.  Eddy,  as  the  Railway 
Representative  of  New  South  Wales. 

The  "Windsor  uniform"  was  worn  by  those  about  the  Court,  and  it 
appeared  to  me  to  be  singularly  unbecoming.  I  scarcely  recognized  at  first 
my  friends  of  the  Queen's  Household — Sir  Fleetwood  Edwards,  Lord 
Breadalbane,  Mr.  Muther,  and  Lord  Edward  Pelham  Clinton ;  but  with  them 
at  Windsor  on  this  occasion  I  had  my  parting  interview. 

I  lost  no  less  than  three  of  my  very  old  railway  friends  this  year.     On 

2ist  January,  Mr.  J.  N.  Brown,  who  had  been  the  General  Manager  of  the 

Deaths  of      South  Staffordshire  Line,  as  well  as  ot   the  Cannock   Chase 

Mr.  J.N.BrowxL  Colliery   Company    (see    page    63),     died    very  suddenly    in 

MUT.  Hi. 

Woodhouse.     Birmingham,  where  he  had  been  attending  a  meeting  of  the 

Mr.  8.  Grew.     Birmingham   District  and  Counties   Bank,  of  which   he  was 

Chairman.    He  had  commenced  his  business  career  in  Birmingham,  with  the 

late  Mr.  Robert  Howson,  of  Pickfords,  moving  afterwards  to  Gloucester,  as 

Manager  of  the  Midland  Goods  Department  there,  whence  he  was  selected 
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for  the  post  of  Goods  Manager  on  the  South  Stafford.  After  leaving  that 
Railway,  on  its  absorption  by  the  London  and  North-Westem  Com- 
pany, he  became  Director  on  numerous  undertakings  in  the  district :  the 
■Gloucester  Wagon  Company,  the  Patent  Shaft  and  Axle  Company,  the 
South  Staffordshire  Water  Works,  the  Cannock  Chase  Coal  Company,  and 
others.     He  died  in  his  seventy-fourth  year. 

Mr.  Henry  Woodhouse  died  at  Stafford  on  loth  April  (aged  seventy-two). 
He  had  been  engaged  in  railway  business  forty-four  years,  commencing  at  Long- 
sight,  near  Manchester,  in  the  traffic  department;  he  was  then  appointed 
Engineer  of  the  district,  and  ultimately  his  task  expanded  so  that  for  many  years 
of  his  life  he  bore  the  heavy  responsibility  of  the  entire  "  Permanent  Way " 
of  the  North-Westem  Line.  Subsequently,  and  at  the  time  of  his  retirement,  he 
was  the  Engineer  in  charge  of  the  line  and  stations  in  the  Southern  and 
Central  Divisions,  from  London  up  to  Stafford.  One  of  his  last  works  was 
the  extension  of  Wolverhampton  Upper  Level  Station.  The  wish  he 
•expressed  in  his  letter  of  business  farewell,  that  though  officially  separated, 
our  mutual  friendship  might  be  continued,  was  oertainly  carried  out  to  the 
last. 

Mr.  Samuel  Grew,  whose  name  has  frequently  appeared  in  my  notes, 
died  at  Bournemouth,  in  November ;  he  had  known  railway  work  from  its 
•commencement,  having  joined  the  service  in  1838,  resigning  in  1872. 

In  February  of  this  year,  the  Provident  Society  completed  its  twenty- 
first  anniversary,  and  the  whole  of  the  Delegates  of  the  Insurance,  Pension, 
Frovid«iit      ^^^  Provident  Societies,  joined  in  celebrating  the  occasion  by 
Bodetjr.tut    a  dinner,  at  Olympia,  where  I  had  to  take  the  Chair;  the 
Annlvenaxy.    occasion  was  certainly  one  on  which  the  members  and   Mr. 
Tiner,  the  secretary,  had  much  ground  for  congratulation. 

The  following  is  a  resume  of  the  work  done  during  the  existence  of  the 
Societies.    The  Insurance  Society — Provision  in  case  of  accidents  on  duty 

for  the  period  of  its  existence,  October,  187 1  to  December,  1894, 

Work  done  liy  shewed  the  following  results . — 
tlis  Irnnranoe, 

'"^^d^*"*      Allowances — Death  by  Accidents  on  duty     ...  ;^i  14,353 
Bodetlet.  (97)     Permanent  Disablement  on  duty  74)841 

Temporary  Disablement  on  duty        261,615 

During  the  year  1894,  the  number  of  deaths  by  accident  on  duty  was  as 
low  as  58,  the  previous  three  years  having  shewn  72,  87,  and  70 
respectively. 

The  cases  of  temporary  disablement  (short  periods  off  duty)  for  the 
7ear,  shewed  6,376,  as  against  the  three  previous  years  of  6,595, 
6,917,  and  6,394,  respectively. 

Total  number  of  Members,  December  31st,  1894 — 44,208. 


)}  II 

II  II 


433  RAILWAY   REMINISCENCES. 

The  Provident  and  Pension  Societies,  during  their  shorter  existence,  had 
made  the  following  payments  up  to  the  end  of  December,  1894;  — 

Provident  Society  (21  years;. — 

Total  Allowances  off  duty  through  sickness ^^2  70, 283 

Death  of  Members <;£^28,oS9 

„      of  Members*  Wives <;£^3,3io 

Retiring  Gratuities  (length  of  service) ^^25,842 

Total  No.  of  members,  31st  December,  1894 341871 

Pension  Society  (established  ist  May,  1883)  total  paid       ...    ^10,169 

No.  of  Contributing  Members ...         ...         30,769 

No.  of  Pensioners         ...         ...         ...         ...         ...  238 

I  look  back  with  much  satisfaction  to  my  long  connection  with  the 
members  of  these  societies,  with  whom  my  relations  were  always  most  cordial. 
I  had  managed  to  work  smoothly  with  the  delegates  throughout,  even  in 
face  of  some  of  the  elements  of  unsettlement  that  working  men  of  a  certain 
type  entertain  towards  anything  like  restrictive  regulations,  no  matter  how 
beneficial  the  action  of  such  regulations  may  be  towards  the  mass  of  the 
members. 

At  the  monthly  meeting  in  July,  at  which  my  intended  retirement  was 
intimated,  a  highly  complimentary  minute  was  passed,  and  at  the  subsequent 
Annual  Meeting  of  the  delegates  of  the  societies,  I  was  invited  to  attend  at 
Euston,  and  was  presented  with  a  handsome  cut  glass  and  silver  mounted 
claret  jug,  subscribed  for  by  the  present  and  past  delegates  and  the  clerical 
staff  of  the  society.  The  presentation  was  made  by  Mr.  Edward  Jones, 
Station  Master  of  Bangor,  an  old  servant  of  the  Company,  and  one  of  the 
oldest  delegates  of  the  societies,  expressing  in  very  kindly  terms  their  sense 
of  my  services,  and  regret  at  my  leaving  them.  The  claret  jug  bears  an 
"  encircling  inscription,"  reiterating  these  kind  sentiments.  The  members  of 
the  societies  have  in  subsequent  years  elected  me  one  of  their  standing 
arbitrators. 

The  motto  for  me  during  this  month  of  July,  might  well  be  "  official 

farewells,"  as  at  one  meeting  in  succession  to  another,  it  became  necessary  to 

,^  ,  ,        announce  my  retirement.     The  West  Coast   Conterence,   the 
Oi&cial  ^ 

Farewells,     West  London    Extension  Committee,  and   the    London    and 
Jul7,iB99.       North- Western   Officers*  summer  gathering  at  the  Metropole, 
gave  me  a  most  kindly  farewell. 

On  the  nth  July,  at  Oban,  I  met  the  Members  of  the  Railway  Clearing 

„  House  Superintendents,  for  the  last  tim  \  as  the  Representative 

Buperlntendenta  Officer  of  the  London  and  North-Western  Company.     A  large 

Conference,     number  of  the   Superintendents  were  present,  the   respective 

Companies  being  thus  represented : — 
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Mr.  Garrow,  Highland  Railway,  in  the  Chair. 


Mr.  Vincent  (for  Mr.  Evans)  Barry  Railway. 

Mr.  Kempt,  Caledonian  Railway. 

Mr.  Gough,  Cambrian. 

Mr.  Meldrum,  Cheshire  Lines. 

Mr.  Lawson,  City  of  Glasgow  Union. 

Mr.  Prior,  Cleator  and  Workington. 

Mr.  Mossop  (for  Ramsden),  Fumess. 

Mr.  Noble,  Garstang  and  Knot  End. 

Mr.  Cockbum,  Glasgow  and  South- Western. 

Mr.  Drury  (for  Nettleship),  Great  Eastern. 

Mr.  Pick  (for  Cockshott),  Great  Northern. 

Mr.  Ross  (for  Reid),  Great  North  of  Scotland. 

Mr.  Bell,  Great  Southern  &  Western  (Ireland). 

Mr.  Allen,  Great  Western. 

Mr.   Noble    (for  Vincent    Hill),    Hull     and 
Bamsley. 

Mr.  Marriott  (for  Nicholson),  Lancashire  and 
Yorkshire. 

Mr.  Neele,  London  and  North- Western. 

Mr.  Bainton  (for  White),  London  and  South- 
western. 


Mr.  Thomson  (for  Forbes),  London,  Chatham 
and  Dover. 

Mr.  Chalk  (for  Bullock),  London,  Tilbury 
and  Southend. 

Mr.  Webster  (for  Haig  Brown),  Manchester, 
Sheffield  and  Lincolnshire. 

Mr.  Macaulay,  Mersey  Railway. 

Mr.  Muglbton,  Midland. 

Mr.  Cunning,  Midland  &  Great  Northern 
Joint  Committee. 

Mr.  Griffith,  Neath  and  Brecon. 

Mr.  Mcllvenna  (for  Deuchars),  North  British. 

Mr.  Steel  (for  Welbum),  North  Eastern. 

Mr.  Dunn,  North  London. 

Mr.  Rice  (for  W.D.  PhiUipps), North  Stafford- 
shire. 

Mr.  Buckmaster,  South  Eastern. 

Mr.  Came,  Southwold. 

Mr.  Colman,  West  Lancashire. 

Mr.  Cartwright,  Wrexham,  Mold&  C.  Q. 


The  record  of  the  Meeting  states  that — 

'*  Before  the  close  of  the  business,  Mr.  Neele  announced  his  approaching  retirement, 
stating  that  after  31st  July  his  connection  with  the  London  and  North- Western  Company 
would  cease,  and  that  consequently  this  would  be  the  last  Meeting  he  would  attend  in  his 
official  capacity.  The  announcement  was  received  with  much  regret,  and  the  Chairman 
and  Messrs.  Mugliston  and  Allen  spoke  in  warm  terms  of  Mr.  Neele.  It  was  unanimously 
agreed  by  the  Members  of  the  Conference  to  place  on  record  their  high  estimation  of 
Mr.  Neele's  ability  and  sterling  worth,  and  their  appreciation  of  the  wise  counsel  and 
uniform  courtesy  displayed  by  him  during  his  long  connection  with  the  Conference. 

**  The  Secretary  vras  instructed  to  communicate  this  minute  to  Mr.  Neele,  together  with 
an  earnest  hope  by  one  and  all  that  he  may  enjoy  for  many  years  his  well  earned  retirement.*' 

The  last  Meeting  of  the  London  and  North  Western  and  Great- Western 

Joint  Officers'  Conference,  which   I  attended,  was  held  19th  July,  at  the 

Grand  Atlantic  Hotel,  in  Weston-super-Mare,  and  my  confreres 

fj^  '  of  the  Great  Western  Company  did  not  allow  the  occasion  to 
o.  w.  R.  Joint  pass  without  many  kind  references  to  my  long  association  with 
Gonferences.  ^)^q^  ^^  ^y^^  following  Amalgamated  Joint  Directors  Com- 
mittee, London  and  North-Westem  Railway  and  Great-Western  Railway, 
Lord  Emlyn  was  good  enough  to  state,  by  special  minute,  that  he  desired 
on  his  own  behalf,  and  on  behalf  of  the  other  Great- Western  Directors,  who 
are  Members  of  the  Joint  Committee,  to  express  his  and  their  regret  at  the 
retirement  of  Mr.  Neele,  Chief  Passenger  Traffic  Superintendent,  London 
and  North-Western  Company,  to  whose  ability  and  conciliatory  manner, 
his  Lordship  bore  testimony. 

In  sending  me  the  copy  of  this  minute,  Mr.  J.  Wait,  the  Secretary  to 
the  Joint  Committee,  very  kindly  begs  to  be  allowed  to  add  his  voice  to  the 
general  expression  of  regret,  and  to  wish  me,  most  sincerely,  all  the  happiness 
possible  in  my  retirement. 

A  chat  with  Lord  Emlyn,  at  the  close  of  the  meeting,  was  a  pleasant 
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termination  to  our  business  relations ;  on  speaking  of  activity  along  the  line, 
and  of  my  having  kept  the  men  up  to  the  mark,  in  the  past,  and  that  now  I 
should  no  longer  have  the  opportunity  of  stirring  them  up.  You  think,  said  he, 
however  much  the  men  may  have  looked  on  you  in  the  past  as  a  "  live  volcano," 
now  you  will  seem  to  them  only  an  "  empty  crater ! " 

The  Directors  of  the  Lancashire  and  Yorkshire  Railway,  who  generally 
organized   a  summer  excursion  connected   with   Fleetwood,  kindly  invited 

L.  *  Y  and     ™®  ^^  ^^^"  ^^^  steam  trip  they  made  jointly  with  the  London 

L.  as  N.  w.  Joint  and   North-Westem   Directors.       We    left    Liverpool  by  the 

^*°^®°-     steamer  "Duke  of  Lancaster,"  and  through  a  rough   night 

Boilly  iBiai  and  voyage  reached  the  Scilly  Isles ;  many  of  our  party  visited 

Onernaay.      Tresco  Abbey ;  in  the  afternoon.  Colonel  Dorrien  Smith,  "  the 

King  of  Scilly  Islands,"  returned  the  call,  and  dined  on  board. 

At  four  o'clock  next  morning,  we  sailed  from  Scilly,  and  had  a  pleasant 
voyage  to  Guernsey,  but  were  unable  on  arrival  to  enter  the  small  harbour,  as 
the  mail  steamer  was  overdue,  and  we  had  to  allow  it  priority.  At  length  we 
landed,  and  had  a  very  interesting  drive  to  Gouffre  Hotel,  and  round  the 
Island,  terminating  the  excursion  by  a  visit  to  Mr.  Le  Marchants  residence. 

During  the  night,  our  steamer  grounded  in  the  harbour,  and  when  the 
tide  served  both  the  propellers  were  found  to  be  obstructed  by  one  of  our 
hawsers.  The  long  delay  that  took  place  in  dealing  with  this  difficulty  put  off 
our  starting  till  10.30  a.m.,and  interfered  with  our  intended  visit  to  the  Docks 
at  Southampton,  where  we  hoped  to  see  the  "  St.  Louis  "  start  for  New  York. 
We  met  her  as  we  approached  the  Needles.  Mr.  Scotter,  at  Southampton, 
had  most  courteously  prepared  a  special  train  to  take  those  of  our  party  who 
were  making  their  return  to  London,  and  under  his  personal  care  we  made 
an  excellent  run  up  to  town,  thus  terminating  a  most  interesting  trip— both 
the  Scilly  Isles  and  Guernsey  being  entirely  new  ground  to  me. 

Two  of  the  Directors  who  had  long  been  associated  with  the  Board — 
Mr.  W.  C.  Brocklehurst,  sometime  M.P.  for  Macclesfield,  and  Mr.  Edmund 

Howard  Sykes,  of  Stockport,  the  former  having  been  nineteen 

Changes  In     years  and  the  latter  sixteen  years  on  the  roll  of  Directors — 

Diiecton.      resigned  through  ill-health ;  and  at  the  last  Northern  Committee 

I  had  to  attend,  held  in  Manchester,  30th  July,  their  two 

successors    made    their    first    appearance — Mr.    W.    H.    Houldsworth,    of 

Manchester,  and  Mr.  Edward  Beckett  Faber,  of  Leeds.     Mr.  Brooke  was  in 

the  Chair,  and  the  Directors  were  good  enough  to  pass  a  very  kind  minute  of 

regret  at  my  retirement.     Mr.  Brooke  has  since  become  Sir  Thomas,  and 

Mr.  Houldsworth,  who  now  represents  the  North-West  Division  of  Manchester 

in  Parliament,  has  also  obtained  a  similar  distinction.     At  the  close  of  the 

meeting  I  made  my  last  return  official  journey  up  to  town  in  company  with 

Mr.  Faber,  who  was  making  his  first  in  a  directorial  capacity. 

Next  day,  31st  July,  at  the  Southern  Committee,  Mr.  Holland  Hibbert- 
the  Chairman,  expressed,  on  behalf  of  the  members,  the  regret  they  felt  that 
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the  report  read  on  the  working  of  the  trains  would  be  the  last 
Attendanoei.    ^^i^h  they  would  receive  from  me,  owing  to  my  retirement  from 
Nortiitm  and  the  service.    This  31st  July  was  the  last  day  of  my  responsible 
Q^J^^^    duty  at  Euston.     I  was  requested  to  attend  a  farewell  gathering 
of  all  my  clerks  and  out-door  assistants  in  the  Board  Room. 
The  meeting  was  organized  by  my  Chief  Clerk,  Mr.  T.  F.  Burke.*     It  gave  me 
the  opportunity  of  thanking  them  all  in  person  for  the  services  they  had  so  con- 
stantly and  conscientiously  rendered  to  me,  enabling  me  to  place 
CMitlierliig  of  entire  confidence  in  them  to  carry  out  thoroughly  the  allotted 
my  penonal    portions  of  their  respective  duties  and  departments.     On  their 
Bnitcm.        behalf  an  address  was  read,  and  with  a  hand-shake  all  round, 
and  best  wishes  for  the  future,  the  meeting  terminated.    A  copy 
of  the  address  was  subsequently  given  to  me,  engrossed  in  a  handsome  case, 
signed  by  the  whole  fifty-three  in  alphabetical  order.     Mr.  Thomas  Hyde  and 
Mr.  A.  J.  Stuttaford,  two  of  the  leaders  in  the  office,  acted  as  secretaries,  and 
forwarded  the  kindly  worded  document  with  their  own  personal  acknow- 
ledgments. 

The  following  statistics  were  handed  to  me  by  Mr.  John  Partington, 
L.IBN.  w       S^^^S  some   interesting   facts  and  figures  as  to  the  London 
Btatistioi,      and  North-Westem  Railway  at  the  time  of  my  leaving  the 
sothJim0.U8B.  service:— 

LONDON  AND  NORTH-WESTERN   RAILWAY. 

Capital      ...         ...         ...         .••         ...  ...  ...         •••^116,000,000 

Annual  Revenue  (including  Mails  and  Parcel  Post)     ;^ii,6oo,ooo 

Annual  Expenses. ••         ...         ...         ...  ...  ...         ...     ;:^6,45o,ooo 

Number  of  Engines         •••         ...         ...  ...  ...         ...         ...    2,750 

Wagons         •••         •••         .••  ...  ...         •••         ...  62,000 

Carriages       ...         .••         •••  ...  ...         •..         •..    7>9^^ 

xioises            •••          ...          ...  •*•  ...          ...          ...    ^,000 

v^aiTo ...          ...          .••          •••  ...  ...          ...          •••    3)9 

Steam  Vessels          •••         •••  ...  ...         ...        •—         20 

Miles  operated  (wholly  or  partly  owned,  if  Miles  reduced  to  single 

line,  3i^oo)  •••         •••         •••         •••         •••         •••         •••         •••    2,800 

Number  of  Stations         800 

„  Train  Miles  run  annually     ...         ...       41,500,000 

Annual  Number  of  Passengers  carried  (exclusive  of  Season 

Tickets)        ...         •••         ...         ...         ...         ...         ...       70,000,000 

Estimated  Number  of  Journeys  made  by  Season  Ticket  Holders 

(Annually)    ...         ...         ...         •••         ...         ...         ...       20,000,000 

Annual  Tonnage  carried .. .         ...         ...         ...         ...         ...       37,250,000 

Tonnage  of  Railway  Tickets  used  60 

Number  of  Persons  Employed 66,000 

*  Mr.  Burke  was  subse(|uently  appointed  Resident  Representative  of  the  Company  in 
Paris.  Ill-health  obliged  him  to  return  to  England.  He  died  after  a  short  residence  at 
a  sanitorium  in  Gloucestershire  on  nth  February,  1902. 
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The  Board  of  Directors  when  I  went  out  of  office  consisted  of  the 

following  gentlemen,  and  it  will  be  seen  that  not  one  of  those  who  constituted 

j^jj^y^^      the  Board  in  1861,  when  I  entered  the  service,  remained  to 

iMreoton,  1895.  the  date  when  I  left.     The  Duke  of  Sutherland  in  1895  was 

the  son  of  the  Duke  whose  name  appears  in  1861. 

Board  of  Directors. 


The    Right   Honourable   Lord  Stalbridge,  Chairman. 

John  Pares  Bickersteth.  Esq.,    )    r-k      ^    ou  • 
William  Cawkwell,       '      ^'    \    Deputy  Chairmen. 


John  Bateson,  Esq. 
John  Albert  Bright,  Esq.,  M.P. 
Ralph  Brocklebank,  Esq. 
Thomas  Brooke,  Esq. 
Philip  Henry  Chambres,  Esq. 
William  Edward  Dorrington,  Esq. 
Edward  Beckett  Faber,  Esq. 
Alfred  Fletcher,  Esq. 
Theodore  Julius  Hare,  Esq. 
Hon.  Arthur  H.  Holland  Hibbert. 
William  H.  Houldsworth,  Esq.,  M.P. 
Thomas  Henry  Ismay,  Esq. 


The  Hon.  Charles  Napier  Lawrence. 

Right  Hon.  Lord  Loch  of  Drylaw. 

Hon.  William  Lowther. 

Colonel  Lewis  Vivian  Loyd,  M.P. 

Miles  Maclnnes,  Esq.,  M.P. 

Rt.  Hon.  David  Robert  Plunket,  M.P. 

Oscar  Leslie  Stephen,  Esq. 

The  Duke  of  Sutherland. 

William  Tipping,  Esq. 

Henry  Ward,  Esq. 

Francis  S.  P.  Wolferstan,  Esq. 


At  the  meeting  of  the  Board  on  19th  July,  at  which  my  desire  to  retire 
from  the  service  was  reported,  this  minute  was  passed,  and  a  copy  handed 
to  me: — 

Resolved, — That  in  accepting  Mr.  Neele's  resignation  of  the  position  of  Superintendent 
of  the  Line,  the  Directors  express  their  regret  at  the  necessity  he  has  felt  for  his  decision, 

after  such  a  long  and  valued  service  to  the  Company,  extending  over  a 

ninate  of      third  of  a  century,  and  preceded  for  many  years  by  an  engagement  with 

■tSf**'?  another   Company  having   friendly  relations  with  this  Company,     and 

19tli  JxUy  1893.   ^^^"^  ^^  record  their  high  appreciation  of  the  zeal  and  ability  with  which 

he  has  discharged  the  important  duties  he  has  had  to  perform. 

Shortly  afterwards,  the  courtesy  of  a  special  invitation  to  dine  with  the 
Directors  at  Euston  Hotel  was  extended  to  me.  Lord  Stalbridge  was  in  the 
Chair.  Only  two  toasts  were  given,  "The  Queen,"  and  my  health.  In 
replying,  I  endeavoured  to  condense  as  shortly  as  possible  a  sketch  of  my 
railway  career,  and  to  express  my  best  thanks  for  the  kindness  I  had  ever 
received  from  the  entire  Board. 

It  was  with  regret  that  I  said  "Good-bye"  to  the  distinguished  gentlemen 
who  formed  the  Board  of  Directors;  but  I  received  from  them  then  an 
assurance  that  I  should  be  welcome  at  any  time  to  their  luncheon  gatherings 
at  Euston,  a  fact  which  I  have  frequently  verified  since  that  day,  and  a 
pleasant  chat  with  one  and  another  of  them  has  been  a  concomitant  of 
every  visit. 

My   brother-officers   did  not  allow   me  to  leave  the  service  without 
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according  some  permanent  token  of  their  esteem,  and  I  daily  appreciate 

the  kindness  and  thoughtfulness  of  their  selection.     It  took 

ftom  Offlcan   ^^^  shape  of  a  horse  and  landau,  with  complete  equipment  of 

and  Salaried    harness  and   fittings.     Messrs.  Tumbull,  Shaw,   and   Bishop 

the  Oompany.   ^^^^®  *^^  presentation,  with  a  few  appropriate  words ;  and  it 

was  accompanied  by  a  beautifully  bound  vellum  address,  with 

the  names  of  the  following  chief  officers  appended  : — 

F.  Harrison.  Frank  Ree.  James  Shaw. 

Thomas  Houghton.  Harry  Footner.  Francis  Stevenson. 

William  Fewkes.  Francis  W.  Webb.  Charles  Hull. 

Charles  H.  Mason.  Robert  Tumbull.  Henry  Taylor. 

and  upwards  of  600  others  in  all  departments. 

Another    presentation    which   I   highly  appreciated    was    the    parting 

remembrance  given  to  me  by  the  conductors  and  guards  of  the  West  Coast 

«_     ^  ^,       and   London  and   North-Westem   Railways.     The  duties  of 
Reeentabion 

by  these  men  brought  them  almost  daily  mto  touch  with  myself 

^•J****"*  and  my  train  office ;  to  me  they  made  their  regular  reports, 
copies  being  sent  to  Mr.  Kempt,  the  Superintendent  of  the 
Caledonian  Line.  They  were  men  selected  for  their  promptitude,  their 
address,  their  smart  appearance;  their  skilled  knowledge  of  the  best 
marshalhng  to  be  adopted  for  the  vehicles  under  their  charge ;  of  the  steps 
to  be  taken  in  case  of  accident ;  and  their  personal  capability  of  so  dealing 
with  passengers  as  to  ensure  their  patronage  of  the  route. 

It  devolved  on  me  personally  to  examine  all  the  men  who  were 
appointed  "  guards,''  and  to  pass  them  or  reject  them  afler  inspection  and 
examination.  I  varied  my  questions,  and  tested  them  on  subjects  with  which 
they  were  expected  to  be  capable  of  dealing,  ranging  from  the  routes  to 
towns  and  cities,  to  the  rules  for  working  the  brakes,  and  the  steps  to  be 
taken  with  troublesome  passengers ;  but  in  all  cases  brought  under  review 
how  they  were  to  deal  with  accidents  to  their  trains  (possible,  as  I  urged  on 
them,  at  any  moment)  blocking  two  or  even  more  lines,  giving  them  some 
puzzling  situations.  From  these  men  the  West  Coast  conductors  and  guards 
of  Irish  mails  and  express  trains  have  from  time  to  time  been  selected ;  and 
a  deputation  of  them  waited  on  me,  in  October,  and  presented  me  with  a 
highly  tasteful  silver  epergne,  accompanied  by  an  illuminated  address,  signed, 
on  behalf  of  the  subscribers,  by  Henry  Watson,  as  Chairman;  Joseph  Rayner, 
Hon.  Treasurer;  and  J.  Conway,  as  Hon.  Secretary. 

In  October,  I  was  requested  to  meet  the  Superintendents  of  the  various 

Lines  of  Railway  of  England,  Scotland,  Wales,  and  Ireland,  together  with 

Presentation    representatives  of  the  Steamship  Lines  interested  in  the  cross- 

^^™         channel  excursion  and  traffic  arrangements  between  England 
^Oonfereno^*    and  Ireland.    The  gathering  took  place  at  the  Clearing  House — 

R.O.H.         under  the  presidency  of  Mr.  Garrow,  Chairman  of  Conference 
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for  the  year,  Superintendent  of  the  Highland  Railway — and  I  was  there 
presented  with  a  very  handsome  and  highly  artistic  silver  embossed  tea  and 
coffee  service,  with  urn,  as  a  farewell  gift  from  my  late  colleagues ;  together 
•with  an  illuminated  address  on  vellum,  signed  by  the  Superintendents  of 
«very  Railway  Company  in  Great  Britain  and  Ireland. 

Mr.  Garrow's  speech  was  a  most  kindly,  I  had  almost  said  affectionate, 
speech ;  and  I  was  much  touched  by  the  cordial  reception  it  met  with,  and 
with  the  tenor  of  the  remarks  made  by  those  of  my  railway  confreres  who 
-followed  Mr.  Garrow. 

In  taking  my  farewell,  I  felt  I  was  severing  a  business  tie  which  had 
heen  an  interesting  and  attractive  portion  of  my  railway  life,  and  that  I  was 
parting  company  with  many  who  for  years  had  been  "  chief  friends."  Their 
numbers  are  now  sadly,  though  slowly,  diminishing;  but  an  occasional  visit 
to  the  quarterly  gatherings  keeps  me  in  touch  with  the  active  survivors. 

It  became  known,  towards  the  close  of  the  year,  that  Mr.  Cockshott,  of 
>the  Great  Northern,  was  resigning  his  post  at  the  end  of  December ;  and 

Mr.  John  M.  Cook  made  to  us  jointly  the  very  kind  proposal 
'J^:  ^*       that  we  should  both  become  his  guests,  and  accompany  him 

Mr  J  £  Godk.  ^"  ^"®  ^^  ^^^  ^^^^  *"P^'  ^  ™^^^  friendly  recognition  on  his 

part  of  business  activity,  for  it  could  not  be  said  that  either 
of  our  Companies  had  ever  acted  in  such  business  relations  to  him  as  the 
Midland  Company  or  the  North  British  had  done,  but  rather  in  opposition. 
For  some  reason — fortunately,  perhaps,  as  the  event  proved — Mr.  Cockshott 
hesitated  to  face  the  trip,  and  the  idea  was  accordingly  abandoned. 

The  Superintendents  determined  to  make  Mr.  Cockshott  a  similar 
presentation  to  my  own,  but  he  selected  for  his  souvenir  an  oil  painting  of 
a  scene  on  the  coast.  This  was  presented  to  him  at  a  meeting  of  the 
Superintendents,  to  which  I  was  invited ;  and  being  one  of  those  selected 
to  speak,  I  commenced  by  reversing  one  of  Shakespeare*s  well-known 
passages  by  saying  "we  were  there  fortunately  not  to  bury  Cockshott,  but  to 
praise  him." 

This  took  place  on  the  22nd  January,  1896.  A  fortnight  afterwards  the 
startling  news  of  his  sudden  and  totally  unexpected  death  from  syncope 
reached  us ;  and,  alas !  the  next  gathering  of  his  old  railway  friends  was 
around  his  grave. 

Mr.  J.  M.  Cook  very  courteously  renewed  his  invitation  to  me  to  become 
his  guest,  and  join  in  an  excursion  to  Egypt  in  the  year  1898  ;  and,  under  his 
kind  hospitality,  a  trip  up  the  Nile,  as  far  as  Abu  Simbul,  near  Wady  Haifa, 
is  to  me  a  very  pleasant  memory,  but  now  saddened  by  the  fact  that  both  Mr. 
Henry  Cook,  of  the  Furness  Railway,  my  fellow  voyager,  and  Mr.  J.  M.  Cook, 
our  host,  have  passed  away. 

I  had  hoped  that  during  my  last  year  of  office  the  task  of  the  final  revision 
of  the  Standard  Rule  Book  would  have  been  brought  to  a  close,  but  this  was  a 
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hope  doomed  to  disappointment  It  was  not  till  March,  1 896,  that 

^rStaj^L^  the  Report  of  the  Committee  was  issued,  a  bulky  document  of 

Rule  Book,     280  pages  (which  I  have  had  the  opportunity  of  seeing),  divided 

delayed Wl    j^to  two  parts;    the   first   shewing,  in   parallel  columns,  the 

x8h  IIOV*,  liovf • 

present  rule  compared  with  those  proposed;  the  second  portion, 
1 70  pages,  giving  the  new  rules  in  extenso  and  numerous  appendices ;  the 
latter  consisting  of  groups  of  separate  regulations  for  Vacuum  and  Westing- 
house  Brake,  Block  working,  Train  Staff  and  Tablet,  Pilot  Guard,  Slip 
Carriages,  etc.,  avoiding  repetitions  in  the  Rule  Book  by  thus  grouping  the 
special  instructions. 

On  the  disputed  points  as  to  colour  of  night  signals,  Red  remains  the 
"  Danger "  signal  colour.  Green  is  an  indication  of  "  All  right,"  White,  as  a 
signal,  being  entirely  abandoned. 

The  order  for  observance  of  distant  signals  reads :  "  When  an  engine 
driver  finds  a  distant  signal  at  danger,  he  must  reduce  speed  and  proceed 
cautiously  towards  the  Home  signal,  being  prepared  to  stop  if  necessary." 

Uniformity  of  terms  and  definitions,  on  which  the  Board  of  Trade 
Inspectors  laid  such  stress,  is  effectually  carried  out  in  the  codes  and  appen- 
dices for  block  working.  The  code  of  bell  signals  is  an  extension  by  sub- 
division of  the  standard  beats  formerly  agreed  to ;  no  voice  appears  to  have 
been  raised  against  the  principal  of  divided  beats  with  pauses  between ;  in 
fact,  the  signalmen  had  become  perfectly  acquainted  and  familiar  with  such  a 
system. 

It  was  not  till  April,  1897,  that  the  new  Standard  Rule  Book  obtained 
the  General  Managers*  final  approval  to  come  into  force  on  ist  November  of 
that  year.     Had  it  been  my  good  fortune  to  have  been  present  when  the 
Standing  Committee  on  Rules  and  Reguktions  passed  their  final  vote  of 
thanks  to  the  members  of  the  Special  Sub-Committee  who,  with  infinite  pains, 
carried  through  this  very  able  and  complicated  revision,  no  one  would  have 
joined  more  warmly  than  myself  in  passing  such  a  well-deserved  acknowledg- 
ment of  the  plod  and  patience  and  thoroughness,  which  characterised  their  work. 
Year  after  year  brings  its  diversified  record  of  appointments,  disappoint- 
ments,  advancements,   retirements,   successes,  failures,  and   deaths.      The 
BniMeanent     g^t^^^^^^gs  round  the  Conference  tables,  either  at  Euston  or  at 
GhaoVei,       the  Clearing  House,  shew  many  new  faces,  and  memory  recalls 
1890-1900.       many  missing  ones.    At  Euston  Mr.  Houghton  has  given  place 
to  Mr.  Haywood,  as  Secretary ;  Mr.  Frank  Stevenson's  death  has  made  way  for 
Mr.  Thornhill  to  succeed  him  as  Chief  Engineer ;  Mr.  Fewkes,  Mr.  Viper, 
Mr.  Webb,  Mr.  Whittle,  are  withdrawing  from  active  service.     While  at  the 
Clearing  House  the  course  of  years  has  left  a  long  record  of  changes  on  other 
Lines. 

In  1895  Mr.  C.  Tait's  death  made  way  for  Mr.  Macaulayas  his  successor 
on  the  Mersey  Railway;  Mr.  C.  E.  Cockbum  succeeded  Mr.  Cooper  (Glasgow 
and  South-Westem  Railway);  and  the  Conference  welcomed  to  their  table 
the  son  of  one  of  their  old  members. 
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In  1896  Mr.  Alexander  succeeded  to  Mr.  Cockshott's  position  on  the 
Great  Northern ;  Mr.  Smedley's  death  is  recorded  next  year ;  Mr.  H.  G.  Dniry 
became  Superintendent  of  the  Great  Eastern  on  Mr.  Nettleship's  decease ; 
the  North-Eastem  Line  had  another  change  through  the  death  of  Mr.  Welbum, 
Mr.  P.  Burrt  succeeding  him;  and  the  Brighton  Line  was  represented  by 
Mr.  Greenwood  as  successor  to  Mr.  Richardson. 

In  1899  Mr.  White  (London  and  South-Westem)  died,  and  was  succeeded 
by  Mr.  S.  Fay,  whose  place  as  Manager  of  the  Midland  and  South-Westem 
Joint  Railway,  was  taken  by  Mr.  Purkiss,  to  be  in  turn  succeeded  by  Mr. 
Davies  from  South  Australia.  In  the  same  year,  one  of  the  oldest  represen- 
tatives at  the  Conferences,  Mr.  E.  J.  Cotton  (Belfast  and  Northern  Counties 
Railway)  died  ;  he  had  been  a  stalwart  authority  on  all  matters  connected  with 
the  traffic  of  the  North  of  Ireland  and  of  the  Larne  and  Stranraer  route.  Mr. 
W.  Thomson,  on  Mr.  Buckmaster's  death,  became  Superintendent  of  both 
the  South  Euston  and  London  Chatham  and  Dover  Lines. 

In  1900  Mr.  Deuchar,  known  as  the  "singular"  namesake  of  Mr.  Deuchars 
of  the  North  British  Company,  became  Superintendent  of  the  Great  North  of 
Scotland  Railway  in  succession  to  Mr.  A.  G.  Reid;  my  old  friend  of  the  Deeside 
Railway,  having  been  appointed  General  Manager  of  the  Dublin,  Wicklow,  and 
Wexford  Line. 

The  Minutes  of  the  Clearing  House  shew  the  Chairman  of  the  Superin- 
tendents* Conference  for  the  undermentioned  years  to  have  been  : — 

1864-H.  Blackmore,  L.&  Y.        1878-E.  W.  Verrimder,  LSW      1892-W.  L.  Mugliston,  Mid. 
186S-G.  N.  Tyrrell,  G.W.  1879-J.  Maddock,  L.  &  Y.         1893-J.  H.  Nettleship,  G.E. 

i8So-Thos.  Robertson,  High 

1881-J.  Mathieson,  G.S.W. 

1882-E.  M.  Ncedham  (*^^) 

1 883- A.  Christison 

1884-G.  P.  Neele 

1885- G.  N.  Tyrrell         „ 

1886-Irvine  Kempt,  Cal. 

1887-F.  P.  Cockshott  (^JjJ^) 

1888-Jas.  McLaren         „ 

1889-D.  Meld  rum,  Ches.  L. 

1890-A.  G.  Reid,  G.N.S. 
i877-MortimerHarris,L.C.D.    1891-N.  J.  Burlinson,  G.W. 

Having  been  connected  for  so  many  years  with  the  Superintendents  of 
the  Railways  of  the  United  Kingdom  at  these  Conferences,  it  is  a  source  of 
gratification  to  see  so  many  of  them  attaining  to  high  distinction  in  railway 
life,  and  filling  the  ranks  of  General  Managers  successfully.  The  names  of 
Mr.  Aslett,  Mr.  Cooper,  Mr.  Dunn,  Mr.  Fay,  Mr.  W.  Forbes,  Mr.  Vincent  Hill, 
Mr.  Mathieson,  and  Mr.  Reid,  are  standing  instances  of  the  practical  benefits 
of  the  official  training  and  business  development  connected  with  the  educa- 
tion of  the  "Railway  University,"  as  the  Superintendents  and  Goods  Con- 
ferences have  not  inaptly  been  described  by  one  who  like  myself  could  say — 

"  Quorum  pars  parva  fui,^^ 


1866-E.  M.  Needham,  Mid. 
1867-A.  Christison,  N.E. 
1868-G.  P.  Neele,  L.&N.W. 
1869-Henry  Ward,  Cal. 
1870-F.  P.  Cockshott,  G.N. 
1871-W.  Bradley,  M.S.&L. 
1872-W.  Roberts,  Highland 
1873-J.  McLaren,  N.B. 
1874-C.  Lockhart,  N.S. 
1875-H.  Cook,  Fur. 
1876-Jas.  Robertson,  G.E. 


)) 


>> 


g.      (D.  Cooper,  G.&S.W. 
^  (J.  H.  Nettleship  {^) 
1895-W.  Garrow,  High 
1896-John  Welburn,  N.E. 
1897-R. Haig  Brown  M.S. L. 
189S-F.  J.  Dunn,  N.L. 
1899-C.  J.  Nicholson,  L.&Y. 
1900-R.  TurnbuU,  L.&N.  W. 
1901-Irvine  Kempt  (^,) 
1902-J.  Alexander,  G.N. 
1903-D.  Deuchars,  N.B. 
1904-H.  G.  Drury,  G.E. 


QUEEN  VICTORIA'S   RAILWAY  JOURNEYS. 


CHAPTER  XVI.         1843— 1861. 

Queen's  First  Journey  by  London  and  Birmingham  Line — Viats  to  Stamford  and  Stowe — Unexpected 
Journey,  Fleetwood  to  London — First  Railway  Journey  from  Scotland  to  London — Scotland  to  Gosport  by 
Birmingham  and  Gloucester — Border  Bridge  at  Berwick — First  Journey  from  King's  Cross — Visits  to  Liverpool 
and  Manchester — Britannia  Bridge — Shrewsbury  and  Birmingham  to  Slough — Tamwoith  and  Holyhead — Kew 
route  to  Windsor — Birmingham,  Aston  Hall — Edinburgh  to  Bangor — Mr.  Cawkwell's  First  Journey  in 
charge — Aboyne,  on  Great  North  of  Scotland — First  Journey  throughout  by  Railway  Narrow  Gauge  from 
Scotland  to  Gosport — My  First  Experience  at  Bushbiuy — Last  Journey  by  East  Coast  route — Prince 
Consort's  last  Journey. 


IN  the  preceding  notes  of  railway  life  I  have  refrained  from  alluding  to  the 
services  my  position,  as  Superintendent  of  the  London  and  North- 
western Company,  has  enabled  me  to  render  in  connection  with  the 
various  railway  journeys  made  upon  the  line  by  Her  Most  Gracious  Majesty 
Queen  Victoria,  of  revered  memory,  but  in  the  three  following  chapters  will  be 
found  a  fairly  comprehensive  record  of  Her  Majesty's  joumeyings,  principally 
between  England  and  Scotland,  in  which  in  later  years  the  London  and 
North-Westem  route  formed  a  conspicuous  feature,  and  in  which  no 
inconsiderable  portion  of  responsibility  fell  to  my  personal  lot. 

So  far  as  I  have  been  able  to  trace,  the  first  occasion  on  which  the  Queen 

and  Prince  Albert  travelled  on  the  London  and  Birmingham  Railway  was  on 

m^  ^     .      the  28th  November,  1843,  when  a  visit  was  made  to  Sir  Robert 

Th6  Q!Il66n  8 

Fint  Journey,  Peel,  at  Tamworth.      Leaving  Windsor   Castle   by   road,  the 

on  London  and  Royal  party  drove  by  way  of  Harefield  to  Watford,  twenty-two 

Llnoftom  miles,   arrivmg  shortly  before    ii.o.     They  were  received  at 

Watford,  Watford  Station,  which  was  at  that  time   situate  close  to  the 

28UINOV..M48.  ^^^.^^^  ^^  ^j^^  j^j^j^  ^^^^  leading  to  St.  Albans,  by  Mr.  Glyn, 

the  Chairman  of  the  Railway  Company,  Mr.  Creed,  the  Secretary,  and 
Mr.  Hardwick,  the  Architect.  The  papers  of  the  day  state  that  the  staircase 
leading  to  the  platform,  which  was  situate  in  a  deep  cutting,  was  covered  with 
crimson  cloth.  The  Royal  party  remained  in  one  of  the  waiting  rooms,  very 
elegantly  fitted  up  for  the  occasion,  for  about  twenty  minutes,  while  some  of 
the  Royal  road-carriages  were  placed  on  carriage  trucks  which  formed  part  of 
the  train.  A  handsome  and  luxurious  carriage  had  been  "  quickly  provided  " 
for  the  use  of  the  Queen,  and  it  was  placed  in  the  middle  of  the  special  train, 
which  consisted  of  five  carriages  and  three  trucks.  The  Directors  travelled 
with  the  train,  which  stopped  at  Wolverton,  where  the  Queen  and  Prince 
Albert  alighted  for  refreshments.  Thence  the  train  proceeded  via  Rugby  to 
Hampton,  the  junction  for  the  line  to  Tamworth — ^for  the  Trent  Valley  was 
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non-existent — and  at  Hampton,  the  engine  and  the  officers  were  changed. 
Her  Majesty,  on  this  occasion,  visited  Tamworth,  Lichfield,  and  subsequently 
proceeded  to  Derby  and  Chesterfield  en  route  to  Chatsworth.  On  return,  at 
the  close  of  the  Royal  visits,  the  railway  journey  was  made  by  the  same  route  ; 
at  Wolverton  the  Royal  party  were  met  by  the  Duke  of  Buckingham,  at 
Watford  by  Lord  Clarendon ;  a  journey  by  road,  from  Watford  to  Windsor, 
concluding  the  visit. 

In  November  of  the  following  year,  1844,  the  Queen  and  Prince  Albert 
made  their  first  journey  from  Euston  Station  on  their  visit  to  the  Marquis  of 

Exeter,  at  Burghley  House,  near  Stamford.     A  special  suite  of 

fg^^g^  rooms,  situated  near  to  a  pnvate  entrance  from  Cardmgton 
Buitoii  Btation,  Street,  was  used  for  the  reception  of  the  Royal  party,  and  was 
ovem  ,  UM.  subsequently  kept  in  reserve  for  such  occasions.  The  rooms 
are  reported  to  have  been  "  recently  fitted  up  in  a  style  of  great  splendour, 
chastened  by  excellent  taste,"  and  there  the  Chairman,  Mr.  Glyn,  and  one  or 
two  other  Directors,  Mr.  Creed,  the  Secretary,  and  Captain  Bruyeres  received 
the  Queen  and  the  Prince,  who  took  their  seats  in  the  magnificent  state 
carriage,  *'  richly  embellished,  and  having  undergone  considerable  alteration 
since  Her  Majesty  used  it  on  the  previous  occasion." 

The  train  consisted  of  four  or  five  carriages  only.  It  left  at  9.20  a.m. 
On  arrival  at  Tring,  the  distance,  thirty-one-and-three-quarter  miles,  having 
occupied  fifty-three  minutes.  Colonel  Arbuthnot  requested  that  the  speed 
should  be  slackened,  so  as  to  avoid  over-running  the  appointed  time.  The 
point  at  which  the  Queen  was  to  leave  the  railway  was  Weedon,  and  the 
distance  thence  to  Stamford  was  performed  by  road.  At  the  termination  of 
the  Royal  visit,  a  day  or  two  afterwards,  the  train  arrangements  were  carried 
out  by  the  same  route  back  to  Euston. 

Shortly  after,  on  15th  January,  1845,  the  Queen  visited  the  Duke  of 
Buckingham  at  Stowe,  the  train  for  her  conveyance  being  run  from  Euston  to 
Wolverton,  returning  on  20th ;  Mr.  Glyn  and  Captain  Bruyeres  in  attendance 
on  behalf  of  the  Railway  Company. 

Her  Majesty's  marine  residence  in  the  Isle  of  Wight,  and  her  fondness 
for  sea  voyaging,  caused  most  of  her  autumn  excursions  to  have  their  start 
from  Osborne.  Her  published  diaries  will  shew  to  what  an  extent  the  Ro)^! 
yachts  came  into  requisition,  but  occasionally  a  railway  journey  was  associated 
with  the  arrangements.  The  first  railway  journey  from  Scotland,  in  1848, 
mentioned  below,  was  entirely  unexpected,  and  it  would  also  appear  that  the 
railway  journey  at  the  termination  of  the  autumn  trip  in  1847  (September  21st, 

1847)  was  quite  an  undiscussed  development.     The  Queen's 
Unexpected     journal    with    reference    to    it    relates    how,   at    the    conclu- 

Fleetwcod,     ^^^"   ^^  ^^^  ^^  ^^^   yachting   tours   from   the   Western   side 

net  Sept.,  1847.  of  Scotland,  very  rough  weather  was  experienced,  and  it  was 

decided  to  leave  the   Isle  of  Man,  to   make  for   Fleetwood 

and  disembark  there  en  route  for  London.     In  the  reports  of  the  day  the 
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place  of  debarkation  is  called  "the  New  Port  of  Fleetwood."  It  must  be 
recollected  that  there  were  no  telegraphs  available  at  this  time,  and  but 
little  notice  could  possibly  be  given  of  the  Royal  requirements. 

A  somewhat  similar  termination  to  the  Royal  yachting  cruise  in  the 
following  year,  1848,  led  to  the  iron  road  being  resorted  to,  and 
I  am  indebted  to  the  late  Mr.  George  Graham,  the  Engineer  of  the 
Caledonian  Railway  (my  frequent  fellow  traveller  accompan3ring  Royal 
journeys),  for  the  record  of  this  the  first  journey  so  made  by  Her  Majesty 
from  Scotland  to  England.  It  took  place  in  September,  1848.  It  will  be 
seen  that  it  was  made  at  a  time  when  the  through  service  from  Aberdeen 
was  non-existent ;  nor  had  the  telegraph  system  then  eictended  towards  the 
noith  sufficiently  to  have  enabled  the  railway  authorities  to  make  use  of  it 
in  arranging  the  running  of  the  totally  unexpected,  but  highly  important, 
special  train. 

"All's  well  that  ends  well,"  is  an  oft  repeated  proverb.  On  this  occasion, 
on  the  lines  north  of  Perth,  then  scarcely  open  for  regular  traffic,  there  was — 
so  Mr.  Boyle,  late  Station  Master  of  Aberdeen,  who  was  at  the  time  engaged 
on  the  railway,  told  me — a  very  narrow  escape  of  trouble  through  a  blunder  in 
single  line  working ;  but,  he  added  significantly,  *'  there  were  no  newspaper 
reporters  about  in  those  days." 

The  following  is  a  copy  of  Mr.  Graham's  note : — 1848.  On  the  morning 
of  Friday,  September  29th,  the  day  appointed  for  the  Queen,  with  Prince 

Albert,  to  embark  from  Aberdeen,  a  dense  fog  shrouded  the 
^tomS^  mouth  of  the  harbour,  and  extended  far  along  the  coast, 
HontnMe  to    presenting  an  evident  source  of  danger  to  Her  Majesty  in  the 

ttthSMnfL^Mis.  ^^y^^  ^y  ^^^^     About  half-past  twelve  noon,  on  that  day, 

intimation  was  sent  to  the  Engineer,  Mr.  Errington,  of  the 
Aberdeen  Railway,  then  in  course  of  construction,  who  happened  at  the  time 
to  be  in  Aberdeen,  that  Her  Majesty  had  determined  to  change  the  plan  of 
her  journey,  and  to  return  by  land  instead  of  by  sea.  Mr.  Ker,  the  Assistant 
Engineer,  was  instantly  despatched  by  coach  to  Montrose,  the  extreme 
northern  point  to  which  at  that  time  the  railway  was  open  unbroken  to 
the  south. 

From  Montrose  to  Perth  the  arrangements  had  to  be  made  only  half-an- 
hour  before  the  Queen's  arrival.  It  was  a  wet  foggy  night.  Some  little 
difficulty — probably  that  referred  to  by  Mr.  Boyle — arose  in  connection  with 
single  line  working  between  Forfar  and  Glamis,  but  the  fifty  miles  to 
Perth  were  made  under  two  hours. 

Notice  was  sent  from  Perth  to  Carlisle  in  the  night,  and  the  train  left 
Perth  about  10.30  on  Saturday  morning.     The  run  to  Carlisle,  150  miles, 

with  four  stoppages,  was  accomplished  in   four-and-a-quarter 

■^  Queen  at    hours.     At  Carlisle  the  Queen  rested  a  short  time,  and  at 

Orewe  Btatloo, 

souxBept,  ISM.  3»o  ?•""•  *^c  ^raiJ^  Jcft  for  the  south,  reaching  Crewe  at  7.0  p.m., 

making  four  stoppages,   that  at    Lancaster    being    of   some 

30 
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duration,  to  receive  an  address  from  the  Corporation.  The  Queen  slept  at 
Crewe  that  night,  and  left  at  the  early  hour  of  7.0  a.m.,  reaching  London 
about  ii.o  a.m.  The  train  consisted  of  six  carriages  and  trucks.  Her 
Majesty  made  the  journey  in  the  same  carriage  throughout,  an  Ordinary 
ist  Class  Carriage  of  the  Aberdeen  Company.  "As  there  was  no  time  for  any 
special  provision,  the  locomotives  and  every  other  service  was  of  the  ordinary 
description  furnished  to  the  public  and  in  daily  use." 

Mr.  Errington  is  said  to  have  arranged  the  train  running  from  Montrose 
to  Carstairs  Junction,  on  the  Caledonian  Line ;  thence  to  Crewe  Mr.  Locke 
had  the  responsibility ;  and  from  Crewe  to  London,  Mr.  Trevithick. 

The  Railway  Chronicle  of  October  8th,  1848,  commenting  on  this 
journey,  says : — 

"  Between  London  and  Aberdeen  there  are  no  fewer  than  six  railways 
allied  with  the  London  and  North-Western  in  policy  and  associated  with  it 
in  management.  These  lines  have  the  advantage  of  being  under  the 
direction  of  Messrs.  Locke  and  Errington,  as  Engineers,  throughout  for  400 
miles  North  of  Birmingham,  and  of  Mr.  Robert  Stephenson  for  the  remainder 
of  the  distance  to  London.    These  lines  are  as  follows : — 


Aberdeen  Railway 

•  •  • 

18  miles. 

Scottish  Midland 

•  •• 

33      » 

Scottish  Central 

•  •  • 

45      » 

Caledonian     ... 

•  •  • 

105      » 

Lancaster  and  Carlisle 

•  •  • 

90      »> 

London  and  North-Western 

•  •  • 

209      „ 

Total  of  the  Queen's  journey        ...     500  miles. 

"When  it  is  known  that  over  this  distance  Her  Majesty  was  conveyed, 
without  any  previous  notice,  at  the  rate  of  thirty- five  miles  an  hour,  including 
stoppages,  at  a  rate  amounting  to,  but  not  exceeding  at  any  time,  fifty  miles 
an  hour,  over  a  country  rising  twice  to  an  elevation  of  1,000  feet  above  the 
level  of  the  sea,  and  descending  at  intermediate  stations  nearly  to  the  level 
of  the  sea,  and  so  conveyed  without  the  slightest  alarm  or  cause  for  danger, 
we  may  be  permitted  to  say  that  the  railways  of  England,  under  their  present 
system  of  management,  have  reached  an  amount  of  perfection,  regularity,  and 
security  unsurpassable  and  almost  unhoped  for." 

In  1849,  the  Queen's  yachting  tour  afforded  her  first  visit  to  Ireland, 
and  terminated  on  the  West  Coast  of  Scotland.  On  return  from  Balmoral, 
the  Royal  party  posted  to  Cupar  Angus,  where  they  joined  the  railway 
and  stayed  at  Earl  Grey's  seat  at  Howick.  The  London  and  North- 
Western  state  saloon  was  used  on  the  journey,  which  was  made  via 
Newcastle    and    Darlington;    the    Tweed    at    Berwick    being  crossed    by 
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a  temporary  bridge  in  use  while  the  Border  Viaduct  was  in  course 
of  construction.  A  halt  was  made  for  the  night  at  Derby,  where 
Her    Majesty  stayed    at    the    Midland    Hotel.     From    Derby  the    route 

Her  MUaitF  ^^op^^d  ^^  ^'^  Whitacre  to  Hampton.  From  Hampton  to 
passixig  through  Birmingham   the   North-Westem   (London   and   Birmingham) 

®*™J2?*™»  Line  was  used,  and  at  the  lift  sidings  (see  page  25)  the  re-transfer 
to  the  Midland  was  made ;  addresses  being  presented  in  heavy 
rain  to  Her  Majesty  and  to  Prince  Albert  from  the  Birmingham  authorities, 
the  Members  of  Parliament,  Messrs.  Muntz  and  Schofield  (imder  umbreUas), 
being  introduced  to  the  Queen  by  Sir  G.  Grey.  From  Birmingham  to 
Gloucester  the  Midland  Railway  authorities  took  charge;  there  the  broad 
gauge  had  to  be  adopted,  Mr.  Saunders  and  Mr.  Seymour  Clarke  being  in 
evidence.  At  Basingstoke  the  narrow  gauge  was  resumed ;  and  the  Royal 
train  reached  Gosport  under  the  care  of  Mr.  Stovin,  the  Manager  of  the 
South-Westem  Railway. 

1850.  The  down  journey  of  Her  Majesty  to  Scotland  on  August  27th, 
1850,  is  mentioned  in  Mr.  Bruyeres'  memoranda  to  Mr.  Bedford,  ordering 
that  all  the  police  (signalmen)  along  the  line  are  to  have  their  white 
gloves  on,  to  stand  at  attention,  and  salute  the  train  as  it  passes.      The 

Queen  and  Prince  Albert  travelled  from  Euston,  starting  from 

iottiAiif.,u«i.  ^^  private  platform  adjoining  the  Parcel  Office.    The  train 

HishLey«l     ^^^^  half-an-hour  behind  time,  owing  to  a  special  stop  made  at 

BrldWi        Esher,  on  the  South-Westem  Line,  to  enable  Prince  Albert 

j^^JJ^JI^Jjj^    to  pay  a  visit  of  condolence  to  the  ex-Queen  of  the  French  at 

Claremont,  Louis  Philippe  having  died  on  the  previous  day. 

Mr.  McConnell  was  on  the  engine  of  the  train  from  Euston,  which  only 

occupied  one  hour  and  five  minutes  in  the  run  to  Wolverton  (fifty-two  miles). 

At  Rugby  the  Midland  took  over  the  train.     Her  Majesty  visited  the  Earl  of 

Carlisle  at  Castle  Howard,  proceeding  next  day  to  Newcastle,  where  the 

High    Level    Bridge    of   the    York,   Newcastle,    and    Berwick    Line    waa 

"  inaugurated ; "  and  subsequently  she  passed  over  the  Royal  Border  Bridge 

at  Berwick  and  "  inaugurated  "  it  also ;  the  East  Coast  route  being  by  these 

bridges  made  a  continuous  one  from  England  to  Scotland. 

The  return  journey  was  made  early  in  October,  commencing  at  Stone- 
haven ;  and  the  memorandum  furnished  to  me  by  the  late  Mr.  Woodhouse 

gives  the  particulars  of  the  journey  from  Edinburgh  to  the 

Quaenfrom     South.     Knowing  the  interest  I  took  in  the  subject  of  Her 

_  Majesty's  journeys,  Mr.  Woodhouse  handed  me  the  original 

Bdlnhnrgli  to    letters  of  Captain  Huish  to  him,  giving  instructions  for  the 

uthOct'uMi.    sp^^i^^  precautions  and  arrangements  to  be  adopted  on  this 

Royal  journey  from  Edinburgh  to  London,  as  well  as  those 

referring  to  a  subsequent  one  in  the  following  year.     From  these  papers  I 

find  it  laid  down  that  on  October  nth,  1850,  Her  Majesty  was  to  travel 

from  Edinburgh  to  London,  via  York,  Derby,  and  Rugby,  thus : — 
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IILES. 

a.in. 

MILES. 

p.m. 

Leave 

Edinburgh... 

8    0 

232 

Amve  at  Normanton 

I  50 

29 

Arrive  at  Dunbar 

8  45 

264 

Eckington . . . 

a  45 

58 

99 

Berwick 

9  30 

295 

Derby 

3  20 

89f 

» 

Lesbury 

10  15 

320 

Syston 

4     0 

123 

II 

Newcastle  ... 

II  10 

344i 

Rugby 

4  40 

noon. 

374i 

Wolverton... 

S  20 

165 

W 

Darlington... 

12  10 

p.m. 

427 

London 
(EustonStn.) 

6  30 

208 

99 

York 

I  15 

The  instructions  issued  for  this  journey  between  Rugby  and  London 
enumerate  specified  places  at  which  certain  trains  are  to  "  remain  "  until  the 
Royal  train  has  passed,  and  order  that  no  ballast  train  is  to  work  on  the  up 
line  after  the  passing  of  the  12.30  noon  passenger  train  from  Birmingham. 

They  throw  on  to  Mr.  Grew,  who  was  Station  Master  at  Rugby,  the 
duty  of  ascertaining  by  telegraph  how  the  Royal  train  is  running  from  Derby, 
and  to  telegraph  its  departure  from  Rugby  to  Wolverton,  Tring,  and  Euston, 
so  that  the  trains  may  be  shunted  sooner  than  intended  should  it  be  necessary 
to  do  so. 

Mr.  Grew  is  further  instructed  to  regulate  his  instructions  to  the  guard 
and  driver  of  the  11. 15  from  Liverpool  in  accordance  with  the  telegraphed 
tidings  of  the  Royal  train ;  but,  adds  Mr.  Bruyeres  in  his  printed  instructions, 
"  I  think  it  will  be  able  to  get  to  Bletchley." 

The  usual  police  arrangements  are  to  be  made  along  the  line  as  on  the 
occasion  of  Her  Majesty's  former  journeys ;  and  persons  wishing  to  see  the 
Royal  train  pass  may  be  admitted  to  the  down  platforms,  but  not  to  the  up. 

In  1861,  Her  Majesty  adopted  the  Great  Northern  route  from  London 
for  the  first  time;  and  on  the  27th  August,  under  the  careful  guardianship 

of  Mr.  Seymour  Clarke,  the  Queen  and  Prince  Consort  started 

flTrtJournleyby  ^'  ^'^  P"°^'  ^^^™  Maiden  Lane  (for  the  King's  Cross  terminus 
Great  Northern  was  incomplete)  and  travelled  via  Peterborough,  Boston,  and 

trthi^t^issL  L^"^^^'^ — ^^^  ^"^y  route  then  open — ^to  Doncaster,  where  they 

stayed  for  the  night  at   "The  Angel."     Next  day  they  left 

Doncaster  as  early  as  8.45,  and,  proceeding  to  York,  were  transferred  to  the 

York,  Newcastle,  and  Berwick  Company,  and  reached  Edinburgh  at  3.30. 

The  railways  towards  the  North  being  open  as  far  as  Stonehaven,  the  Royal 

party  travelled  from  that  place  by  road  to  Balmoral. 

On  the  return  journey  on  7th  October,  the  Scottish  Companies  were  not 

successful  in  maintaining  punctuality,  for  at  Forfar,  one  of  the  carriage  trucks 

was  found  with  the  axles  so  hot,  that  the  vehicles  had  to  be 

^f^  ^^    unloaded  and  detached :  further  south,  at  Kirkliston,  one    of 
Dcotiaiia  to  ' 

Rainhm       the  steam  pipes  burst,  and  the  train  came  to  a  stand,  causing  an 
BthOeto^'^MSL ^^^^^  delay;  the  public  anxiety  in  Edinburgh,  at  the  non- 
arrival  of  Her  Majesty,  was  very  great ;  a  pilot  engine  was  sent 


RAILWAY   REMINISCENCES.  453 

in  search  of  the  belated  train.  The  Queen  slept  in  Edinburgh  that  night ; 
and  next  morning  the  Royal  party  started  at  9.0  a.m.  for  their  visits  to  the 
Earl  of  Derby,  at  Knowsley,  and  to  the  Earl  of  EUesmere,  at  Worsley. 

The  journey,  with  the  special  regulations  for  the  stations,  both  in  the 
Liverpool  and  Manchester  districts,  is  one  for  which  Mr.  Woodhouse  had 
preserved  the  instructions,  from  which  the  running  times,  etc.,  are  now 
copied. 

It  will  be  seen,  that  the  Royzl  party  stopped  for  luncheon,  at  Lancaster, 
and  during  the  interval,  the  children  were  taken  up  to  view  John  o'  Gaunts 
Castle,  which  is  but  a  short  distance  from  the  station. 

The  times  laid  down,  are  as  follows  : — 


lunning 
Times. 

Miles. 

H.  M. 

Leave  Edinburgh 

2    50 

100 

Edinburgh  to  Carlisle... 

2       0 

70 

Carlisle  to  Lancaster  ... 

I       0 

Stop  at  Lancaster 

0   40 

21 

T^ncaster  to  Preston  ... 

I       0 

30 

Preston  to  Rainhill     ... 

...      9    0 

a.m. 

...     II  50 

a 

I  50  p.m. 

2  50 

>» 

•••       3  30 

» 

...       4  30 

>9 

7    30  221 

Supplementing  this  Time  Table,  the  instructions  lay  down,  that  the  Royal 
train  will  not  stop  at  Preston,  on  the  journey  from  the  North,  but  will  pass 
through  the  station  at  such  speed  as  Mr.  Norris  (who  will  be  upon  the 
engine)  shall  direct,  and  the  engines  will  be  changed,  as  on  the 
Queen's  former  journey  from  Fleetwood,  at  Farrington.  No  person  will 
be  allowed  to  accompany  the  Royal  train  but  the  Directors  and  officials  in 
attendance. 

The  General  Manager  (Mark  Huish),  will  be  in  attendance  at  RainhiU, 
and  the  public  will  not  be  admitted  to  that  station. 

Next  day,  Thursday,  9th  October,  the  Queen  appears  to  have  left  Liver- 
pool, Lime  Street,  at  4.0  p.m.,  and  travelled  to  Patricroft,  26^  miles — a 
run  of  forty-five  minutes. 

Lime  Street  departure  platform  was  fenced  off,  and  ten  tickets  for 
admission  to  the  platform  were  placed  at  the  disposal  of  each  Liverpool 

Queen's  Yliit    ^^^^^^o^'     ^"  ^^^  same  way,  the  public  were  not  admitted  to 
to  Mancheiter,  Patricroft  station,  but  ten  tickets  were  issued  to  each  of  the 

andfubieqwit  Manchester  Directors.    This  was  the  occasion  on  which  Her 
jOiiziiey  lO 

London,       Majesty,  at  Peel  Park,  in  Salford,  witnessed  the  assemblage  of 
uth  Oct.  USL    80,000  Sunday  School  children. 
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On  Saturday,  nth  October,  the  Royal  train  was  appointed  to  leave 


Patricroft  at  12  noon. 


Running 
Times. 

Miles. 

XI.    M. 

Leave  Patricroft        

12     0  noon 

I     5 

3S 

Patricroft  to  Crewe,  via  Stockport    ... 

I     5  p.m. 

0  48 

25 

Crewe  to  Stafford       

I  53     « 

I  20 

50 

Stafford  to  Rugby      

3  13     „ 

r  47 

65 

Rugby  to  Watford     

5     0     » 

5    o 


175 


Mr.  Woodhouse  was  instructed  to  take  charge  of  the  train  from  Ordsall 
Lane  to  Crewe.  The  train  would  pass  over  the  South  Junction  Line,  from 
Ordsall  Lane  to  London  Road,  and  Mr.  Kirkman,  the  Secretary  and  Manager 
of  this  little  Joint  Line  (opened  in  1849)  is  to  cause  the  line  to  be  kept  quite 
clear.  At  Crewe,  Mr.  Woodhouse  is  to  give  up  charge  of  the  train  to 
Mr.  Norris,  who  in  like  manner  is  to  hand  it  over  to  Mr.  Bruyeres  at  Rugby. 
The  whole  of  the  arrangements,  from  the  arrival  of  the  Rojral  train  at  Rainhill 
till  its  arrival  at  Watford,  will  be  under  the  personal  Superintendence  of  the 
General  Manager. 

The  train  is  to  be  telegraphed  forward  to  every  station.  This  order  shews 
a  marked  advance  in  railway  system,  and  compares  in  a  striking  manner  with 
the  crude  orders  a  year  previously.  A  pilot  engine,  bearing  a  flag,  will  precede 
the  Royal  train,  ten  minutes.  The  whole  staff  of  platelayers,  porters,  police, 
etc.,  will  guard  the  line  during  the  Royal  progress. 

This  very  wide  order  of  the  General  Manager  is  simplified  in  Mr.  Norris' 
district  instructions.  All  platelayers  'to  be  on  duty  as  policemen  and 
signalmen  until  after  the  Royal  train  has  passed ;  all  night  and  day  men 
to  be  on  duty  at  the  different  stations  and  crossings  from  12  o'clock  till 
Her  Majesty's  train  has  passed.  The  train  was  due  to  leave  Crewe  at 
1.5,  and  it  is  ordered  that  no  obstruction,  of  any  kind,  must  be  upon 
the  line  from  one  o'clock  till  the  Royal  train  passes.  No  engine  or 
wagon  must  be  shunted  on  to  the  up  line  in  the  same  interval,  and  no  cart 
or  vehicle  of  any  description  must  be  allowed  to  cross  at  any  level  crossing 
during  tlie  same  time. 

Mr.  Woodhouse's  circular  to  his  Station  Masters,  was  less  restrictive. 
After  laying  down  the  due  time  at  stations  of  the  Pilot  and  the  Royal 
train,  he  says  :  "  You  are  directed  to  keep  the  line  clear  of  obstruction,  and 
make  such  arrangements  as  will  prevent  any  interruption  at  your  station." 

At  Watford  the  Royal  party  left  the  train,  and  posting  by  road  reached 
Windsor  at  7.0  p.m. 

Next  year  (1852),  the  Royal  party  travelled,  in  August,  from  Gosport  to 
Scotland  by  railway,  following  a  route  which  scarcely  touched  the  London  and 
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North-Westem.  The  London  and  South-Westem  was  adopted  as  far  as 
Basingstoke ;  there  carriages  had  to  be  changed,  and  the  broad  gauge  made  use 
of  as  far  as  Gloucester.  Another  change  took  place  here,  and  the  narrow 
gauge  of  the  Midland  was  adopted ;  the  train  running  into  Curzon  Street 
Station,  where,  unlike  the  circumstances  of  1849,  the  municipal  addresses 
could  be  and  were  presented  under  cover;  then  passing  along  the  Lawley 
Street  Viaduct,  recently  opened,  the  train  proceeded  to  Derby,  where  again, 
Her  Majesty  stayed  the  night,  and  thence  to  Edinburgh  and  the  North — 
Cupar  Angus  being  the  point  at  which  the  Royal  party  left  the  railway. 

On  October  12th,  the  Royal  party  returned,  via  Stonehaven  to  Edinburgh ; 
and  next  day  by  Caledonian  route  via  Carlisle  to  Preston,  where  addresses  were 

presented,  and  luncheon  taken  between   1.50  and  2.30,  when 

Bangor  and  '^^  ^^^  ^^^^  ^^^  Chester  and  Bangor,  the  Queen  spending  the 
Britannia  night  at  the  Penrhyn  Arms  Hotel.  Next  day,  the  opportunity 
Ootobw^issi  ^^  taken  of  inspecting  the  recently  opened  Britannia  Tube, 
across  the  Menai  Straits,  the  Royal  party  passing  by  road  over 
the  Menai  Suspension  Bridge,  to  Llanfair  ;  there  the  railway  was  utilized,  and 
Hei  Majesty's  saloon  was  taken  to  the  Anglesey  end  of  the  tube.  The 
Queen  walked  part  way  into  the  tube,  and  then  the  carriage  which  she 
entered  was  drawn  through  the  tube  by  the  workmen;  in  the  meantime, 
Prince  Albert  and  the  Prince  of  Wales  walked  over  the  tube,  accompanied 
by  Mr.  Robert  Stephenson,  who  afterwards  took  the  whole  party  to  the 
shore  to  view  the  underside  of  the  massive  structure;  then  the  Queen, 
under  the  charge  of  Mr.  Binger  and  Mr.  Norris,  commenced  the  return 
journey  to  Windsor,  by  Chester  and  Holyhead  Railway  to  Saltney 
Junction ;  whence,  following  their  newly-opened  route,  the  Shrewsbury  and 
Chester  Company  conveyed  Her  Majesty  to  Shrewsbury . — after  luncheon, 
the  Shrewsbury  and  Birmingham  Company  carried  forward  the  train  to 
Wolverhampton ;  there,  the  London  and  North-Westem  Company  took  the 
train  over  the  Stour  Valley  Line  through  New  Street,  Birmingham,  to  a  point 
on  the  Gloucester  Line,  about  half-a-mile  towards  Bordesley,  where  temporary 
platforms  had  been  erected,  and  Her  Majesty  alighting  at  the  point  where  this 
line  passed  over  the  recently  opened  Birmingham  and  Oxford  Railway, 
walked  down  to  the  lower  level,  and  travelled  by  the  latter  broad  gauge  line 
to  Windsor — six  separate  railway  systems  being  utilized  on  this  journey. 

1863.  The  next  autumn  excursion  introduced  Leamington,  both  going  and 
returning,  as  the  point  of  exchange  with  the  London  and  North-Westem  system. 
On  27  th  August  the  Queen  left  Southampton  shortly  after  ten,  with  Prince 
Albert,  the  Prince  of  Wales,  and  Prince  Alfred,  and  travelled  by  London  and 

South-Westem  Line  to  Basingstoke,  where  the  usual  break  ot 

Soo^mpto^  gauge  took  place.     Lord  Granville,  as  Minister  of  State,  met 

▼laLBamlnffton,  Her    Majesty;    and    Mr.   Charles    Russell,    the     Chairman, 

jtSi^Sm^Iw.  ^^'  ^""^^^»  ^^   Engineer,  and  Mr.  Saunders,  the  Secretary 

of  the  Great  Western  Railway,  took  charge  of  the  Royal  train 
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onward  to  Leamington,  where  it  arrived  shortly  after  one ;  and  here  a  change 
back  to  narrow  gauge  was  entailed.  At  Leamington  a  new  state  saloon  carriage 
had  been  prepared  by  the  London  and  North-Westem  Company,  and  it  is 
reported  that  a  novel  mode  of  communication  between  guard  and  driver  was 
applied  to  the  train.  A  sketch  of  this  special  saloon  appeared  in  the 
Illustrated  London  News  of  the  day.  It  was  built  at  Wolverton  Works  under 
Mr.  Bore's  personal  inspection ;  the  colours  of  the  interior  silken  fittings,  a 
deep  blue,  having  been  selected  by  Her  Majesty  herself.  The  train  travelled 
from  Leamington  by  Kcnilworth  to  Coventry,  and  thence  by  the  Nuneaton 
Branch  to  the  Trent  Valley;  it  was  appointed  to  call  at  Tamworth,  and 
arrived  shortly  after  two.  The  borough  authorities  presented  an  addiess 
of  welcome,  and  Her  Majesty  had  luncheon  in  the  station. 

The  train  left  Tamworth  at  2.45  p.m.  as  appointed,  the  Queen  shortening 
the  stoppage  arranged  in  the  official  Time  Bill  in  order  to  make  up  the  time 
lost  in  crossing  from  Osborne.  The  Royal  party  reached  Holyiead 
6.30  p.m.,  going  on  board  the  "Victoria  and  Albert,"  which  moved  from 
the  Pier  Head  to  the  new  harbour.  The  Royal  yacht  remained  in  Holyiead 
all  Sunday,  and  left  for  Ireland  at  3.15  on  Monday  morning,  August  29th. 
This  was  the  Queen's  second  visit  to  Ireland;  and  the  patronage  she 
extended  to  the  Exhibition  in  Dublin  by  repeated  visits,  under  Mr.  Dar^m's 
care,  added  much  to  its  success.  It  was  in  connection  with  this  Exhibition 
that  Mr.  C.  P.  Roney  was  knighted  by  the  Lord  Lieutenant. 

On  September  5th  (Monday),  having  re-crossed  the  Channel,  the  Royal 
party  disembarked  at  the  landing  place  of  the  old  harbour,  and,  entering  the 
Royal  train,  were  drawn  by  horses  to  a  point  opposite  Hibbert's  Royal  Hotel 
Here  the  engine  was  attached,  and  Captain  Simmons  (R.E.)  took  charge,  with 
Mr.  Binger,  over  the  Chester  and  Holyhead  line;  the  train  arrived  at 
Lancaster  at  i.o  p.m. ;  Carlisle,  2.15;  and  thence  to  Lothian  Road  Station, 
Edinburgh. 

On  6th  October  the  Queen  and  Prince  Albert,  with  the  Royal  Princes  and 
Princesses,  left  Edinburgh  at  8.0  a.m.,  travelling  by  Caledonian  and  London 
and  North-Westem  Lines  to  Leamington.  At  Leamington  the  Royal  party 
took  the  Great  Western  Railway,  and  arrived  at  Windsor  shortly  after  8.0  p.m. 

1864.  In  September  the  Queen  and  Prince  Albert  adopted  the  (}reat 
Northern  route,  travelling   both  ways  to  and  from  King's  Cross;    on  their 

return  in  October,  they  crossed  London  by  road  to  Paddington, 
_  and  thence  by  rail  for  Windsor. 

^22J^  In  September,  1855,  the  journey  to  Edinburgh  would  not 

by  Her        seem  to  have  been  made  with  its  usual  smoothness.     On  arrival 

Uajetty.       ^t  Peterborough   one  of  the  vans  was  found  to  have  heated 

in   running;    at   Grantham   it   was   still   hot,  and  a  man  was   "placed  on 

the  footboards  to  grease  the  vehicle  while  running."       Doncaster  Station 

was  crowded  whilst  another  van  was  put  on.     At  Darlington  the  unfortunate 
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greaser  was  killed,  and  the  saloon  in  which  Royalty  was  travelling  had  to 
be  shunted  off  and  the  travellers  changed. 

In  October,  1855,  the  Royal  party  left  Banchory,  on  the  Deeside  Line, 
and  made  the  first  portion  of  the  journey  to  Edinburgh ;  and  next  day,  leaving 
Edinburgh  at  7.30  a.m.,  London  (King's  Cross)  was  reached  at  6.25  p.m., 
where  Mr.  Seymour  Clarke  received  Her  Majesty's  thanks. 

The  same  route  was  adopted  next  year  with  the  down  journey  (August  30th, 

1856)  to  Edinburgh  and  Banchory.     On  the  return,  in  October,  it  is  recorded 

-^^j^       that  the  journey  by  Great  Northern,  instead  of  terminating  at 

throngli  London  King's  Cross,  was  continued  "  by  the  train  being  passed  on  to 

y^^^^^    the  North  London  Line,  and  thence  by  the  Junction  Railway 

aflOPtuMf  Ton  wO  

throngh       over  the  Thames  to  the  South-Westem  Line,"  over  which 

Primrooe  Hill,  jjer  Majesty  travelled  to  Windsor,  the  train  arrangements  from 

Windsor,       Banchory  having  been  exclusively    under    the    direction    of 

L.  ft  8.  w.      Mr.  Seymour  Clarke,  who  received,  through  Colonel  Phipps, 

the  thanks  of  Her  Majesty  and  Prince  Albert  for  his  attention  to  the  Royal 

convenience. 

I  presume  the  latter  portion  of  this  journey  must  have  entailed  the 
Queen's  travelling  over  the  North  London  Line  from  Maiden  Lane  to 
Camden  (Chalk  Farm),  and  thence  by  London  and  North-Westem  through 
Primrose  Hill  Tunnel  to  the  Kew  Junction,  near  the  present  Willesden 
Junction  Station.  Mr.  Dunn,  North  London  Railway,  tells  me  one  of  the 
guards  who  took  charge  of  the  train  by  this  route  is  still  living,  and  well 
remembers  the  Royal  journey.  The  time  occupied  on  return  from 
Edinburgh  to  Windsor  is  recorded  as  twelve  hours. 

1867.    The  Queen,  accompanied  by  the  Prince  Consort  (as  His  Royal 

Highness,  in  accordance  with  an  Order  in  Council,  was  now  styled),  the  Prince 

-^     .  .p.^^    of  Wales,  Prince  Frederick  William  of  Prussia,  the  Princess 
Queen  B  Yiiit 

to  Kanohefter  Royal,  Princess  Alice  and  Prince  Alfred,  visited  the  Art 
BxbitiLtion,  Treasures  Exhibition  in  Manchester.  The  journey  was  made 
from  London  to  Patricroft  on  29th  June.  The  train,  leaving 
Euston  in  the  afternoon,  was  held  at  Tamworth  for  half-an-hour  to  enable 
the  Royal  party  to  take  refreshments,  and  reached  Patricroft  "  in  safety,"  at 
10.40  p.m.,  the  Queen  going  to  Worsley  Hall,  the  seat  of  the  Eari  of 
Ellesmere. 

The  same  party  returned  from  Patricroft  Station  to  Euston  on  July  2nd. 
The  time  of  departure,  originally  fixed  for  9.30,  was  altered  on  the  previous 
day  to  8.30  by  Her  Majesty's  command — she  desiring  to  make  an  earlier 
arrival  in  London. 

So  far  as  the  Scotch  journey  in  the  autumn  is  concerned,  it  was  made 
by  the  Great  Northern  route  to  Edinburgh  on  the  20th  August ;  the  train 
arriving  twelve  minutes  before  its  expected  time.  On  return  from  Balmoral, 
a   visit  was   made    to    the    Earl    of    Aberdeen    at    Haddo    House,   near 
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Aberdeen ;  and  on  the  i6th  October  the  jotimey  from  Edinburgh  to  Windsor 
Castle  is  said  to  have  been  performed  in  admirable  style  in  little  more 
than  twelve  hours;  the  junction  with  the  North  London  near  the  New 
Cattle  Market  being  again  made  use  of,  and  thence,  via  Kew,  to  the 
London  and  South-Westem  Station  at  Windsor.  Mr.  Seymour  Clarke  was 
in  charge,  and  received  Her  Majesty's  thanks. 

1868.  In  June,  the  Queen  visited  Coventry,  Birmingham,  Kenilworth, 
and  Warwick.     The  Queen  and  Prince  Consort,  attended  by  the  Duchess  of 

Athole,  the  Honourable  Horatia  Stopford,  Sir  Charles  Phipps, 

^^****^  Major-General  Bouverie,  and  Colonel  Seymour,  left  Euston  by 

BlrmlTigham    special  train ;  Mr.  Walpole,  as  Secretary  of  State,  attending 

^Jn^i»^^    Her  Majesty.     The  train  left  at   3.0   p.m.,  accompanied  by 

the  Chairman  the  Marquis  of  Chandos,  Captain  Huish,  and 

several  of  the    Directors       Mr.    McConnell   drove  the   engine,    and   was 

accompanied  by  Lord  Alfred  Paget  and  the   Marquis    of  Stafford.     The 

railway  journey  terminated  at  Coventry,  the  Royal  party  driving  to  Stone- 

leigh,   the  seat  of   Lord  Leigh.     Next  day,   leaving   Kenilworth    by   train, 

the  Queen  travelled  to  Birmingham.    A  reception  at  the  Town  Hall,  and  a 

Royal  Progress   through    the  streets    and    along    the  celebrated  Chesnut 

Avenue,  brought  the  Queen  to  Aston  Hall,  where  both  Hall  and  Park  were 

dedicated  to  the  public. 

By  the  courtesy  of  the  authorities  of  the  Birmingham  Canal,  I  had  a 
place  in  one  of  their  offices,  and  saw  the  procession  pass.  It  was  marred  by 
the  fact  that,  either  by  miscalculation  of  time  or  by  unpunctuaiity,  the 
unfortunate  school  children,  who  ought  to  have  been  in  place  and  singing  an 
anthem  of  welcome,  were  only  marching  past  as  the  Queen  drove  by  towards 
Aston  Hall. 

In  the  afternoon  Her  Majesty,  on  leaving  the  Hall,  drove  down  the 
noted  avenue  which  then  existed  (but  has  since  been  superseded  by  bricks 
and  mortar)  between  Aston  Hall  and  the  Grand  Junction  Line,  and  departed 
from  a  temporary  station  at  the  end  of  the  avenue  on  the  way  back  to 
Kenilworth.  It  was  the  first  time  I  had  been  present  at  a  railway  platform 
in  connection  with  Royal  journeys,  but  I  became  a  proficient  afterwards. 
The  evening  of  that  day  was  distinguished  by  a  most  terrific  thunderstorm, 
in  the  midst  of  which  our  South  Staffordshire  excursionists,  who  had  added 
their  thousands  to  the  Birmingham  crowds,  had  to  find  their  way  home. 

1868.  The  Queen's  journey  to  Scotland  this  autumn  was  made  from 
Gosport,  by  the  London  and  South-Western,  to  Kew,  and  thence  by  Kilbum 

and  Chalk  Farm  to  King's  Cross  Goods  Station,  where  the 

Joiuney^ft'om  ^^^^     Northern     Line     was     adopted     for     Peterboro*  and 

Ooflport,  via    Leeds,  the   whole   arrangements   being  in  the   hands  of   Mr. 

1868.^^^  Seymour  Clarke.      On   the   return   the  journey  was   broken 

both  at  Edinburgh  and  at  York,  and  the  Royal  party  stayed  the 
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night  at  the  North-Eastem  Company's  hotel,  adjacent  to  the  old  York 
terminus.  On  arrival  in  London  the  train  was  again  taken  to  the  Goods 
Station  of  the  Great  Northern,  onward  by  the  North  London  Line  to  Kew 
Jmiction,  and  so  by  the  South-Westem  Company's  route  to  Windsor. 
It  is  reported  that  the  arrangements  for  the  Queen's  train  were  so 
efficient,  that  while  travelling  at  full  speed,  the  guard,  observing  a  door 
to  fly  open,  pulled  the  signal  line,  and  in  three  minutes  the  train  was 
stopped.  Mr.  Seymour  Clarke  again  was  complimented  by  the  Royal 
travellers  on  the  completeness  of  his  arrangements.  The  journey 
throughout  occupied  eleven  hours ;  average  speed  forty  miles  per  hour.  The 
route  by  Chalk  Farm  and  Kew  had  evidently  become  a  well  recognized  one 
for  Royalties  to  adopt  from  Windsor,  as  both  the  Duchess  of  Kent  and  the 
Prince  Consort  travelled  by  it  in  1858,  the  former  to  York  in  August,  and  the 
latter  to  Southend  in  September. 

In  1859,  Mr.  Cawkwell's  name  is  mentioned  for  the  first  time  in 
connection  with  these  Royal  joumeyings. 

1869.  The  Queen  and  Prince  Albert  having  returned  from  Osborne 
(August  29th),  started  from  King's  Cross  the  same  evening,  and  travelled  by 
Great  Northern  route  in  accordance  with  the  time  table  prepared  for  this  night 
journey  by  Mr.  Seymour  Clarke,  which  had  been  submitted  to  and  approved 
by  Her  Majesty.  The  train  consisted  of  three  Royal  saloons,  with  the  usual 
number  of  first  class  carriages  and  luggage  brakes,  the  saloons  being  fitted  up 
in  the  French  style  with  mattresses  and  sofas. 

The  Royal  party  included  the  Queen  and  the  Prince  Consort,  the  Princess 
Alice,  Prince  Arthur,  the  Princess  Helena,  and  the  Princess  Louise.  The 
suite  in  attendance  upon  Her  Majesty  and  the  Prince  Consort  consisted  of 
Lady  Churchill,  General  the  Hon.  Charles  Grey,  Sir  Charles  Phipps,  Lord 
Charles  Fitzroy,  the  Hon.  Horatia  Stopford,  and  Sir  James  Clark,  together  with 
the  Right  Hon.  Sir  George  Grey  as  the  Secretary  of  State  in  attendance. 

The  train  left  King's  Cross  at  9.0,  and  stopped  at  Biggleswade  for  water ; 
at  this  point  Her  Majesty  expressed  her  perfect  satisfaction  with  its  running, 
and  the  Royal  party  travelled  through  the  night,  stopping  at  Peterborough, 
Newark,  and  Doncaster. 

St.  Margaret's  Station  (Edinburgh)  was  reached  at  8.0  a.m.  on  the 
morning  of  the  30th,  and  there  His  Royal  Highness  the  Prince  of  Wales  met 
his  illustrious  parents. 

On  the  morning  of  the  31st,  at  9.0,  the  Royal  party  left  St.  Margaret's 
Station,  and  proceeded  over  the  Edinburgh  and  Glasgow  Railway  to  Larbert 
Junction,  the  Directors  of  the  Scottish  Central  took  charge  of  the  train  thence 
to  Perth,  where  the  Royal  party  arrived  a  few  minutes  after  eleven. 

Here  (it  is  reported),  "  fortunately,  owing  to  the  feud  which  has  lately 
existed   between   two   railway  companies   having  subsided,  it  will  not  be 


460  RAILWAY   REMINISCENCES. 

"  necessary  for  Her  Majesty  to  alight,  as  her  liege  subjects  have 
^^irol^Sf*  "  ^^^"  compelled  to  do  during  the  last  fortnight,  and  make  a 
"  circuit  of  half-a-mile  through  the  city  to  accomplish  a  railway 
**  distance  of  300  yards  *  From  Perth,  under  the  conduct  of  the  Scottish  North- 
Eastem  Directors,  with  one  stoppage  at  Bridge  of  Dun,  the  journey  to 
Aberdeen  was  made,  the  train  being  due  at  1.55,  but  arriving  five  minutes 
early  at  Deeside  Junction. 

Thence  the  Directors  of  the  Deeside  Railway  conducted  Her  Majesty's 
train  to  Banchory.  From  Aberdeen  to  Banchory  the  run  occupied  thirty 
minutes,  and  Her  Majesty  partook  of  luncheon  at  the  Railway  Station  before 
starting  by  road  for  Balmoral. 

Before  leaving  Banchory  Her  Majesty  expressed,  through  Mr.  Seymour 
Clarke,  the  General  Manager  of  the  Great  Northern  Railway,  her  sense  of  the 
admirable  manner  in  which  the  journey  from  London,  over  various  intervening 
lines  of  railway,  had  been  performed. 

On  the  22nd  October,  the  Queen  and  the  Prince  Consort  (having  a  day 

or  two  previously  journeyed  from  Edinburgh  to  Loch  Katrine  to  open  officially 

pirrt  tr&i  1     *^^  Glasgow  Waterworks)  left  Edinburgh,  St.  Margaret's  Station. 

Mr.  Cawkwall's  The  Royal  train  by  which  Her  Majesty  travelled  was  under  the 

<^***'«*»        special  direction  of  Mr.  Cawkwell,  the  General  Manager  of  the 

_'         London  and  North-Western  Railway,   and    the   Marquis  of 

Bdintnush  to    Chandos,  the  Chairman  of  the  same  Company,  was  also  present 

^"'*^'*       to  accompany  Her  Majesty  from  the  Scottish  Capital  to  Bangor. 

The  train  left  St.  Margaret's  at  9.0  a.m.,  and  passing  through  Waverley  Station 

entered  on  the  Caledonian  system  at  Haymarket  Junction  at  9.10,  thence 

travelling  via  Mid-Calder,  Carnwath,  and  Thankerton,  it  made  its  first  stop 

at  Abington  at  10.15  for  water.      Carlisle  was  reached  at  11.45,  ^^^  ^® 

North-Western  engines  were  attached.     Lancaster  was  selected  as  a  suitable 

place  for  luncheon ;  there  the  Royal  party  remained  for  half-an-hour.     The 

Mayor  and  Corporation  were  in  great  force,  and  a  loyal  address  was  presented. 

From  Lancaster  the  train  proceeded  via  Preston  to  Warrington,  where  the 

main  line  of  the  London  and  North-Western  was  left,  and  the  train  diverged 

towards  Chester.     This  city  was  reached  at  4.0  p.m.,  and  here  the  Mayor  and 

Corporation  were  again  in  attendance,  and  availed  themselves  of  the  opportunity 

of  handing  into  the  Royal  carriage  a  loyal  address,  and  the  train  proceeded 

towards  Bangor,  where  the  train  arrived  punctually  at  5.40.     Penrhyn  Castle 

was  the  destination  of  Her  Majesty. 


•  The  **  Perth  block"  arose  in  August,  1859,  owing  to  a  dispute  between  the  Scottish 
North  Eastern  and  the  Companies  interested  in  Perth  General  Station,  especially  the  Scottish 
Central — the  former  Company  declining  to  bring  traffic  beyond  the  limit  of  their  own  rails, 
about  3CX)  yards  north  of  Perth  Station — the  other  Companies  insisting  on  transfer  in  the 
station.  The  correspondence  was  in  the  hands  of  Mr.  Irvine  Kempt  for  the  Scottish  North 
Eastern,  and  of  Mr.  John  A.  Jamieson  for  the  Scottish  Central ;  the  question  became  so 
acute,  and  the  public  inconvenience  so  great  that  the  Board  of  Trade,  through  Capt.  Galton, 
had  to  interfere — and  arbitration  brought  the  dispute  to  an  end. 
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On  the  24th,  Monday,  His  Royal  Highness  the  Prince  Consort  made  a 

special  railway  trip  from   Bangor  to  Holyhead,  under  the  charge  of  Mr. 

Cawkwell   and    the    Marquis    of    Chandos,    the    twenty-five 
Sttii  Ofi^  isn. 

_•         miles    being    run    in    thirty-three    minutes.      The    Prince's 

Prince  OonMrt  visit  was  made  for  the  purpose  of  inspecting  the  "  Great 
HoiyiiMuL  Eastern,"  steamer,  which  at  the  time  was  lying  in  Holyhead 
Harbour,  and  was  a  great  attraction,  owing  both  to  its 
gigantic  bulk  and  to  its  having  experienced  a  damaging  explosion  on 
board  during  its  recent  trip.  Captain  Harrison  received  the  Prince 
on  board,  and  Mr.  Hawkshaw,  the  Engineer  of  Holyhead  Breakwater, 
was  among  those  in  attendance.  The  return  journey  from  Holyhead  to 
Bangor  is  again  recorded  as  having  been  made  in  thirty-three  minutes, 
which  would  appear  to  have  been  considered  fast  running. 

Her  Majesty  left  Bangor  on  the  26th,  being  handed  into  her  carriage  by 

the  Marquis  of  Chandos.    The  train  left  at  11.30,  and  ran  steadily  at  40 

Ti^fiimrtiy      miles  an  hour  up  to  Holywell,  where  the  engines  took  water. 

Windsor,  via    Chester  and  Crewe  were  passed  without  stopping,  and  the  train 

st^^OetfuM.   P^^^^  "P  ^^  Whitmore  where  water  was  again  taken.    Stafford 
was  reached  at  half-past  two,  and  here  in  the  station,  in  a  room 
specially  constructed  for  the  occasion.  Her  Majesty  took  luncheon ;  the  Royal 
Coat  of  Arms  still  remaining  as  a  decoration  in  memento  of  the  Royal  visit. 

The  train  left  Stafford  at  3.0,  and  made  stoppages  at  Tamworth  at  3.30, 
Rugby  4.30,  Bletchley  5.30,  thence  to  the  Willesden  Junction,  where  it  passed 
on  to  the  South-Westem  Junction  Line,  over  which  the  Royal  party  travelled 
to  Windsor,  arriving  punctually  at  7.15  p.m.  (254  miles  in  all).  On  arrival  at 
Willesden  Junction,  Her  Majesty  expressed  to  the  Marquis  of  Chandos  her 
sense  of  the  attention  paid  to  her  comfort  during  the  journey. 

1860.    This  year  Her  Majesty  travelled  again  by  the  Great  Northern  route, 

Aboyne  having  now  become  the  terminal  of  the  railway  instead  of  Banchory. 

On  the  return  the  arrangements  fell  into  the  hands  of  Mr.  Cawkwell,  and  the 

journey  extended  as  far  south  as  Gosport,  the  introduction  of  the  "  mixed " 

gauge  on  the  Great  Western  system,  from  Bushbury  through  to  Basingstoke, 

enabling  this  to  be  done.    The  journey  was  made  on  Monday,  September 

1 7th,  when  the  Queen,  the  Prince  Consort,  the  Princesses  Alice,  Helena,  and 

Louise,  Princes  Arthur  and  Leopold,  left  St.  Margaret's  Station,  Edinburgh, 

at  7.0  p.m.,  attended  by  Lady  Churchill,  the  Hon.  B.  Byng,  Sir  Charles  Wood, 

Sir  C.  B.  Phipps,  Major  Elphinstone,  Dr.  Baly,  and  Major-General  Hon.  C. 

inhSopt  18M.  ^rcy*     ^^'  Cawkwell,  the  General  Manager  of  the  London  and 

RatomTonmey  North-Westem,  who  had  brought  Her  Majesty  southward  from 

Aboyne  and    Aboyne  on  the  previous  Saturday  was  in  charge ;  the  evening 

^^^™**J*    run  from  Edinburgh  to  Carlisle  was  made  with  one  stoppage  at 

Bushirory  and  Abington.     At  Carlisle  a  stoppage  of  ten  minutes  was  made — 

BaainffftokA.    i^^  ^n^j  coffee  being  ser>'ed.     Here  the  Caledonian  Railway 
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Directors  resigned  their  charge,  and  Admiral  Moorsom,  Colonel  McLean,  Mr. 
Hodgson,  and  the  secretary,  Mr.  Stewart,  attended  Her  Majesty  thenceforward 
to  Wolverhampton,  stopping  for  the  engine  to  take  water  at  Shap,  Lancaster, 
Preston,  Whitmore,  and  Stafford.  At  Wolverhampton,  which  was  reached  via 
West-Midland  Line  and  Bushbury,  officials  of  the  Great  Western  assumed  charge 
over  their  narrow  gauge  to  Leamington,  Banbury,  and  Oxford  to  Basingstoke. 
Here  Mr.  A.  Scott,  General  Manager,  and  Mr.  Beattie,  Locomotive  Superin- 
tendent, were  in  attendance,  and  the  train  after  a  brief  delay  ran  forward  to 
Bishopstoke,  arriving  7.39,  the  curtains  of  the  Queen's  saloon  were  withdrawn 
at  this  station,  and  the  eighteen  miles  into  Gosport,  Clarence  Victualling  Yard, 
were  run  in  half-an-hour ;  the  train  stopping  alongside  the  embarking  shed  at 
3.10  a.  m.  Her  Majesty,  through  Earl  Grey,  conveyed  her  acknowledgments 
to  Mr.  Cawkwell  for  the  admirable  manner  in  which  the  whole  railway  journey 
had  been  performed. 

This  was  the  first  occasion  on  which  Her  Majesty  had  travelled  through 
from  Scotland  to  Gosport  by  this  route.  It  was  selected  by  Her  Majesty, 
and  the  newspaper  reports  add,  "  it  is  considered  not  unlikely  that  the  Royal 
approval  of  the  route  may  lead  to  the  establishment  of  a  direct  system  of  trains 
from  Scotland  to  the  ports  on  the  South  Coast  of  England." 

1861.  August  24th  was  the  first  journey  made  by  Her  Majesty,  which  in 
any  way  affected  my  services ;  at  the  time,  I  was  District  Superintendent  at 

Birmingham,  and  received  intimation  from  Mr.  Cawkwell,  the 

CkMport  to      General  Manager,  to  arrange  for  the  passage  of  the  Royal  train 

Holyhaad,      from  Bushbury  to  Stafford,  as  part  of  the  journey  from  Gosport 

'  to  Holyhead.     I  had  to  place  myself  in  communication  with 

the  Great  Western  and  West  Midland  officials  for  the  reception  of  the  train 

from  them,  and  for  our  engine  and  people  to  convey  it  onward. 

The  Queen  was  accompanied  by  the  Prince  Consort,  Prince  Alfred,  and 
the  Princess  Alice  and  Helena ;  Lord  Granville  was  the  Minister  in  attendance, 
with  Viscount  Sydney,  Lady  Churchill,  the  Hon.  Miss  Stuart  Wortley,  Sir 
Charles  Phipps,  Major  General  the  Hon.  C.  Grey,  Major  Du  Plat,  and  Dr. 
Jenner. 

The  train  was  run  in  the  day-time,  from  Gosport  to  Holyhead  for  Ireland ; 
luncheon  had  been  taken  at  Leamington  ;  Bushbury  and  Whitmore  being  the 
next  appointed  stoppages.  Mr.  Cawkwell  was  in  charge  of  the  train,  and  there  was 
a  great  gathering  of  our  Directors  at  Bushbury :  Mr.  Moon,  Mr.  J.  P.  Westhead, 
Mr.  Tinnd,  Mr.  Thompson,  Mr.  Hardman  Earle,  and  Mr.  Stewart  (the 
Secretary).  Prince  Albert  shewed  himself  at  the  carriage  window  while  the 
train  was  at  the  station.  It  was  the  last  time  I  ever  saw  him ;  his  death  took 
place  before  the  end  of  the  year.  Colonel  Hogg,  the  chief  constable  of 
Staffordshire,  accompanied  the  Queen's  train  on  this  occasion,  and  alighted 
with  me  at  Whitmore  Station.  He  frequently,  afterwards,  travelled  with  Her 
Majesty's  train,  alighting  at  the  first  station  outside  his  official  district.     It 
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was  always  rumoured,  that  he  had  received  some  threatening  anonymous 
letters  from  the  West  Bromwich  district,  and  desired  to  be  in  readiness  for 
any  emergency. 

Her  Majesty  and  the  Prince  Consort,  came  back  from  Ireland  by  way  of 
Holyhead,  and  thence  proceeded  to  Aboyne,  Mr.  Cawkwell  taking  charge  of 

the  arrangements ;  but  on  returning  in  the  autumn  from  Scotland, 
^*^J^~^***  Mr.  Seymour  Clarke,  was  again  in  charge.  The  Royal  party 
travelled  first  from  Aboyne  to  Edinburgh,  and  subsequently, 
by  night  journey  from  Edinburgh,  via  York  to  King's  Cross  "  Goods  Station," 
and  thence  by  North  and  South  Western  Junction  Line,  and  on  to  Windsor  by 
the  South  Western ;  twelve  hours  being  occupied,  the  train  having  started  from 
Edinburgh  at  8.30  p.m.  and  arrived  at  Windsor  at  8.30  a.m. 

This  trip  appears  to  be  the  last  which  Her  Majesty  made  by  the  Great 
Northern  route  between  Scotland  and  England. 


Chapter  XVII.        1861 — 1878. 

Queen's  adoption  of  two  Jouraeys  to  Scotland  and  back  annually^ Mr.  Cawkwell  responaibla  for  entire 
Jottraesr— General  Grey— Detail  of  arrangements  for  safe  condoct— Sketch  of  Route,  Stations  adopted  for 
stoppages,  and  Oflkers  concerned  in  carrying  oot  the  Service— Down  Joomejr— Up  Jonmey^-Queeo'*  ^i**^ 
Visit  by  Rail  to  Blair  AthoU— Detour  from  Perth— My  Preliminary  Journey  in  connection— Forfar,  a  narrow 
escape— Electrical  Failure— Ballater  New  Terminus— New  Saloons,  1869— Departure  from  Gosport  (Royal 
Clarence  Yard)  for  Edinburgh,  2879— Mr.  Findlay's  First  Journey  in  charge,  2874— Lord  Aylesfotd  at 
Leamington—"  Mistletoe  "  Collision— Heavy  Floods  in  November,  2875— Royal  Train  returns  to  Windsor 
via  Willesden  instead  of  Buahbury— 2877,  a  Mad  Journalist  at  Balhttei^Prince  Leopold  Invalided— 
1878,  Lord  Charles  Fitxroy's  Last  Joume]r— Captain  Edwards'  First  Journey  as  Equerry. 


IN  the  winter  of  the  year  1861  the  Prince  Consort  died,  and  throughout 
the  early  months  of  1862  Her  Majesty  remained  in  seclusion  in  the 
Isle  of  Wight.    At  the  end  of  April  she  made  the  first  of  her  journeys 
of  the  year,  from  Windsor  to  Ahoyne,  the  Duchess  of  Athole  and  Lady  Augusta 
Bruce  accompanying  her.    The  public  were  rigidly  excluded  from  the  stations, 
to  ensure  the  utmost  privacy  for  Her  Majesty. 

The  system  of  two  visits  to  Scotland — one  in  the  spring,  and  one  in  the 
autumn — ^was  adopted  in  its  entirety  this  year,  to  be  followed  by  many 
succeeding  repetitions.  Windsor  and  Aboyne  were  the  respective  destinations. 
The  North-Westem  route  via  Bushbury  was  made  use  of  in  all  four  cases,  and 
Mr.  Cawkwell  was  entrusted  with  the  supervision. 

General  Grey,  who  was  the  Queen's  Private  Secretary,  in  making  arrange- 
ments for  these  journeys,  relied  greatly  on  Mr.  Cawkwell's  careful  judgment ; 

and  it  became  a  recognized  matter  that  Mr.  Cawkwell  should 

tmjigS!^^  undertake  the  correspondence  with  the  managers  of  the  various 

Oenaral  Orey    lines  over  which  the  journeys  were  to  be  made,  a  compliment 

Mr  (^^^weU.  ^^  ^^^  reliability  and  position,  removing  at  the  same  time  a 

weight   of  correspondence  and  negotiation   from  the   Castle 

authorities.     The  communication  from  the  Court  would  furnish  the   list  of 

names   of  the  suite  accompanying  Her  Majesty;  suitable  vehicles  had  to 

be  selected  for  them,  and,  indeed,  for  all  classes  of  the  household — pages, 

dressers,   sergeant-footmen,   police,   upper    servants,    tapissieres,   etc.,   these 

latter  being  graduated   by  some  freemasonry  between  the  Castle  domestic 

authorities  and  Mr.  Bore,  the  Carriage  Superintendent  at  Wolverton  Works. 

The  appliances  for  comfort  in  night  travelling,  except  in  the  Queen's  own 

saloon,  and  one  or  two  "  family  carriages,"  were  absent  at  first  from  all  the 

carriages,  and  it  was  owing  to  a  representation  on  the  part  of  Dr.  Jenner  that 

steps  were  taken  to  provide  the  vehicles,  for  all  classes  in  the  Royal  train,  with 

accommodation  and  conveniences,  which  did  away  with  the  necessity  for 

alighting  at  stations  en  route. 

Mr.  Cawkwell,  shortly  after  my  arrival  at  Euston,  broke  me  in  to  the 
duty  of  accompanying  him  when  in  charge  of  the  Royal  train,  and  I  am  not 
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wrong  in  saying  that  none  of  the  Railway  Superintendents  have 

^xp^rj^^mj^     had    a    more    extended    record    of    such    services    than    I. 

in  conneotloii  Mr.  Tyrrell,  of  the  Great  Western,  may  have  had  charge  of 

Jonxneyir    ^^y^ilty  more  frequently,  for  the  trips  between  Windsor  and  the 

Metropolis  must  make  a  considerable  number,  but  my  duties 

have  been  more  lengthened,  and  the  responsibility  extended  from  Windsor  or 

Gosport  throughout  to  and  from  Aboyne  and  Ballater — anight  journeys  for  the 

most  part — reaching  a  total  of  upwards  of  i  lo.   This  has  been  a  distinguishing 

part  of  my  duty,  but  a  "  pleasurable  duty,"  as  I  ventured  to  say  to  Her  Majesty 

when  she  summoned  me  into  her  presence  at  Ballater  on  the  occasion  of  my 

making  the  last  of  my  journeys  in  charge  of  the  Royal  train. 

The  routine  of  the  clerical  arrangements  at  Euston  for  a  Queen's  journey 
became  a  thoroughly  settled  formula.    The  dates  of  each  coming  journey  were 

in  the  first  place  given  by  the  Private  Secretary  as  approximate, 
aJp^^S^^  ^"'  probably  correct,  and  any  desired  modification  in  time  of  de- 
parture or  of  arrival  as  compared  with  the  previous  journey  indi- 
cated. Then  correspondence  commences  with  all  the  Companies  interested. 
A  draft  time  table  is  sent  with  the  letter  shewing  the  suggested  times  at  every 
station  on  the  route.  By  the  time  these  letters  are  acknowledged,  and  the 
draft  time  table  returned  with  any  needed  corrections,  in  all  probability  the 
list  of  the  suite  to  be  accommodated  will  have  been  received,  and  this  requires 
the  selection  of  saloons  and  vehicles  suited  to  the  respective  groups  of  the 
household  and  official  guests  included  in  the  list.  The  carriages  must  be 
fitted  alike  for  the  night  journey  and  for  daylight  travelling.  A  diagram 
shewing  the  proposed  allocation  of  carriages  is  exchanged  with  the  authorities 
at  Wolverton,  and  the  desired  carriages,  in  accordance  with  their  distinctive 
numbers  as  shewn  on  it,  have  to  be  withdrawn  from  traffic  and  thoroughly 
overhauled.  The  Queen's  own  saloon  is  always  kept  in  special  care  at  an 
equable  temperature.  The  Electricians  are  apprised,  so  as  to  have  all  electric 
couplings  and  appliances  in  perfect  order.  The  Locomotive  Department  and 
the  District  Superintendents  are  advised,  the  latter  having  to  ensure  the  clear 
road  required  not  only  for  the  train  but  for  the  pilot  engine  nmning  fifteen 
minutes  in  advance,  for  while  the  instructions  from  headquarters  may  prescribe 
the  particular  sets  of  lines,  whether  "  fast "  or  "  slow,"  and  through  stations 
whether  "  platform  lines "  or  "  main  lines "  are  to  be  traversed,  the  special 
orders  for  each  district  will  give  the  specific  orders  as  to  the  trains  which  must 
shunt,  and  those  which  must  be  stopped,  to  give  effect  to  the  instructions  from 
the  General  Manager  as  to  the  uninterrupted  running  of  the  train. 

The  Engineering  Department  also  receive  notice,  so  that  the  whole 
length  of  the  line  may  be  watched  and  patrolled  on  the  occasion ;  and  since 
the  days  of  Fenian  threats,  additional  precautions  are  taken  of  placing  men  at 
each  overbridge  and  underbridge  to  prevent  any  trespass  on  the  line. 

AU  these  precautions  are  laid  down  in  the  General  Manager's  Instructions, 
and  would  be  applicable  to  the  London  and  North-Westem  Line  only,  but 

31 
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they  are  communicated  to  the  Managers  of  the  other  railways  affected,  and  are 
for  the  most  part  incorporated  in  the  orders  issued  to  each  respective  line,  and 
in  like  manner  are  issued  to  and  adopted  by  the  various  Joint  Lines  and  Joint 
Station  authorities. 

The  hotel  proprietors  and  refreshment  rooms,  who  have  to  furnish  any 
of  the  meals,  are  of  necessity  advised,  in  conformity  with  the  requirements 
laid  down  by  the  Castle  Authorities. 

The  instructions  for  safe  conduct  of  the  train,  while  still  incorporating  some 
paragraphs  going  back  to  the  days  of  Captain  Huish,  have  been  amended  from 

time  to  time,  in  view  either  of  special  circumstances  connected 
^"1^2^^  with  the  train,  or  of  the  gradual  improvements  of  block  working, 
brake  power,  and  electric  communication  between  passengers, 
guards,  and  drivers.  The  stoppage  of  all  shunting  across  the  main  lines  for 
half-an-hour,  and  the  running  of  a  Pilot  engine  fifteen  minutes  in  advance  of 
the  Royal  train,  removed  anxiety  respecting  a  clear  road  for  the  latter, 
even  under  the  early  time  system ;  under  which  also,  in  order  to  protect  the 
Royal  train  at  the  rear,  no  train  was  allowed  to  move  until  fifteen  minutes  after 
its  passage.  A  '*  look-out  man  "  was  appointed  to  travel  on  the  engine,  his 
duty  being  to  look  back  towards  the  train  (leaving  the  driver  and  fireman  to 
look  ahead)  in  order  to  observe  any  irregularity  in  running,  or  any  signal 
that  might  be  made  by  passengers.  The  first  saloon  built  for  Her  Majesty, 
at  Wolverton,  contained  a  special  dial  and  lever,  by  which  those  in  her 
carriage  could  shew  a  signal  on  the  carriage  roof  to  "  go  slow  "  or  to  "  stop,"  at 
pleasure.  The  "  look-out  man  "  had  not  only  to  look  out  for  this  signal,  but 
the  instructions  (for  many  years,  I  fear)  put  on  him  the  impossible  duty  of 
constantly  keeping  his  eye  on  both  sides  of  the  train,  to  observe  any  signal  that 
might  be  given  ! 

Any  danger  from  trains  passing  in  the  opposite  direction,  from  goods 
loading  shifting,  or  doors  being  open,  was  originally  intended  to  be  guarded 
against,  by  ordering  all  such  goods  trains  to  come  to  a  stand  when  the  Royal 
train  was  approaching,  and  for  passenger  trains  to  slacken,  but  these  restrictions 
were  ultimately  strengthened,  and  goods  trains  are  kept  back  entirely,  between 
the  Pilot  and  the  Royal  train  running ;  the  breaksmen  being  under  orders  to 
walk  along  the  shunted  trains  to  ensure  there  being  no  overhanging  load; 
the  only  trains  in  motion  that  might  meet  the  Royal  train  are  the  mail  trains. 

The  requirement  for  privacy,  during  Her  Majesty's  journeys,  was  fre- 
quently pressed  on  us,  and  certainly,  almost  a  funereal  silence  was  observed ; 
perhaps  this  was  more  the  case  in  England  than  North  of  the  border ;  the 
journey  generally  taking  place  during  the  night  may  be  largely  responsible  for 
this;  occasionally,  request  was  made  that  the  people  at  Perth,  might  be 
allowed  to  come  nearer  to  the  train.  Ferry  Hill,  outside  Abeirieen,  was 
almost  always  an  exception  to  the  restrictive  orders,  and  Her  Majesty  was 
always  greeted  there  with  a  bright  gathering  of  her  lieges. 

It  was  a  matter  of  primary  requirement  on  our  part  at  Euston,  that  the 
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formal  acknowledgments  of  the  intimation  of  the  Royal  journey  should  be  in 
all  cases  obtained ;  and  armed  with  the  assurance  that  the  General  Managers 
of  other  lines,  the  Superintendents  of  joint  lines,  the  Engineers  of  our  own 
line,  the  District  Superintendents  of  our  own  line,  the  Carriage  Department, 
the  Locomotive  Department,  and  the  whole  of  the  Station  Masters,  from 
Bushbury  to  Carlisle,  were  cognizant  of  the  date  and  hours  of  the  Royal 
journey,  we  made  our  way  to  the  starting  point,  fully  satisfied  that  nothing 
was  wanting,  so  far  as  human  foresight  could  extend,  to  ensure  the  safe  transit 
of  the  Royal  Sovereign,  entrusted  to  our  charge. 

Arriving  at  Windsor,  our  first  care  would  be  to  ascertain  that  the  train 
had  been  brought  to  the  station  platform  in  good  time,  that  the  vehicles 
^^yjj^jjjj^      corresponded  in  position  to  those  indicated  on  the  approved 
station       diagram,  and  that  the  temporary  labels  attached  to  each  of  the 
routine.       coaches,  indicating  the  passengers  for  whom  the  respective 
^''^*'"*"^'       vehicles  were  intended,  were  properly  affixed  (an  important  point 
in  guiding  the  sergeant-footmen,  and  other  servants  in  dealing  with  the  innumer- 
able articles  of  impedimenta  that  accompanied  the  travellers),  and  a  copy  of  the 
carriage  diagram  and  the  time  table  for  the  journey  placed  in  all  the  compart- 
ments, not  forgetting  special  copies  for  the  Queen's  use  in  both  her  night  and 
day  saloons. 

It  was  by  no  means  uncommon,  an  hour  or  two  before  the  time  for  starting, 
to  find  some  of  the  gentlemen  of  the  Court  on  the  platform  with  a  special 
enquiry  or  request  as  to  accommodation.  General  Grey  and  Lord  Charles 
Fitzroy  were  always  early  visitors,  and  so  was  Sir  Henry  Ponsonby,  anxious 
that  special  wishes,  as  to  Hghting,  or  warming,  or  cooling  the  Royal  carriage, 
should  be  fully  met. 

As  time  drew  near,  the  officers  of  the  Great  Western  Company  would 
come  upon  the  scene — Mr.  Armstrong  of  Swindon,  and  his  junior,  Mr.  George 
Armstrong,  of  Wolverhampton,  proud  of  their  massive  locomotives,  though 
they  might  be  of  the  narrow  gauge.  Here,  also,  is  Mr.  Tyrrell,  who  will 
accompany  us  through  to  the  limit  of  the  Great  Western  Line,  and  Mr.  Alfred 
Higgins,  the  divisional  Superintendent  of  the  London  district,  is  also  in  attend- 
ance ;  the  General  Manager  of  the  line  is  but  seldom  seen  on  these  occasions 
at  Windsor,  it  being  a  recognized  part  of  the  duty  of  their  Superintendent  of 
the  Line  to  receive  Her  Majesty. 

About  half-an-hour  prior  to  the  time  of  departure,  there  commence  to 

arrive,  one  after  another,  carriages  from  the  Castle,  bringing  contingents  of  the 

j^^  household — the  pages,  the  upper  servants,  the  dressers,  the  ladies' 

Quoen'i        maids,  the  sergeant-footmen,  the  Queen's  dressers ;  each  settling 

^"*^^*^        down   into  the  allotted  place,  or  seeing  that  the  travelling 

articles  of  their  respective  masters  are  put  into  the  marked  vehicles  on  the  train. 

Shortly  after,  the  Ladies  of  the  Household,  and  the  Gentlemen  of  the  Court, 

the  Equerries,  and  the   Lords-in-Waiting,  put  in  their  appearance.     A  few 

moments  later  the  approach  of  the  junior  members  of  the  Royal  Family  will 
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be  announced,  and  then  the  clatter  of  horse  hoofs,  and  the  rapid  entrance  of 
the  well-known  equipage,  tells  us  the  Queen  has  arrived. 

From  the  carriage,  in  hot  haste,  both  John  Brown  and  Francis  Clark 
descend,  and  are  at  the  door  of  the  vehicle  without  a  moment's  delay,  assisting 
Her  Majesty  to  alight. 

Her  saloon  is  marshalled,  as  nearly  as  possible,  opposite  to  the  Royal 
waiting  room,  so  as  to  entail  the  least  distance  for  walking ;  the  vehicles  for  the 
ladies-in-waiting  generally  in  front  of,  and  those  for  the  gentlemen  of  the  suite, 
behind  the  Royal  saloons ;  but  the  platform  is  somewhat  curtailed,  and  it  is 
necessary,  when  the  Queen  is  seated,  for  the  train  to  be  drawn  forward,  and 
for  the  rear  portion  to  be  attached  outside  the  station,  a  special  stoppage  being 
made  for  the  purpose.  The  rear  portion  includes  the  Queen's  "  fourgon  "  as 
well  as  the  carriages  allotted  to  the  Directors  and  officers;  it  was  my  lot, 
generally,  to  travel  with  Mr.  Tyrrell  or  Mr.  Burlinson  in  this  part  of  the  train ; 
while  our  carriage  Superintendent,  Mr.  Bore,  was  accustomed  to  ride  in  the 
front  portion,  usually  accompanying  the  chief  officer  of  the  household  police,. 
Mr.  Superintendent  Fraser,  who  was  for  many  years  an  mifailing  traveller  with 
these  Royal  trains. 

The  attaching  of  the  two  portions  outside  the  station  naturally  caused 

some  little  delay.     There  was  the  screw  coupling  to  be  first  seen  to,  then 

-.       .„_      the  side  chains,  the  cord  communication,  the  two   electric 

from  couplings,  the  brake  coupling,  and  the  test  to  be  given  to 
Windsor.  prove  all  was  complete  with  the  connections.  Two  minutes 
generally  sufficed,  and  the  train  then  made  its  actual  start.  It  was  curious 
to  watch  the  regularity  with  which  the  sentinel  in  charge  of  the  flagstaff  on 
the  Castle-Keep  hauled  down  the  Royal  Standard  so  soon  as  the  train  crossed 
the  Thames.  Royalty  had  left  the  sacred  boundary  of  the  Castle,  and 
Balmoral,  instead  of  Windsor,  would  be  entitled  to  the  honour  of  displaying 
the  standard  of  the  Sovereign  of  the  Kingdom. 

Sweeping  round  the  curve  at  Slough,  the  sight  of  Windsor  Castle  is  soon 

lost,  and  our  first  stopping  place  is  Oxford.     There  the  wheels  and  axles 

snbse  ne  t    ^^^  examined,  a  word  or  two  exchanged  on  the  platform  with 

stoppages.      Mr.  Bore,  who  will  come  from  the  front  to  meet  me,  and  the 

""  satisfactory  tidings  conveyed  that  all  is  running  cool.    The  Local 

Superintendent  of  the  Oxford  Division  of  the  Great  Western 

Company  will  join  the  train  here,  and  go  with  us  as  far  as  Leamington. 

At  Leamington  the  train  will  generally  remain  twenty  minutes,  so  that 
the  attendants  and  travellers  can  get  their  supper  and  prepare  for  the  long 

night  journey  before  them ;  the  tea-table  for  the  service  of  Her 
Majesty  and  the  ladies  of  the  Court  is  arranged  on  the  platform ; 
while  for  the  Gentlemen  of  the  Suite  and  for  the  railway  officers  the  waiting- 
rooms  are  temporarily  utilised.  The  time  passes  very  rapidly,  for  it  is  necessary 
to  ascertain,  either  from  the  members  of  the  suite  or  from  the  pages  or  lady 
dressers,  whether  the  train  arrangements  and  running  are  all  satisfactory,  this 
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being  the  last  opportunity  till  the  morning  arrival  at  Perth  for  any  but  the  most 
urgent  communication. 

At  Leamington  we  are  usually  met  by  the  Divisional  Superintendent  of 
the  Birmingham  district,  who  will  accompany  our  train  to  Bushbury,  the  limit 
of  the  Great  Western  system.  We  pass  through  Birmingham,  Snow  Hill 
Station,  at  a  reduced  speed.  The  platforms  are  well  filled  by  passengers 
from  the  theatres,  etc.,  returning  homewards  by  local  trains ;  and  as  we  pass 
through,  it  is  curious  to  observe  a  continual  action  on  their  part,  pointing, 
with  outstretched  arms,  to  the  Royal  saloon,  indicating,  "  thaf  s  her  carriage !  ** 
as  it  glides  rapidly  by. 

A  short  run  through  the  "  Black  Country,"  bright  with  the  glare  of  blast 
furnaces  so  long  as  prosperity  smiled  on  the  production  of  iron  and  steel  in 
South  Staffordshire,  brings  us  about  midnight  to  Wolverhampton ;  and  about 
1 5^  mile  further  our  train  pulls  up  at  Bushbury  Jimction.  Here  the  Great 
Western  Company's  engine  is  detached,  and  here  we  part  with  the  Great 
Western  officers. 

Another  contingent  of  railway  men  now  comes  on  the  scene.  Mr.  Sutton, 
the  London  and  North-Westem  Birmingham  District  Superintendent,  or  his 

acting  representative,  Mr.  Stoker,  is  on  duty ;  he  is  responsible 

Juncttra^      for  the  line  up  to  Stafford.     Mr.  Shaw,  the  Liverpool  District 

—  Superintendent,  whose  control  extends  from  Stafford  as  far  as 

^  *^i?'  ^'    Preston,  also  accompanies  the  train ;  and  so  does  Mr.  Worthing- 

ton,  the  Engineer,  having  the  bulk  of  the  permanent  way  under 

his  charge  on  the  Northern  division,  over  which  we  shall  travel  as  far  as 

Carlisle. 

We  ascertain  that  all  is  clear  on  the  line  for  our  journey ;  that  the  pilot 
has  been  started  in  due  course.  In  charge  of  this  pilot,  when  my  journeys 
first  commenced,  was  Mr.  George  Whale,  of  the  Locomotive  Department ; 
Mr.  John  Rigg,  of  Crewe,  travelling  on  the  train  engine.  But  in  later  years 
the  pilot  has  been  in  the  hands  of  Mr.  Tandy,  and  the  train  engine  itself 
accompanied  by  and  driven  by  Mr.  Whale  himself — a  chief  proud  of  the 
task,  and  a  man  to  be  relied  on  at  all  times,  in  all  weathers,  to  make  a  steady 
run,  the  great  desideratum  of  a  Royal  journey;  free  from  any  slap-dash 
running  down  favourable  gradients,  and,  even  in  the  days  of  the  sectional 
brake,  knowing  how  to  bring  up  the  train  free  from  the  jerk  and  "  back  lash  " 
at  one  time  the  di/e  noir  of  express  travelling. 

Bushbury  was  by  no  means  a  convenient  halting  place,  the  platform  being 
both  short  and  low ;  but,  for  the  most  part,  all  the  carriages  of  the  Royal  train 
had  the  blinds  drawn  down,  the  night  journey  having  thoroughly  commenced, 
and  it  was  the  prelude  to  some  complaint  as  to  lamps  or  windows  if  anyone 
was  up  and  stirring  at  the  time  we  passed  along  the  platform.  The  wheels 
and  axles  were  again  examined  while  staying  here. 

The  other  stations  on  the  night  journey,  both  on  the  North-Westem  and  on 
the  Caledonian  systems,  were  apparently  selected  for  the  quietude  of  their  sur- 
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roundings :  Whitmore,  a  few  miles  beyond  Stafford ;  Preston  Junction,  near 
Parkside,  on  the  Liverpool  and  Manchester  Line ;  and  Oxenholme,  the  junction 

for  Kendal,  were  those  made  use  of  on  the  earliest  of  my  down 
^'bSS^      journeys.     The  selection  of  these  places,  free  from  the  possible 

application  of  Town  Councils  to  present  addresses,  or  of  noisy 
appreciation  by  busy  population,  ensured  a  quiet  journey,  and  enabled  the 
train  work  to  be  carried  on  without  the  slightest  possibility  of  interference. 
In  course  of  time,  Whitmore  was  abandoned  as  a  stopping  place,  a  set  of 
Ramsbottom's  watering  troughs  being  introduced  on  the  level  piece  of  line 
close  to  the  station. 

Crewe   is  the  next  station  to  be  negotiated,  but  it  has  never  been 

adopted  as  one  of  the  recognized  stoppages  for  the  Queen's  Scotch  joumejrs. 

^^  In  the  early  days  the  fact  that  all  facing  points  had  to  be 

padlocked  gave  a  sense  of  security ;  and  later  on  the  interlocked 
signals  and  points  gave  confidence  to  all  that  safe  passage  was  assured. 
Still,  it  was  always  customary  to  go  through  at  reduced  speed ;  and  in  the 
centre  of  the  down  platform,  under  the  clock,  might  be  seen  the  portly 
Station  Master,  Padmore — ^and,  later,  the  burly  Humphries — ^ready  to  give 
the  wave  of  the  hand,  as  assurance  that  all  was  right  ahead,  as  we  passed 
through. 

Preston  Junction  disappeared  as  a  watering  place  soon  after  the  construc- 
tion of  the  direct  line  by  which  the  Vulcan  Bank  was  avoided,  and  "  Springs 

8nriii«8  Branoh  ^^^'^^^  "  ^^  substituted.    It  was  a  place  very  much  open  to  the 
and  colliery  dep6ts,  and  Wigan  was  subsequently  adopted — an  engine 

^''^***°'  in  rear  giving  the  train  a  start  up  the  stiff  incline  of  i  in  loo 
close  to  the  station.  Wigan  station  was  always  well  patrolled  by  the  local 
police  force,  but  it  was  not  so  calculated  for  quietude  as  might  always  have 
been  wished ;  the  contingents  from  Liverpool  or  from  Manchester  for  the  down 
night  mail  being  occasionally  on  adjacent  sidings.  The  up  night  mail  was 
also  due  to  meet  our  train  about  this  spot.  I  have  mentioned  under  the  date 
1885  an  annoying  experience  we  met  with  on  one  occasion  while  the  down 
royal  train  was  there,  which  led  to  further  restriction  to  ensure  quietude  to  the 
Royal  travellers. 

Wigan  platform  is  a  commodious  one  which  can  easily  be  traversed  while 
the  Royal  train  is  standing  there.  We  get  the  assurance  of  a  clear  line  ahead 
from  Mr.  Tongue,  the  Wigan  district  officer,  who  is  always  on  duty  to  greet 
us,  and  the  satisfactory  tidings  from  the  carriage  department  that  the  train  is 
"running  cool."  Mr.  Shaw,  the  Superintendent  of  the  Northern  division,  fre- 
quently leaves  us  here,  as  his  district  only  extends  some  fifteen  miles  further,, 
and  the  representative  of  the  Lancaster  and  Carlisle  District  comes  on  the  train 
in  his  stead. 

Preston  is  the  next  station  of  importance  we  pass  through,  and  here  again 
our  speed  is  moderated ;  it  is  nominally  under  the  charge  of  Mr.  Carr,  as  Joint 
Superintendent  for  the  North  Union  (Lancashire  and  Yorkshire  and  London. 
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and  North- Western  Railways),  but  Mr.  Shaw's  personal  care  extends  over  its 
limits.  In  later  years  its  main  feature  was  its  long  island  platform, 
situated  on  our  of!-side  as  compared  with  any  previous  station.  In  the  centre 
of  the  platform  would  be  seen  James  Miles  the  Station  Master,  and  Captain 
Liddell  the  chief  Superintendent  of  Police — a  cheery  "  good  morning  Sir ! " 
from  the  former,  would  always  welcome  me  as  we  slowly  ran  through.  A  sharp 
descending  gradient  is  traversed  as  we  approach  Lancaster,  and  crossing  the 
river  Lune  there,  we  shortly  reach  the  level  of  Hest  Bank  on  the  shore  of 
Morecambe  Bay,  and  touch  the  lowest  point  we  experience  in  our  whole 
journey. 

At  Oxenholme  the  early  dawn  in  May  would  be  upon  us :  we  pass  along 
the  platform  generally  to  find  all  our  travellers  quietly  sleeping,  and  to  receive 
ima.     ^idi'^gs    from    the    district    Superintendent   or    his    assistant, 
Kendal        Mr.  Cattle  or  Mr.  Price,  that  all  is  clear  through  to  Carlisle,  and 
JnnoUoiL      ^Yie  pilot  running  ahead  at  its  proper  interval.     On  the  plat- 
form we  shall  look  out  for  old  Newbold,  the  Wolverton  carriage  foreman 
attendant,  making  his  regular  tour  of  the  train  while  at  rest,  and  get  his 
assurance  that  "all  is  running  cool."*     Kendal  lies  asleep  in  the  valley 
on  the  left  hand — the  swelling  hills,  rising  above  the  mist,  forming  a  charming 
picture.    The  Shap  incline  (916  feet  above  sea  level)  has  now  to  be  faced,  and 
thence  we  have  a  rapid  run  by  Clifton — where  we  complete  half  of  our  total 
mileage — ^and  by  Penrith  into  Carlisle. 

At  Carlisle  a  very  short  interval  suffices  for  the  change  of  engines,  and  a 

cup  of  tea ;  the  North-Westem  boundary  is  reached  and  our  officers  leave  us, 

^j^^^^j^j^       We  are  joined  by  the  General  Manager  of  the  Line,  erstwhile 

f!>if^iftfi     Mr.Christopher Johnstone,  and,  subsequently,  Mr.  Smithells.  The 

Railway       Superintendent  of  the  line,  Mr.  Henry  Ward,  invariably  travels 

^^*<'**^       on  the  train  engine,  he,  considering  this  alike  the  post  of 

danger  and  the  post  of  duty.     His  successor,  Mr.  Irvine  Kempt,  has  more 

wisely  left  the   proper  department  (the  locomotive)  to  look  after  the  train 

nmning,  and  has  been  my  companion  in  the  saloon  from  Carlisle  to  Aberdeen 

for  very  many  consecutive  journeys. 

There  was  always  a  sense  of  relief  in  the  safe  arrival  at  Carlisle,  for 
although  the  continuous  responsibility  for  the  journey  did  not  cease  till  the 
arrival  at  the  Deeside  terminus,  yet  the  running  over  the  London  and  North- 
Westem  had  reached  its  limit,  and  Mr.  Kempt's  advice  "  now  get  some  sleep  " 
was  highly  insinuating. 

The  representatives  of  the  Caledonian  Railway  Locomotive  Department 
might  well  be  proud  of  the  splendid  Royal  blue  engines  which  they  always 
brought  into  the  service  of  the  Royal  train.  Year  after  year,  we  had  first 
Mr.  Connor,  then  Mr.  Brittain,  Mr.  Lambie,  Mr.  Smellie,  and,  subsequently, 

*  It  is  pleasant  to  know  that  on  his  retirement  Her  Majesty  most  kindly  sent  him  a 
valuable  present,  in  acknowledgment  of  his  long  and  fiuthfiil  attendances  on  the  Royal 
train. 
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Mr.  Dugald  Dnimmond  in  our  train,  confident  in  the  power  of  their  engines 
to  nin  well  with  the  allotted  burden  right  up  the  Beattock  incline,  and  to  keep 
time  to  a  second.  Certainly  the  road  bed  of  the  Caledonian  Line  was  always 
well  and  firmly  maintained,  and  although  our  permanent  way  engineer, 
Mr.  Worthington,  did  not  like  the  comparison,  the  solidity  and  stability  of  the 
line,  north  of  Carlisle  was  most  marked ;  hard  cinder  slag,  broken  into  small 
sections,  being  the  leading  feature  of  the  ballast.  Mr.  George  Graham,  the 
Engineer  of  the  line,  invariably  accompanied  us,  and  was  full  of  anecdotes  of 
Scottish  border  tales  and  clan  quarrels  relating  to  the  various  places  we 
passed  through  on  our  journey.  The  Telegraph  Superintendent,  Mr.  Dunn, 
was  another  of  our  regular  attendents.  A  nm  of  less  than  ten  miles  brings  us  to 
Gretna.  We  pass  the  boundary  between  England  and  Scotland,  here  formed  by 
the  Sark,  a  small  insignificant  stream,  about  a  mile  north  of  the  broad  Esk, 
which  is  generally,  but  erroneously,  assumed  by  travellers  to  be  the  dividing 
line  along  this  border  land. 

"Summit" — Beattock  Summit,  ten  miles  north  of  Beattock — ^is  our 
next  stoppage;  there  are  no  platforms  of  any  description  here.    We  are 

surrounded  with  heather  on  all  sides  and  the  ozone  of  the 

Bmmnit"     mountain  air  is  charming.     It  is  the  loftiest  point  to  which  we 

Beattock.      ^^^^  "^^  ^^  °^^  journey — 1,012  feet  above  sea  level ;  the  masses 

of  the  Lowther  Hills  tower  above  us ;  the  pass  through  which  we 
have  ascended  presents  many  points  of  resemblance  to  that  between  Low  Gill, 
Tebay,  and  Shap.  The  river  Annan  flowing  towards  the  south  finds  its  source 
in  these  Lowther  Hills ;  from  them,  on  the  other  side,  the  River  Clyde  traces 
its  origin,  and  as  we  descend  the  incline  in  our  journey  to  the  North  we  cross 
and  recross  it  frequently  till  at  Carstairs  it  trends  towards  Glasgow,  and  has 
widened  out  to  a  breadth  requiring  three  arches  to  span  it. 

We  leave  the  lovely  heathery  district  of  Elvanfoot  and  "  Tinto  tap  "  and 
plunge  into  the  thick  of  the  collieries,  and  iron  and  steel  production  in 
Coatbridge  and  Motherwell;  the  glare  of  the  wasteful  blast  furnaces  being 
sufficiently  intense  to  awaken  the  sleepers,  and  we  press  on  to  the  termination 
of  the  Caledonian  Line  at  a  small  insignificant  station  called  Greenhill,  but 
which  in  Railway  Clearing  House  settlements  held  an  important  place  as  a 
traffic  boundary — "North  of  Greenhill"  being  one  large  divisional  section  from 
all  the  lines  southward  to  London. 

Here  the  Caledonian  officers  were  accustomed  to  leave  us,  and  the  Scottish 

Central  Staff  assumed  charge ;  Mr.  John  Lathom  being  the  General  Manager, 

Onenhm      ^^^  ^^^'  ^^^^^  Croll  the  Superintendent.     In  the  course  of  a 

and  few  years  the  Scottish  Central  was  absorbed  by  the  Caledonian, 

LarlMrt.       ^j^^  Greenhill  troubled  us  no  more ;  a  stoppage  at  Larbert  was 

substituted,  much  to  the  satisfaction  of  the  loyal  old  Station  Master  Baillie 

(who  retired  in  1902  after  fifty-three  years  service),  whose  pride  and  pleasure 

it  was  to  be  on  duty  to  attend  the  Queen's  train,  and  when  the  system  of  fewer 
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Stoppages  came  into  force  was  quite  disconsolate  to  find  Larbert  withdrawn 
from  the  list. 

The  district  north  of  Larbert  through  which  the  train  passes  is  an  historical 
panorama.  First  comes  Bannockbum,  with  the  flag  staff  at  the  *'  Bore  stone  *' 
where  Wallace  planted  his  standard ;  Stirling  Castle,  with  the  four  bridges  over 
the  River  Forth ;  the  Ochill  Hills ;  the  Wallace  Memorial  Tower,  in  course  of 
erection ;  the  Bridge  of  Allan ;  the  Woods  of  Kippen  Ross ;  the  old  Cathedral 
of  Dunblane,  then  very  largely  in  ruins ;  the  Banks  of  Allan  Water,  and  the 
distant  upland  of  Sheriff  Muir ;  all  are  points  full  of  interest  historically  and  of 
scenic  beauty. 

Perth  is  now  close  at  hand.    The  train  draws  up  to  a  given  spot  marked 

out  on  the  platform  in  accordance  with  the  length  of  the  train  shewn  on  the 

pmh  st&tbm.  ^^y^  diagrams.    So  soon  as  the  train  is  at  rest  a  small  portable 

—  set  of  steps  is  placed  against  the  door  of  the  Queen's  saloon  to 

*f****«*     enable  Her  Majesty  to  alight  easily,  and  she  is  waited  on  by  the 

AKNU1COO10SVI. 

Lord  Provost  of  the  dty,  the  local  Directors  representing  the 
three  or  four  Companies  owning  the  station,  Mr.  Morison,  the  Secretary  of  the 
Joint  Station,  Mr.  Paterson,  the  Engineer,  and  generally  some  local  magnates, 
who  form  in  a  line  on  each  side  of  the  route  by  which  the  Queen  proceeds  to 
take  breakfast.  The  rooms  made  use  of  on  the  station  for  this  purpose  are,  not 
only  the  Station  Board  Room  and  the  private  rooms  of  Mr.  McDonald,  the 
lessee  of  the  Refreshment  Rooms,  but  the  offices  used  by  the  representatives 
of  the  various  Companies  are  taken  possession  of,  and  all  traces  of  letters, 
reports,  and  correspondence,  are  put  out  of  sight. 

Among  those  who  made  a  point  of  etiquette  to  meet  Her  Majesty  here 
was  the  Chairman  of  the  North  British  Railway,  Mr.  Stirling,  spoken  of  as 
*^  Kippen  Davie,"  a  very  able  man  in  business  matters,  but  unfortunately  lame; 
he  had  to  support  himself  on  a  crutch,  in  addition  to  which  the  dark  spectacles 
he  wore  to  hide  some  defect  in  his  eyes,  did  not  improve  his  appearance ; 
altogether  it  always  struck  me  that  the  prominence  of  position  he  seemed  to 
claim  was  undesirable. 

During  the  time  of  the  stoppage  at  Perth  the  whole  of  the  railway  carriages 
were  taken  in  hand  by  the  accompanying  Wolverton  staff,  and  the  change 
from  night  accommodation  to  the  ordinary  day  fittings  was  carried  out.  The 
Queen's  saloons  would  be  kept  sacredly  free  from  intrusion,  Mr.  Bore  alone 
having  the  private  key  of  the  vehicle. 

Within  ten  minutes  of  starting  time  all  would  be  in  readiness,  and  the 

ladies  and  gentlemen  would  gradually  filter  down  and  prepare  to  take  their 

DeMTtnn      places.     A  communication  to  the  Equerry  that  it  was  within 

firam         three  minutes  of  starting  time  would  result  in  the  appearance 

'•'^        of  one  of  the  Royal  gillies  bearing  shawls  or  wraps,  and  almost 
immediately  afterwards  of  Her  Majesty  quietly  advancing  to  take  her  seat. 

The  public  of  Perth  were  not  generally  allowed  to  come  up  to  the  portion 
of  the  platform  from  which  the  train  would  start,  but  they  congregated  largely 
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at  the  end  of  the  platform ;  their  eagerness  to  catch  a  sight  of  the  Queen  over- 
powered their  capability  of  giving  a  hearty  cheer,  and  the  saloon  had  glided 
by  before  the  opportunity  had  been  seized. 

The  "  Scottish  North-Eastem  "  was  the  title  of  the  Company  owning  the 
Line  from  Perth  to  Aberdeen,  Mr.  Esplin  being  the  Manager,  Mr.  Irvine 
Kempt,  the  Secretary;  but,  ultimately,  the  Caledonian  Railway  Comp)any 
absorbed  it,  and  became  the  owners  of  the  commanding  stretch  of  country 
from  Carlisle  throughout  to  Aberdeen. 

After  leaving  Perth,  Forfar  was  occasionally  adopted  as  a  stopping  place, 
but,  subsequently,  the  quieter  station  of  "Bridge  of  Dun"  was  made  use 

Brldm  of  Dun.  ^^'     ^^   ^^^^    latter   station   it  was    the  frequent   custom    of 

_--.  the  Earl  of  Dalhousie,  who  had  been  Minister  of  War  in  Lord 

Lord 

Dalhousie*!  Aberdeen's  Cabinet  at  the  time  of  the  Crimean  struggle,  and  who 
dilemma,  subsequently  became  Lord  Panmure,  to  attend  at  this  station 
and  pay  his  respects  to  the  Queen,  who  invariably  came  to  the  carriage  window 
to  speak  to  the  old  Earl.  One  day  he  was  missing,  and  we  subsequently 
learned  the  reason  why.  In  charge  of  one  of  the  railway  level  crossings  which 
the  Earl  had  to  traverse  to  reach  Bridge  of  Dun  Station,  was  an  old  woman 
employed  by  the  Railway  Company  to  whom  the  usual  instructions  had  been 
issued  to  allow  no  vehicle  to  cross  the  line  within  thirty  minutes  of  the  Royal 
train  being  due  to  pass.  Lord  Dalhousie  arrived  in  his  carriage  after  the  limit 
had  passed,  and  the  woman,  with  dogged  determination  to  carry  out  her 
orders,  refused  to  unlock  the  gates ;  and  no  amount  of  threats  would  induce 
her  to  let  the  Earl's  carriage  pass.  His  Lordship  was  terribly  indignant,  and 
at  the  half-yearly  meeting  of  the  Railway  Shareholders  narrated  his  complaint, 
but  sympathy  was  entirely  given  to  the  old  woman  who  had  so  manfxiWy  stuck 
to  the  Company's  rules  ! 

From  Forfar  and  Bridge  of  Dun,  running  north,  the  expression  of  loyalty 
by  display  of  bunting  was  very  marked,  most  of  the  farm-houses  and  villas  had 
flags  flying  ;  the  residents  were  on  the  look  out  for  the  train,  and  the  waving  of 
handkerchiefs  welcomed  its  occupants.  In  the  fields  the  old  labourers  paused 
in  their  work,  and  stood  respectfully  bare-headed  as  the  Queen's  train  passed, 
while  younger  groups  would  be  excitedly  pointing  out  to  their  comrades  the 
saloon  in  which  Royalty  was  travelling — an  action  and  attitude  repeated  again 
and  again  with  amusing  reiteration  as  the  train  urged  its  way  through  the  well- 
cultivated  shires  of  Forfar  and  Kincardine. 

The  woods,  the  hedgerows,  the  rock  cuttings  on  the  railway,  in  the 
months  of  May  and  June,  along  this  section  of  our  journey,  are  resplendent 
with  the  golden  glory  of  the  gorse  and  the  brilliant  effulgence  of  the  yellow 
broom,  forming  a  picture  not  easily  forgotten  of  the  banks  and  braes  of 
Scotland.  At  Stonehaven  we  catch  sight  of  the  melancholy  ruins  of  Dunottar 
Castle,  and  thence  onwards  we  have  on  our  right  hand  charming  views  of  the 
sea.     From  time  to  time,  as  our  train  passes  along  the  coast,  we  overlook 
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deeply  indented  chasms  in  the  cliffs  running  inland ;  the  seething  waves  rushing 
furiously  up  the  narrow  ocean-worn  gorges. 

We  reach  the  most  northerly  point  of  our  journey  at  Ferry  Hill  Junction, 

half-a-mile  outside  Aberdeen  Passenger  Station.     Just  after  passing  over  the 

Approaob      ^^^er  Dee,  from  which  Aberdeen  takes  its  name,  and  closely 

to  adjacent  to  the  junction  of  the  line,  which  from  its  riverside 

Aberdeen,      position  is  known  as  the   "Deeside"   Line,  the  engines  in 

readiness  for  our  train  are  standing  on  the  junction,  for  here  the  Royal  train 

is  reversed ;  the  rear  portion,  as  it  has  been  since  leaving  our  starting  point 

in  the  south,  becomes  the  leading  portion  towards  Balmoral.     The  Scottish 

North-Eastem  engines  are  imcoupled  at  the  one  end,  and  the  Deeside  engines 

are  put  on  to  the  train  at  the  other. 

There  is  no  platform  at  this  place,  and  the  alighting  from  the  train  to 
walk  along  its  length  is  difficult ;  but  the  Royal  servants  here  generally  have 
some  telegrams  or  documents  to  give  to,  or  receive  from.  Her  Majesty's 
saloon,  and  not  infrequently  the  equerries  are  summoned  to  the  carriage. 
So  much,  indeed,  was  this  difficulty  felt,  that  on  attention  being  called  to  it, 
the  Joint  Station  Master,  Mr.  Boyle,  agreed  to  have  always  in  readiness  a 
couple  of  portable  flights  of  steps,  three  or  four  in  number,  capable  of  being 
taken  to  accommodate  any  of  the  carriages  to  and  from  which  the  occupants 
had  to  alight.  John  Brown  never  waited  for  these  appliances,  he  swung 
himself  up  and  down  without  their  aid. 

At  Ferry  Hill,  with  very  rare  occasions,  the  public  holding  the  Railway 
Company's  permit  were  allowed  to  be  present  to  greet  the  Sovereign.    The 

Lord  Provost,  the  College  Dons,  the  Sheriffs,  the  Legal,  the 
Jn^tloiL  Magisterial,  and  City  Authorities  generally  stood  on  the  rail  level 
as  nearly  as  possible  opposite  to  the  spot  at  which  the  Queen's 
saloon  was  expected  to  come  to  rest.  Their  ladies  and  friends  occupied  a 
more  elevated  position,  for  alongside  the  line  there  existed  a  cattle  landing, 
affording  a  "  coign  of  vantage,"  of  which  they  availed  themselves  to  obtain  the 
coveted  view  of  the  Queen  and  Princesses ;  for  it  was  almost  always  the  case 
that  Her  Majesty  would  present  herself  at  the  window  at  this  stopping  place, 
and  t)ow  her  acknowledgments  to  this  gathering  of  the  celebrities  of  the  City 
of  "  Bon  Accord." 

The  intimation  that  the  train  was  ready  was  immediately  followed  by  the 
departure  from  the  reception  ground,  not  only  of  the  railway  authorities,  but 
also  of  those  whose  duty  was  supposed  to  entitle  them  to  accompany  the  train 
to  its  destination  ;  and  on  our  return  to  our  carriage  we  should  find  a  goodly 
company  of  very  pleasant  gentlemen  filling  up  the  compartments,  so  that  the 
finding  a  seat  was  a  difficulty.  The  Sheriff  was  (there,  and  often  the  Sheriff 
Substitute,  the  Procurator  Fiscal,  the  Convener  of  the  County,  the  Sheriffs 
Clerk,  and  the  Chief  of  the  County  Constabulary. 

The  Manager  and  Secretary  is  one  person,  Mr.  W.  B.  Ferguson.  The 
local  landowners  are  for  the  most  part  Directors.     Chief  among  them  is 
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ax«at  North  of  ^^'  Irvine,  of  Drum,  whose  residence  we  pass  shortly  after 

Scotland       leaving  Aberdeen.    Mr.  Davidson,  of  Inchmarlo,  near  Banchory, 

^^         is  another;  beyond  his  property  we  come  upon  re-claimed 

Deetide       ground,  from  which  vast  numbers  of  boulders  have  been  removed 

R»*l^»y»      to  form  the  boundary  walls,  leaving  the  open  spaces  clear  for 

cultivation ;  the  cost  of  this  work,  as  compared  with  the  value  of  the  land,  is 

a  debatable  point  between  his  co-Directors  and  the  landowner,  whom  they  all 

address  by  his  territorial  name  of  "Craigmile"  instead  of  his  proper  surname. 

Every  house  we  pass  has  its  flags  flying  to  welcome  the  Queen,  the 
residents  are  at  the  doors  waving  handkerchief?  and  flags,  and  the  passing  of 
Her  Majesty's  train  produces  a  scene  of  popular  excitement ;  while  every  bend 

of  the  river  develops  some  fresh  points  of  interest  for   the 
^^[2^       travellers.     We  stop  for  water  at  Banchory,  formerly  the  ter- 
minus of  the  line — a  single  one  throughout  at  this  time — and 
then  pursue  our  way  to  the  recently  extended  terminus  of  Aboyne,  very  close 
to  Huntley  Castle,  which  is  visible  for  a  moment  or  two  prior  to  our  arrival. 

Here  the  train  comes  to  rest,  and  in  vehicles,  for  the  most  part  provided  by 
Mrs.  Cook,  of  the  Huntley  Arms,  Her  Majesty  and  suite  leave,  with  a  drive  of 
twenty  miles  before  them  to  Balmoral.  I  do  not  remember  the  arrangements 
for  the  guard  of  honour  at  Aboyne.  I  imagine  the  men  must  have  been 
brought  from  Aberdeen  by  an  earlier  train  than  ours.  The  Huntley  Arms  was 
a  very  favourite  place  for  our  men  to  stay  at ;  old  Mrs.  Cook  was  a  model 
hotel-keeper,  and  did  all  in  her  power  to  render  her  visitors  comfortable  under 
her  roof.  I  am  told  by  Mr.  J.  S.  Stuart,  the  Accountant  of  the  Great  North 
of  Scotland  Railway,  that  the  Deeside  line  was  extended  in  1865  or  1866  from 
Aboyne  to  Ballater;  but  with  that  fond  cUnging  to  old  associations  which 
distinguished  Her  Majesty  she  did  not  adopt  the  change  till  1867. 

In  that  year  the  Royal  train  ran  to  and  from  Ballater  as  the  terminus ; 
and  though  the  London  and  North-W astern  officers  in  charge  of  the  Royal 
train  arrangements  adopted  as  their  hotel  the  Invercauld  Arms  there,  kept  by 
Mrs.  Cook's  son,  yet  for  many  years  afterwards  Aboyne  was  retained  as  the 
station  at  which  our  vehicles  were  made  ready  for  the  return  journey,  coming 
down  early  in  the  day  to  Ballater. 

The  platform  accommodation  and  terminal  appliances  at  Ballater,  within 
the  last  ten  or  twelve  years,  have  been  very  commodious  and  complete, 

including  a  bijou  waiting-room  for  Royal  visitors ;  but  prior  to 
Tarmin  these  extensions  there  was  not  much  beyond  a  booking  office 
and  an  arrival  platform,  barely  long  enough  to  serve  the  train. 
The  prosperity  of  the  Great  North  of  Scotland,  under  the  Chairman, 
Mr.  Ferguson,  of  Kinmundy,  and  the  General  Manager,  Mr.  Moffatt,  has  not 
been  without  its  witness  at  Ballater  and  along  the  old  Deeside  line.  The 
construction  of  barracks  at  Ballater  gave  provision  for  the  corps  that  always 
formed  the  guard  of  honour  at  the  station. 

I  have  dealt  so  much  at  length  with  ihe  details  of  the  down  journey,  that 
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but  a  word  or  two  may  suffice  as  to  the  return  arrangements.  The  same  detail 
of  correspondence  held  good.  The  assurance  of  complete  and  completed 
arrangements  was,  year  after  year,  consolidated  and  confirmed;  very  few 
instances  occurring  of  alteration  in  dates  for  the  return  journey.  Once  fixed, 
they  almost  invariably  were  carried  out  vrithout  change. 

The  Directors  of  the  Deeside  Railway  always  gathered  in  full  force  to 

meet  the  Queen  at  the  starting  point,  and  the  attendance  of  the  Sheriff  and 

Setnin        ^^^  County  Authorities  seemed   ^^de  rigeur'*  in  this  part    of 

Jonxney.       Scotland.     At  Ferry  Hill  the  whole  posse  comitatus  left  the 

Bauikter.       train,  and  joined  the  group  on  the  ballast  to  take  final  leave 

—  of  Her  Majesty  and  her  suite.    Tea  would  occasionally  be 
brought  down  to  be  served  to  tbe  Queen  and  the  ladies.     The 

inconvenience  of  handing  this  into  the  carriages  without  any  platform  was  an 
additional  reason  for  the  portable  steps  being  supplied. 

Starting  southwards,  in  later  years,  after  the  Caledonian  system  had  been 
extended  to  Aberdeen,  we  generally  had  the  company  of  Sir  Thomas  Gladstone 
as  far  as  Perth,  and  of  Mr.  Badenoch  Nicolson.  Mr.  Irvine  Kempt,  the 
Superintendent  of  the  line  in  succession  to  Mr.  Henry  Ward,  and  the 
Engineer,  Mr.  George  Graham,  were  our  unfailing  travelling  companions. 

At  Bridge  of  Dim  the  usual  stoppage  was  made  for  the  engine  to  take 

water,  and  for  the  train  to  be  examined.    The  Aberdeen  District  Superintendent, 

Ptrth  statloiL  ^'^^  S°"^>  would  leave  the  train,  and  Mr.  Gillespie,  of  the  Perth 

—  Division,  would  take  his  place.    At  Perth,  the  railway  offices 
Ayr^wgtmtnte  ^^^^  again  called  into  requisition  as  dining  rooms.    The  stoppage 

ftw  of  nearly  an  hour  at  this  place  afforded  a  quiet  opportunity  of 

•r  Haj^ijr.  ggj^ing  all  the  saloons  in  readiness  for  the  night  running. 
When  it  was  known  that  the  stoppage  was  to  be  reduced  in  length,  and 
luncheon  baskets  handed  into  the  separate  carriages  instead,  the  time  for 
re-arranging  the  saloons  from  'day  accommodation  to  night  appliances  was 
very  limited. 

It  was  always  a  satisfaction  to  find  Her  Majesty  requesting  the  Lady-in- 
waiting  to  join  her  at  Perth,  as  then,  in  all  probability,  the  change  back  to 

Of  tihiii       ^®  vacated  carriage  would  be  made  at  Greenhill,  or  later  at 
and  Larbert,  where  platforms  existed.     Otherwise  this  transfer  had 

*°"™**'  to  be  made  at  "Summit,"  where  there  was  no  platform 
whatever  to  assist  the  ladies  in  descending  from  the  Queen's  saloon  or  in 
climbing  up  into  their  own  vehicle.  The  Queen's  saloon  had  no  footboard 
or  steps  of  the  ordinary  character ;  it  was  fitted  with  a  set  of  folding  steps 
similar  to  those  in  old-fashioned  post-chaises.  The  descent  from  the  saloon 
was  thus  facilitated ;  but  to  gain  the  other  vehicle  presented  the  difficulty, 
and  Mr.  Christopher  Johnstone,  the  Caledonian  Manager,  a  very  short,  sturdy 
man,  highly  amused  us  by  relating  his  struggles  to  "  push  up "  Lady  Augusta 
Bruce  into  her  saloon  on  one  of  these  journeys.  I  suggested  to  Mr.  Bore 
the  affixing  of  a  folding  drop  set  of  steps  to  the  ladies'  saloon,  which 
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minimised  the  inconvenience ;  but  the  ultimate  substitution  of  Carstairs  as  a 
stopping  place  in  lieu  of  "  Summit "  was  the  real  remedy. 

In  little  less  than  an  hour  after  leaving  "  Summit "  we  should  cross  the 
"  Sark,"  and  find  ourselves  again  in  England.  In  fifteen  minutes  more  the 
train  slowly  draws  into  Carlisle.  The  long  station,  usually  so  busy,  always 
seemed  unnaturally  quiet.  Along  its  whole  length  the  platform  was  carjjeted 
with  a  broad  piece  of  red  cloth,  having  a  central  band  of  white  canvass,  held 
in  position  by  a  liberal  supply  of  apparently  cast-iron  buns  ! 

At  the  north  end  of  the  platform  are  grouped  all  the  officers  of  the 
North-Westem  Line  who  are  to  accompany  us  to  Bushbury — ^the  Engineers, 

CarliBle        ^^'  Worthington,  Mr.  Footner ;  the  Superintendents,  Mr.  Henry 

statloiL       Cattle,  Mr.  Shaw,  and  Mr.  Sutton.     Only  occasionally  do  the 
Transfto  from  Locomotive  Superintendents  join  them ;  their  duty  calls  them 
Caledonian     to  the  front  of  the  train,  and  there  Mr.  Rigg  and  Mr.  Whale 
will  not  be  found  wanting.     In  the  centre  of  the  station,  just 
opposite  to  the   Queen's  saloon,  stands   Mr.  Thomas  Jones,  the   Station 
Superintendent,  whose  fixed  attitude  and  unmoved  demeanour  attracted  even 
Her  Majesty's  attention,  and  an  enquiry  through  the  equerries  as  to  who  and 
what  he  was.     In  later  years  the  place  was  occupied  in  a  less  frigid  manner 
by  his  energetic  and  polite  successor,  Mr.  Edward  Preston,  a  thorough,  all- 
round  railway  man. 

At  the  large  refreshment  hall  in  the  station,  with  temporarily  screened 
entrances,  tea  and  light  refreshments  are  served.  The  Royal  servants  come 
in  to  their  allotted  counter;  the  railway  servants  to  theirs;  and  at  another 
table  we  join  the  gentlemen  of  the  party,  the  Lords-in-waiting,  the  equerries 
and  doctors,  after  having  ascertained  from  the  Royal  saloon  that  there  are  no 
complaints  requiring  attention. 

Mr.  Preston  warns  us  that  time  is  nearly  up,  and  the  deadly  silence  of 
Carlisle  Station  is  broken  by  the  North-Westem  engines  blowing  off  steam 
ready  to  start  to  the  South,  and  in  later  days  raising  the  vacuum,  the  sounds 
reverberating  along  the  lofty  station  roof. 

We  say  good-bye  to  our  Caledonian  friends,  and  are  off  for  the  South 
in  the  darkness  of  night,  being  due  to  call  at  Oxenholme  and  at  Boar's  Head 

(or  subsequently  at  Wigan)  for  water  and  for  train  examination, 
ig  t  onrney.  ^YiWq  the  world  is  asleep.  We  pass  through  Preston  and  through 
Crewe,  receiving  the  wave  of  acknowledgment  from  the  Station  Masters ;  and 
reaching  Bushbury  in  the  chill  of  the  morning,  take  on  board  the  Great  Western 
contingent  of  officers,  and  part  with  those  of  our  own  Company,  including  Mr. 
Whale,  whose  engine  has  been  detached  here  and  given  place  to  that  of  the  Great 
Western  Railway.  At  Bushbury,  Mr.  Stoker  (Mr.  Sutton's  assistant)  is  always 
in  attendance,  and  kindly  gives  me  an  early  copy  of  the  Birmingham  daily 
paper. 

Leammgton  and  Oxford  succeed  as  stopping  places.  At  the  latter 
there  are  signs  of  the  passengers  waking  up,  and  hot  water  for  their  morning 
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ablutions  is  obtainable.  And  now,  as  we  journey  towards  our  terminus,  as 
the  Royal  saloon  passes  over  the  Thames,  the  watchful  sentinel  on  the  Castle- 
Keep  will  be  observed  raising  the  Royal  Standard — ^in  calm  weather  the  broad 
standard,  in  rough  weather  a  small  banner — to  indicate  that  the  Queen  is 
once  more  in  the  precincts  of  Windsor. 

The  limited  platform  space  at  Windsor  Station  necessitated  a  special 

mode  of  dealing  with  the  Royal  train.     The  train  engine  and  three  or  four 

Arrival       ^^  ^^^  leading  vehicles  were  detached  and  taken  forward  to  a 

*  at  side  line  adjoining  the  platform   appointed   for  our  coming, 

^'^*'"***'*      which  was  the  platform  in  general  use  for  up  trains,  the  one  on 

which   Her  Majesty's  waiting    room    existed.      Another    engine    stood   in 

readiness  to  draw  the  rest  of  the  train  forward,  the  vehicles  being  so  "  cut " 

as  to  bring  the  Queen's  saloon  as  nearly  as  possible  opposite  to  her  waiting 

room.    The  Ladies-in-waiting  were  generally  in  the  vehicle  next  to  this  second 

engine,  and  were  thus  in  a  very  convenient  position  for  alighting  before  the 

Queen  and  taking  up  their  place  near  the  exit,  so  as  to  make  their  courtly 

curtesies  to  Her  Majesty  as  she  passed  to  her  carriage. 

On  one  occasion  the  Great  Western  officer  in  charge  of  the  Windsor 
district  "  cut "  the  train  in  the  wrong  place,  with  the  result  that  the  saloon 
conveying  the  ladies-in-waiting  was  taken  to  a  platform  remote  from  the 
Queen's  waiting  room,  and  they  were  unable  to  find  their  way  back  in  time  to 
take  up  their  expected  places.  There  was  considerable  wonder  expressed  at 
their  absence,  and  such  an  impression  was  made  that  even  twelve  months 
afterwards  I  was  reminded  by  the  ladies  of  the  contretemps. 

The  Mayor  of  Windsor,  wearing  his  gold  badge  of  office,  was  generally 
on  the  platform,  and  took  his  place  near  to  the  exit  on  the  opposite  side  to 
the  ladies,  grouping  himself  with  the  railway  officers,  who  made  their  final 
obeisance  as  Her  Majesty  passed  out.  Sometimes,  but  infrequently,  "a 
pleasant  journey "  was  mentioned ;  but  it  was  generally  reserved  for  the 
equerries  to  express  their  remarks  to  this  effect. 

It  was  in  1863,  that  I  had  my  introduction  to  this  routine,  and  the  first 
journey  I  made,  accompanying  Her  Majesty's  train  from  England  to  Scotland, 

isth  Kay  ISO.  ^^  ^^  ^^  ^^^  ^^^^  ^"  ^^^  ^^^^     ^^*  Cawkwell,  had  as  usual, 

lit  Joarnevai  ™^^^  ^^  ^^  arrangements  for  the  journey  with  General  Grey, 

Kr.  Oawkweii'i  and  had  communicated  with  the  various  Railway  Managers. 

^■■*'^*'^*'      He  desired   me    to    accompany  him  throughout.     We    left 

Windsor  at  6.50  p.m.  (Messrs.  Kelley  and  Spagnoletti,  the  officers  of  the 

Great  Western  Railway  in  attendance),  called  at  Oxford,  Leamington,  and 

Bushbury;  thence  passing  on  to  the  London  and  North-Westem  Line,  made 

stoppages  at  Whitmore,  Preston  Junction  (near  Parkside),  Oxenholme,  Carlisle ; 

and  also  at  Beattock  Summit,  Greenhill,  and  Perth,  where  the  Queen  took 

breakfast  in  the  railway  refreshment  rooms ;  thence  called  at  Forfar ;  arrived  at 

Ferry  Hill  Junction  outside  Aberdeen,  and  reached  our  termination  at  Aboyne 

1.45  p.m.    The  Queen  was  accompanied  on  this  occasion  by  Prince  Alfred, 
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Princesses  Helena,  Louise,  and  Beatrice,  and  Prince  Leopold,  together  with 
Lady  Augusta  Bruce,  General  the  Hon.  C.  Grey,  Lord  Charles  FiUroy,  and 
Major  Cowell.    The  Duchess  of  Athole  joined  the  train  at  Perth. 

This  was  my  first  introduction  to  many  of  the  officers  of  the  Companies 
north  of  Greenhill,  to  the  Authorities  of  Perth  Station,  the  Directors  of  the 
Deeside  Railway,  and  to  the  knowledge  of  Aberdeen ;  over  which  town,  in- 
cluding old  Aberdeen,  Mareschal  College,  the  Harbour,  etc.,  I  was  shewn, 
on  the  return  journey,  by  Mr.  Alexander,  Mr.  Esplin's  Chief  Clerk,  who 
subsequently  became  District  Superintendent  of  the  Northern  portion  of  the 
Caledonian  Railway,  when  that  Company  absorbed  the  Scottish  North  Eastern 
Line.  At  that  time  the  Deeside  Company  ran  into  the  Scottish  North- 
Eastem  terminus  at  Aberdeen.  The  Great  North  of  Scotland  had  a  separate 
terminus  at  the  Harbour  side,  at  the  north  end  of  the  Quay,  and  was  in  no 
way  connected  with  the  Deeside  Company,  the  connecting  line  through  the 
"  Denbum "  (though  the  Valley  looked  almost  fitted  by  nature  for  a  railway 
track)  not  being  in  existence. 

Mr.  Cawkwell  took  a  great  fancy  for  the  very  "dour"  Scotchman,  who 
acted  as  Station  Master  at  Aboyne,  Mr.  D.  Middleton,  and  by  arrangement 
with  the  Deeside  Company,  he  became  very  shortly  afterwards  the  Chief 
West  Coast  Canvasser  for  the  district  north  of  Perth.  It  was  related,  as  part 
of  his  history,  that  in  1855,  while  Station  Master  at  Banchory,  the  Queen 
had  presented  him  with  ^^50,  for  "  expressing  "  to  her  at  Balmoral,  the  glorious 
news  of  the  fall  of  Sebastopol. 

1863.  On  June  5th,  Her  Majesty  left  Aboyne  at  2.30  p.m.,  and  stopping 
at  Perth  to  dine,  the  train  made  exactly  similar  stoppages  to  those  on  the  down 
journey.  I  had  to  accompany  Mr.  Cawkwell  on  this  occasion.  We  reached 
Windsor  at  9.0  a.m. — ^an  engine  off  the  line,  near  Slough,  having  caused  an 
unexpected  delay  of  about  fifteen  minutes.  The  Queen's  entourage  consisted 
of  the  same  as  on  the  down  journey,  with  the  addition  of  the  Duke  of  Argyll. 
A  special  telegraph  message  to  the  Times  office,  respecting  the  progress  of  the 
Royal  train,  was  on  this  occasion  sent  by  one  of  the  Telegraph  Company's 
officials  from  Kendal  Junction  : — "  Saturday  morning,  the  Royal  train  arrived 
at  Kendal  Junction  punctually  at  12.58  a.m.  on  its  progress  to  Windsor."  The 
message  appeared  in  krge  type  in  Saturday  morning's  issue  of  this  paper ;  it 
was  then  a  new  development. 

The  autumn  journey  of  Her  Majesty  was  modified,  owing  to  her  desire 

to  visit  the  Duke  of  Athole,  who  was  seriously  ill,  by  a  detour  from  the  direct 

Autuxxm       route,  and  I  was  instructed  to  proceed  to  Perth,  and  arrange 

Journey,       for  the   probable  journey.     Messrs.  Croll,  Ferguson,  Esplin, 

**  "L  ''        Alexander,  and  Fyfe,  met  me  on   behalf  of  their  respective 

^      Companies.     The  Queen's  saloon  had  never  passed  over  this 

recently  opened  route ;  it  was  necessary  to  ensure  its  safe  transit,  so  having 

a  vehicle  fitted  up  with  a  frame  to  conespond  with  the  external  dimensions  of 
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the  Saloon,  a  trial  trip  was  run,  and  it  was  proved  that  all  would  pass  clear 
through  the  tunnel.  Her  Majesty  finally  decided  to  make  the  visit,  accom- 
panied by  Princess  Helena  and  Lady  Augusta  Bruce ;  and  her  saloon,  when 
returning  from  Blair  Atholl,  was  attached  to  the  through  train  at  Stanley  Junc- 
tion, and  thence  to  Aboyne,  15th  September,  where  we  arrived  punctually. 
The  Royal  party  consisted  of  Princes  Alfred,  Arthur,  and  Leopold,  with  the 
Princesses  Helena,  Louise,  and  Beatrice,  Lady  Churchill,  Lady  Augusta  Bruce, 
Hon.  C.  Grey,  General  Seymour,  Major  Cowell,  and  Mr.  Buff. 

In  going  down  to  Scotland  for  the  Queen's  October  journey,  the  recently 
opened  Highland  route  through  the  Grampians,  then  called  the  "Inverness 

and  Perth  Junction,"  via  Pitlochry  to  Grantown  and  Forres, 
Bailwaj       afforded  a  new  route  to  Inverness,  of  which  I  availed  myself, 

op«**^       and  was  shewn  over  Inverness  Station  by  Mr.  Dougall,  for 

many  years,  subsequently,  the  General  Manager  of  the  Highland 

Railway ;  thence,  in  order  to  join  Mr.  Cawkwell  at  Aberdeen,  I  travelled  by 

the  then  "Inverness  and  Aberdeen  Junction"  Railway,  via  Keith,  taking 

Dufftown  en  route. 

The  homeward  journey  of  Her  Majesty  was  made  on  27th  October, 
with  the  same  Princesses,  but  only  Prince  Leopold,  Lady  Churchill,  Lady 
Augusta  Bruce,  General  Grey,  Lord  Charles  Fitzroy,  and  Mr.  Buff.  Sir 
George  Grey  accompanied  the  Queen  as  far  as  Perth.  We  left  Aboyne  at 
2.30  p.m. ;  the  train  reaching  Windsor  9.0  a.m.  On  the  North-Westem  Line 
the  train  called,  as  appointed,  at  Oxenholme,  Preston  Jimction,  and  Whitmore. 
On  this  journey,  Mr.  Christopher  Johnstone  travelled  with  the  Queen's  train 
from  Greenhill  to  Carlisle,  and  our  own  Locomotive  Superintendent,  Mr. 
Ramsbottom,  from  Carlisle  to  Bushbury ;  Mr.  Kelley  met  the  train  at  Bush  bury 
as  Great  Western  Company's  Representative, 

1864.  May  13th, — Her  Majesty  left  Windsor  at  6.50  p.m.  The  Prince  of 
Wales  and  Major  Teesdale  came  to  Windsor  Station  to  see  the  train  leave ;  the 

Ro3ral  party  consisting  of  the  Queen,  the  Princesses  Helena, 
Boyal  Jonniay.  Louise,  and  Beatrice,    with  Prince  Leopold,  the  Prince  and 

Princess  of  Leiningen,  and  in  attendance,  the  Honourable 
Mrs.  Bruce,  General  Grey,  Colonel  Liddell,  Mr.  Buff,  Mr.  Sahl,  and  Lord 
Stanley,  of  Alderley ;  Mr.  Kelley  attending  for  the  Great  Western  Company, 
Mr.  Cawkwell,  Mr.  Bore,  and  myself  for  the  London  and  North-Westem. 
The  Great  Western  engine,  on  this  occasion,  was  leaky,  and  we  lost  time  to 
Bushbury.  The  arrangement  for  Breakfast  at  Perth  Station,  in  the  Board 
Room  of  the  Scottish  Central  Directors,  was  repeated.  We  arrived  at  Aboyne 
1.27.  Mr.  Esplin,  of  the  Scottish  North-Eastern,  travelled  with  us  from 
Perth. 

June  7th — Mr.  Cawkwell,  being  unable  to  reach  Scotland,  I  had  to  take 
charge,  and  was  met  at  Aboyne,  by  the  very  imusual  request,  that  three 
additional  vans,  containing  the  Royal  luggage,  which  had  preceded   us   to 

3« 
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Aberdeen  should  be  brought  to  Windsor  by  the  Queen's  train,  the  pressing 
reason  I  could  not  learn,  but  General  Grey,  when  appealed  to,  desired  it  to  be 
done ;  with  some  degree  of  anxiety  these  vehicles  were  attached  accordingly, 
and  added  to  the  weight  of  the  train.  We  arrived,  however,  at  Windsor,  all 
well,  at  the  appointed  time  9.0  a.m.  The  entourage  in  attendance  were  the 
same  as  on  the  down  journey.  Lady  Churchill  being  the  only  addition. 

August  29th,  1864. — I  met  General  Grey  at  Windsor  in  the  afternoon ; 
he  had  come  down  specially  to  see  that  the  arrangements  for  the  Queen's 
train  were  perfect.  We  left  at  6.50  p.m.  and  made  the  usual  stoppages.  The 
Queen  was  accompanied  by  Princess  Helena,  Princess  Louise,  Princess 
Beatrice,  Prince  Leopold,  the  Duke  and  Duchess  of  Coburg.  The  suite  in 
attendance  consisted  of  the  Marchioness  of  Ely,  the  Hon.  Mrs.  Bruce, 
General  C.  Grey,  General  Hon.  A.  Wood,  Colonel  C.  B.  Phipps,  M.  de  Schleinitz, 
Mr.  Buff,  Mr.  Sahl,  and  Dr.  Jenner.  Supper  was  taken  at  Leamington,  The 
train  was  as  usual  transferred  to  the  charge  of  the  London  and  North-Westem 
officers  at  Bushbury;  the  train  calling  at  Whitmore  for  the  engine  to  take 
water. 

Reaching  Perth  at  8.40,  after  an  hours*  interval  for  refreshments,  the  Queen 

and  Royal  party  attended  by  the  Lord  Provost,  the  Honourable  Arthur  Kinnaird, 

m^  ^   ^      M.P.  for  the  city,  and  numerous  civic  authorities,  drove  to  the 

BtfttlW  of 

Prince  Goniort  North  Inch  to  imveil  the  statue  of  the  Prince  Consort.     The 

imveiied       Lord  Provost  was  knighted  after  the  unveiling  of  the  statue,  and 

Perth,         ^^^  procession  returned  to  the  railway  station.     On  this  occasion 

Angnst  »tli,    I  did  not  leave  the  station  at  Perth  but  waited  there  during  the 

ceremony.    Shortly  before  we  started  for  the  north  I  met  in  the 

waiting  room  an  individual  in  gorgeous  garments,  whom  I  supposed,  from  his 

costume  to  be  some  church  beadle,  and  I  entered  into  a  somewhat  patronizing 

conversation  with  him ;  judge  of  my  surprise  when  I  found  this  distinguished 

costume  was  the  dress  of  the  Lord  Provost  himself  who  had  just  previously 

received  the  honour  of  Knighthood  from  Her  Majesty. 

We  left  Perth  at  10.40  a.m.  At  Bridge  of  Dun,  the  Earl  of  Dalhousie  (Lord 
Panmure)  met  the  train  and  had  a  few  minutes  conversation  with  the  Queen. 
The  Directors  of  the  Scottish  North-Eastern  accompanied  our  train  which 
reached  Ferry  Hill  at  1.30  p.m.,  and  Aboyne  at  2.37. 

In  October  special  arrangements  had  to  be  made  for  Prince  Alfred's  return 

m  advance  of  the  Queen.      Lord  Alfred  Paget  came  do\Mi  as  far  as  Aberdeen 

on  this  occasion  with  Mr.  Cawkwell  and  myself.     Her  Majesty  left  Aboyne  on 

October  28tlL    ^^^^  October  in   pouring  rain  at  the  usual  time   2.30  p.m. ; 

1861  Prince  Albert  Victor's  name  appearing  for  the  first  time  among 

breaks  the     ^^^  Royal  passengers.     On  arrival  at  Carlisle  it  was  decided  that 

Journey  at     the  Princess  Louise  should  break  the  journey  there,  and  she 

with  Dr.  Jenner,  Colonel  de  Ros,  and  Lady  Jocelyn  remathed 

behind.     Mr.  Cawkwell  went  forward  with  the  Queen's  train,  and  it  fell  to  my 
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lot  next  day,  having  made  the  needful  arrangements  by  telegram,  to  take  charge 
of  Her  Royal  Highnesses  train  to  Windsor. 

1885.     May  19th, — Her  Majesty  made  the  usual  journey  from  Windsor 
to  Abo>'ne,  but  on  this  occasion,  Stafford  was  substituted  for  Leamington,  as 

Soyml         ^^  place  for  "  tea  "  to  be  taken.     I  travelled  with  Mr.  Cawkwell 
jonrneyi      throughout  on  this  occasion.     Her  Majesty  was  accompanied 

in  I8M.  \yy  Princess  Helena,  Princess  Louise,  and  Governess,  and  had  one 
saloon ;  Princess  Beatrice,  Governess,  and  Maid  another ;  Prince  Leopold  had 
Mr.  Buff  with  him;  the  other  members  of  the  suite  being  the  Duchess  of 
Athole,  Mrs.  Bruce,  and  Miss  Bowater,  General  Grey,  Colonel  Ponsonby  (his 
first  time),  Mr.  Sahl,  and  Dr.  Brown ;  a  compartment  was  also  reserved  for 
the  Minister  of  State. 

Jime  15th. — The  return  journey  was  made  at  the  usual  hour  leaving 
Aboyne  at  2.30  p.m.,  and  reaching  Windsor  at  9.0  a.m. ;  Mr.  Cawkwell  in 
charge.  Mr.  Grierson,  Great  Western  Railway,  joined  the  train  at  Bushbury. 
Prince  Arthur  was  the  only  addition  to  the  Royal  party ;  Lord  Charles  Fitzroy 
and  Major  Elphinstone  taking  the  place  of  General  Grey  and  Colonel  Ponsonby. 
On  my  journey  down  I  had  visited  Crieff  and  Drummond  Castle  under  the 
guidance  of  Mr.  Colin  CroU  of  Perth,  and  had  climbed  Kinnoul  Hill  with 
him.  At  Aberdeen  I  visited  the  harbour  and  made  the  acquaintance  of 
Mr.  Walker,  the  Goods  Manager  of  the  Great  North  of  Scotland  Railway,  whose 
offices  adjoined  the  north  end  of  the  harbour. 

September  nth.  —  Her  Majesty,  accompanied  by  Prince  Leopold, 
and  the  Princesses  Helena,  Louise,  and  Beatrice,  General  C.  Grey,  Lady 
Churchill,  Colonel  de  Ros,  left  Windsor  shortly  before  7.0  p.m.  for  Scotland. 
Mr.  Grierson  and  Mr.  Tyrrell  being  at  Windsor  on  behalf  of  the  Great  Western 
Company,  Mr.  Cawkwell  in  charge ;  my  instructions  were  only  to  accompany 
as  far  as  Carlisle. 

October    28th. — ^The   Queen    returned  from  Aboyne — Mr.   C.   Mason 

and  myself  were  in  charge.  The  Royal  Party  accompanying  the  Queen  consisted 

of  the  Princesses  Helena,  Louise,  and  Beatrice,  Prince  Leopold,  Lieut-General 

Grey,  Major-General  Seymour,  Marchioness  of  Ely,  Lady  Augusta  Stanley, 

Dr.  Jenner,  Mr.  Sahl,  and  Mr.  Buff.     We  certainly  had  not  Queen's  weather 

on  this  occasion.     The  snow  was  on  the  ground  at  Aboyne,  and  the  rain 

during  the  night  and  on  arrival  at  Windsor  on  the  Sunday  morning,  was  very 

^^     heavy.     At  Forfar,  just  as  the  Queen's  train  approached,  one 

ftom         of  the  yardmen  of  the  Scottish   North-Eastem   took    across 

Aoddent  at    the  two  main  lines  a  goods  wagon  hauled  by  horse,  and  barely 

cleared  the  track  when  the  train  came  up.     Mr.  Esplin,  the 

Manager  of  the  Line,  was  in  the  Royal  train,  but  the  narrow  escape  did  not 

appear  to  disturb  his  serenity ;  all  we  could  gather  subsequently  from  him  was 

that  the  yardman  stated  he  did  not  know  of  the  Royal  train  coming ;  he  had 

had  no  notice,  and  went  on  with  his  work  as  usual 
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1866.  In  the  year  1866,  the  Queen  did  not  leave  Windsor  for  Scotland  till 
1 3th  June,  when  the  journey  was  made  to  Abo3me.   The  Royal  party  consisted  of 

Kartin  and    ^^^  Princesses  Helena,  Louise,  and  Beatrice,  with  Prince  Leopold, 
Vaxtoys       General  Grey,  Sir  Charles  Fitzroy,  Duchess  of  Athole,  Lady  Emily 
gj^^^j^l^  _    Cathcart,  Lieutenant  Stirling,  Dr.  Brown,  and  Mr.  SahL     This 
fitted  Train,    was  the  last  time  Princess  Helena  was  the  Queen's  companion 
June,  1886.     in  the  Royal  saloon,  as  her  marriage  to  Prince  Christian  took 
place  shortly  afterwards.     Leaving  Windsor  at  7.0  p.m.,  we  reached  our  des- 
tination at  1. 1 5  p.m.     Mr.  Charles  Mason  was  in  charge,  and  I  accompanied 
him.     Messrs.  Martin  and  Varley,  electricians,  made  their  first  journey  with  the 
Royal  train  to  watch  their  new  electrical  communication  working  as  between 
passenger  and  guard :  it  was  of  course  a  novelty,  and  notices  were  posted  up 
instructing  p)assengers  to  "pull  the  handle"  of  the  indicator,  if  necessary,  to 
stop  the  train :  one  of  the  ladies-in-waiting  begged  me  to  have  the  notice  covered 
up,  she  was  sure  if  she  travelled  all  day  with  those  words  staring  in  her  face, 
she  would  be  impelled  to  get  up  and  pull  the  handle ! 

On  23rd  August,  I  met  Lord  Charles  Fitzroy  at  Windsor,  prior  to  the 
Queen's  departure,  but  I  did  not  accompany  the  train  to  the  North.  Mr. 
Mason  was  in  charge.  Captain  Bulkeley,  Mr.  Grierson,  Mr.  A.  Higgins,  and 
Mr.  Spagnoletti  were  at  Windsor  on  behalf  of  the  Great  Western  Company. 
General  Sir  T.  M.  Biddulph,  Lord  C.  Fitzroy,  and  Dr.  Jenner  were  in 
attendance. 

1867.  In  1867  only  two  journeys  fell  to  my  lot,  first  a  trip  on  May  22nd, 
Windsor  to  Carlisle,  Mr.  Mason  again  going  forward  to  Aboyne.  Princess 
Louise  travelled  with  Her  Majesty,  Prince  and  Princess  Christian  had  another 
saloon,  while  a  third  was  occupied  by  Princess  Beatrice  and  the  Honourable 
Mrs.  Gordon ;  Prince  Leopold,  Dr.  Jenner,  Mr.  Legge,  and  Mr.  Sahl,  occupied 
another  carriage,  for  at  that  time  our  "family  saloons"  were  very  few  in 
number. 

Prior  to  the  return  journey  in  the  late  autumn,  arrangements  had  to  be 

made  for  an  alteration  of  times  and  change  in  the  breakfast  plans,  as  Ballater, 

BaiiAtAT       where  the  Royal  vehicles  had  been  stabled  since  the  last  down 

station       journey,  was  now  to  be  adopted  as  the  starting  point.    November 

adopted  for     jg^  ^^is  the  date  appointed  for  leaving  Ballater  on  the  return  trip 
DejMtftnxe, 
Noyember  1st,  to  Windsor.     In  consequence  of  a  communication  from  Colonel 

1867.  Ponsonby  (which  resulted  in  a  change  in  the  intended  running 

times),  Mr.  Cawkwell  drove  over  from  Ballater  to  Balmoral;    Mr.   Henry 

Crosfield  (our  auditor)  and  I  accompanying  him.     We  were  challenged  at  one 

or  two  of  the  approaches  to  the  Castle,  as  the  Fenian  scare  was  in  full  force  at 

the  time,  but  the  Colonel's  letter  sufficed  for  our  admission  :  this  was  the  first 

and  only  time  at  which  I  was  inside  Balmoral  in  connection  with  Her  Majesty's 

journeys.     It  was  curious  to  observe  the  almost  childish  interest  which  our 

Quaker   friend,  the   Auditor  of  the  Company — a,  singular  anomaly,  a  deaf 
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auditor ! — shewed  in  noticing  all  the  surroundings  of  royalty,  on  the  occasion. 
The  journey  was  arranged  to  be  made  at  night,  leaving  Ballater  at  9.0  p.m. ; 
Mr.  Milne,  who  had  now  become  General  Manager  of  the  Deeside  Line,  being 
in  attendance.  The  Royal  Party  consisted  of  Her  Majesty,  Princesses  Louise 
and  Beatrice,  with  Prince  Leopold,  Lady  Ely,  Duke  of  Buccleugh,  General  Grey, 
Colonel  Ponsonby,  Rev.  R.  Duckworth,  and  Dr.  Jenner.  Breakfast  was  taken  at 
Lancaster  Station,  the  Board  Room  of  the  old  Lancaster  and  Carlisle  Company 
being  used  by  Her  Majesty.  The  train  called  at  Hartford  for  water  and 
examination,  and  reached  Bushbury  at  1.40,  where  Messrs.  Grierson,  Tyrrell, 
and  Armstrong  joined  us.  The  train  arrived  at  Windsor  at  4.55  in  the 
afternoon. 

In  1867  the  Deeside  Line  was  leased  to  the  Great  North  of  Scotland 
Company.  Mr.  W.  B.  Ferguson,  who  had  been  the  General  Manager  of  the 
Deeside  Line,  became  Secretary  of  the  Great  North  of  Scotland  Railway,  and 
Mr.  Robert  Milne  became  General  Manager  of  the  United  Lines.  Mr.  F. 
Morrison  was  the  Superintendent  of  the  Line  from  1867  to  i88o, 

1868.     In  1868  only  two  journeys  fell  to  my  lot. 

The  first  was  on  19th  May,  when  the  Queen  left  Windsor  at  6.45  p.m., 

accompanied  by  Princesses  Louise  and  Beatrice,  Prince  Leopold,  Hon.  Emily 

Cathcart,  General  Hon.  C.  Grey,  Colonel  and  Mrs.  Ponsonby,  Dr.  Hoffmeister, 

Mr.  Sahl,  and  Rev.  R.  Duckworth.     Mr.  Martin  had  fitted  up,  in  addition  to 

the  electrical  communication  extending  along  the  train,  a  special  installation 

in  the  Queen's  saloon,  by  which  it  was  intended  that  Her  Majesty  could 

Mftrtln'B      summon  either  the  dressers  or  the  attendant  pages  from  the 

Electrical      other  compartments  of  the  Royal  saloon,  the  electric  bells 

?^^^       taking  the  pkce  of  the  ordinary  bell  pulls  which  had  heretofore 

Saloon,       done  the  duty.    Martin  was  in  very  friendly  touch  with  the  Press, 

May,  I88&      and    had    indiscreetly  and  very  contrary  to    North-Westem 

etiquette,  announced  the  fact  of  his  communication  being  adopted.      At 

Windsor,  before  the  train  started,  he  was  ushered  into  Her  Majesty's  saloon 

and  had  to  explain  the  modus  operandi.     It  worked  well,  and  he  was  in  the 

seventh  heaven,  though  the  Manager  was  by  no  means  pleased  at  his  own 

position  being  ignored  by  this  Telegraph  Superintendent. 

On  arrival  at  Perth  early  in  the  morning  complaint  was  made  that  during 
the  night  the  bell  had  failed  to  work,  and  that  the  Princess  had  been  obliged 
to  leave  the  saloon  and  call  the  dressers!  Here  was  another  blow  to  the 
progress  of  adopting  electricity  in  trains.  No  explanation  as  to  over-charged 
batteries  from  Varley,  who  was  with  Martin  in  the  train,  would  be  accepted  by 
Mr.  Cawkwell.  The  electric  bells  in  Her  Majesty's  saloon  were  quickly 
cleared  out,  and  not  re-established  for  very  many  years.  These  saloon  bells 
were  quite  distinct  from  the  electric  communication  between  passenger  and 
guard,  which  had  always  worked  satisfactorily  on  the  Royal  train.  Some  con- 
sideration on  this  trip  should  have  been  granted  to  the  electricians,  for  on  this 
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occasion,  unique  so  far  as  my  recollection  serves,  the  travelling  set  of  electrical 
tel^raph  instruments  that  always  accompanies  the  train  had  been  successfully 
brought  into  use. 

It  happened  that  Mr.  Smithells  was  making  his  first  tnp  with  the  Royal 

train,  he  had  only  recently  succeeded  Mr.  Christopher  Johnstone  as  General 

FortaUa       Manager  of  the  Caledonian  Railway;  from  some  cause   the 

Etoetrle  Insfern-  engine  drawing  the  train  failed  in  ascending  the  Beattock  incline 

iBMiU  toongiit  ^jj^  ^g  ^yj^  came  to  a  standstill.     The  Managers  could  do 
into  use  at  ^ 

Baatto^k,      nothing ;  the  two  Caledonian  Railway  engines  were  short  of  steam 

Ma7r  MW.      2aid  the  tubes  were  leaking.    The  portable  telegraph  was  rigged 

up  and  introduced  as  an  intermediate  station  on  the  wire  between  Beattock  and 

Carstairs,  a  message  being  sent  by  it  asking  assistance ;  however,  just  as  the 

engine  drew  up  in  the  rear  the  train  drivers  stated  they  were  once  more  ready, 

and  they  ran  so  well  afterwards  that  the  lost  time  was  made  good  by  the  time 

of  arrival  in  Perth. 

Her  Majesty  was  received  at  Ballater  on  this  occasion  by  a  guard  of 
honour;  the  regimental  flags  being  lowered  to  the  ground  on  the  Queen 
appearing. 

June  1 6th,  1868. — ^The  Queen  returned  from  Ballater,  leaving  at  2.0  p.m., 
and  reaching  Windsor  next  morning  at  8.45.  Mr.  Cawkwell  was  in  charge, 
and  I  accompanied  him ;  Mr.  Bore  being  with  us  as  usual.  The  Royal  party 
and  suite  were  the  same  as  on  the  previous  journey. 

1869.    In  1869  three  trips  fell  to  my  lot. 

May  r4th. — Sir  T.  Biddulph  and  Lord  Charles  Fitzroy  made  special  intima- 
tion as  to  the  required  arrangement  for  the  comfort  of  Prince  Leopold  on  this 
journey,  as  he  was  out  of  health.  Sir  J.  Cowell  and  Lord  Charles  came  down 
to  Windsor  Station  specially  to  inspect  the  allotted  vehicle.  The  train  left 
Windsor  at  7.0  p.m. ;  I  only  accompanied  the  train  as  far  as  Carlisle. 
On  this  occasion  the  new  saloon  carriages  specially  built  at  Wolverton  for 
Her  Majesty  were  made  use  of  for  the  first  time.  The  two  saloons  were 
^      ^  ,  connected  by  a  covered  gangway  eighteen  inches  wide,  and  the 

MOW  BftlOOIlB 

for  two  vehicles  united  formed  a  suite  of  rooms  sixty  feet  in  length. 

Her  Majesty,    eight  feet  wide,    seven  feet  high.     The  day  saloon  was  lined 

*  with  blue  silk  (moire  antique),  the  colour  having  been  specially 

selected  by  Her  Majesty;  the  roofs  of  white  silk.     One-half  of  the  night 

saloon  was  fitted  up  for  the  accommodation  of  the  ladies-in-waiting. 

The  saloon  formerly  used  by  the  Queen  was  now  allotted  for  the  use  of 
Prince  Leopold. 

The  Queen  was  accompanied  by  Princess  Louise,  Prince  Leopold,  and 
Princess  Beatrice.  Prince  and  Princess  Christian  were  to  have  been  of  the 
party,  but  a  slight  indisposition  of  the  Princess  prevented  their  accompanying 
Her  Majesty.  In  attendance  were  the  Marchioness  of  Ely,  the  Hon.  Flora 
Macdonald,  General  the  Hon.  C.  Grey,  Lord  Charles  Fitzroy,  the  Rev.  R. 
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Duckworth,  Dr.  Hoffmeister,  and  Mr.  Sahl.  The  Duke  of  Argyll  attended  as 
Secretary  of  State. 

August  19th. — Colonel  Ponsonby  was  in  attendance  and  paid  his  accus- 
tomed visit  to  the  train  in  the  afternoon  at  Windsor.  An  alteration  had  been 
adopted  in  the  departure  time,  and  the  train  on  this  occasion  left  at  7.55  p.m., 
reached  Perth  9.21,  and  Ballater  at  2.35.  I  was  in  sole  charge  on  this  occasion. 
Princess  Louise  travelled  with  Her  Majesty,  and  there  were  with  us  Prince 
and  Princess  Christian  with  their  children,  Princess  Beatrice  and  Mdlle. 
Norele,  Prince  Leopold  and  Rev.  R.  Duckworth,  Sir  William  Jenner  and  Mr. 
Sahl,  Lady  Churchill,  Hon.  Miss  Lascelles,  Miss  Bauer,  Earl  Granville  as 
Minister  of  State  in  attendance  on  Her  Majesty,  Sir  T.  Biddulph,  Colonel  and 
Hon.  Mrs.  H.  Ponsonby. 

On  the  return  journey  on  the  3rd  November  from  Ballater  I  was  again  in 
sole  charge.  Among  the  Companies'  Directors  who  joined  the  train  was  Sir 
Thomas  Gladstone.  Dinner  was  taken  at  Perth ;  the  train  left  there  at  7.3. 
On  arrival  at  Greenhill,  Prince  Leopold  and  Princess  Beatrice  left  their  saloon 
in  pouring  rain  and  travelled  with  the  Queen  as  far  as  Carlisle.  Lady  Ely  also 
had  to  travel  in  the  Queen's  saloon  from  Greenhill,  a  place  without  any  cover 
from  the  weather;  the  descent  which  her  ladyship  had  to  make  from  the 
Queen's  saloon  at  Beattock  Summit,  was  fairly  easy  of  accomplishment,  as  the 
carriage  was  supplied  with  folding  steps ;  but  the  entry  into  her  own  saloon,  at 
a  place  where  there  was  not  the  slightest  platform,  was  a  task  of  some  difficulty 
in  pouring  rain.     Windsor  arrival,  8.50  a.m. 

1870.     In  1870  the  whole  of  the  four  trips  fell  to  my  lot 

Colonel  Maude  had  called  in  February  as  to  some  alterations  in  the 

J.  ^         interior  of  the  Queen's  saloon  which  were  carried  out,  and  on 

Journeys      May  19th,  Her  Majesty,  accompanied  by  Princesses  Louise  and 

^*'*-  Beatrice  (Prince  Leopold  remained  at  Windsor),  left  Windsor 

for  the  night  journey  at  7.55.     Mr.  Cawkwell  left  the  train  after  our  arrival  at 

Perth ;  thence  to  Aberdeen  and  Ballater  I  had  sole  ciiarge.   Among  the  group 

of  Directors  at  Ferry  Hill  was  one  gentleman  in  full  court  dress — an  unusual 

sight  with  this  train,  and  Her  Majesty,  through  the  Equerry,  enquired  who  he 

was.    He  proved  to  be  Deputy  Sheriff  Comrie  Thompson,  and  it  was  intimated 

to  him  that  court  dress  was  not  required. 

On  1 7th  June  the  Queen  returned  from  Ballater,  Deputy  Sheriff  Comrie 
Thompson  and  Major  Ross  being  among  those  who  accompanied  the  train 
over  the  Deeside  Line.  We  reached  Windsor  at  8.50  a.m.,  Sir  Watkin  Wynn 
and  Mr.  Grierson  being  among  those  who  received  the  Queen  at  Windsor. 

On  17th  August  the  Queen  left  Windsor  as  usual,  but  the  train  was 
appointed  to  make  special  stoppage  at  Reading  to  attach  the  vehicle  allotted 
to  Prince  Leopold.  Princess  Victoria  and  Princess  Maud  of  Wales  also 
met  the  train  at  Reading.  Mr.  Cawkwell  left  the  train  at  that  station,  and 
I  had  to  accompany  it  throughout  to  Ballater. 
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The  23rd  November  was  the  date  appointed  for  Her  Majesty  to  return. 
The  Princess  Louise  had,  however,  met  with  an  accident  to  her  knee,  which 
necessitated  her  removal  on  a  litter.  Dr.  Marshal),  of  Braemar,  accompanied 
the  Princess  to  Windsor.  Much  sympathy  was  felt  for  Her  Roya)  Highness ;  at 
Aberdeen  she  received  quite  an  ovation  while  the  train  remained  at  Ferry  Hill 
exchanging  engines.  Some  delay  occurred  on  our  arrival  at  Windsor  in 
removing  the  Princess's  wagonette  from  the  train.  This  was  the  last  occasion 
on  which  Her  Royal  Highness  the  Prirtcess  Louise  accompanied  the  Queen 
on  her  Scotch  trips  prior  to  her  marriage,  which  took  place  next  year. 

Sir  Thomas  Gladstone  was  my  fellow-traveller  from  Aberdeen  to  Perth  on 
this  occasion.  Prince  Leopold  joined  the  party  of  Gentlemen  of  the  Court  at 
Carlisle  at  our  refreshment  table. 

On  loth  December  the  Queen  travelled  from  Windsor  to  Watford  on  the 

occasion  of  Her  Majesty's  visit  to  the  widowed  Lady  Clarendon,  the  Elarl 

,  ^^^   having   died   on   the    27th   June.      The  Queen's   train  was 

to  Watford,     transferred  to  the  care  of  the  North-Westem   Company  at 

lotlx  December,  Kensington  in  the  forenoon,  and  in  the  afternoon  we  handed 

1870. 

it  back  to  the  Great  Western  Company.    The  General  Manager 
and  I  accompanied  it  over  the  North-Westem  portion  of  the  journey. 

1871.  In  187 1  I  had  again  to  accompany  the  whole  four  trains,  which 
followed  the  accustomed  routine.  On  May  17  th  the  Queen  went  from  Windsor 
to  Scotland,  Prince  Leopold  and  Princess  Beatrice  were  with  her  (they  accom- 
panied Her  Majesty  on  all  the  four  Royal  journeys  this  year) ;  the  Marchioness 
of  Ely,  Hon.  Miss  Phipps,  Colonel  H.  Ponsonby,  Lord  Bridport,  Dr.  Hoffmeister, 
and  Mr.  H.  Collins  formed  the  suite  by  this  trip.  We  had  a  very  punctual  run 
throughout,  breakfasting  at  Perth,  where  the  Dowager  Duchess  of  Athole  joined 
as  Lady-in-waiting.  The  new  Sheriff,  Guthrie  Smith,  accompanied  the  train 
from  Aberdeen. 

June  19th. — The  Queen  returned  from  Ballater.  Being  Monday,  a  change 
was  necessitated  in  my  down  journey.  I  came  to  Ballater  on  the  Saturday, 
and  on  the  Sunday  drove  to  Crathie  Church,  where  Her  Majesty  was  expected 
to  attend,  but  we  were  disappointed  in  this  respect.  The  "Rev.  D.  Taylor 
officiated.  The  train  made  a  very  punctual  run  and  reached  Windsor  at  due 
time,  8.50  a.m. 

August  1 6th. — Colonel  Ponsonby  came  down  to  meet  us  at  Windsor  in  the 
afternoon  as  ice  was  required  for  Her  Majesty's  saloon,  the  Queen  not  being 
well ;  indeed  she  did  not  breakfast  as  usual  in  the  Station  Board-room,  but 
remained  in  her  Saloon  while  waiting  at  the  station,  and  on  leaving  the  train 
at  Ballater  was  observed  to  be  leaning  heavily  on  Her  Royal  Highness  Princess 
Beatrice's  arm. 

November  24th. — Return  train  from  Ballater^2.o  p.m.  Lady  Ely,  changing 
carriages  at  Perth  just  as  the  train  started,  had  a  very  narrow  escape  of  being 
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left  behind.  Mr.  Cawkwell  joined  us  at  Carlisle.  A  mishap  occurred  to  the 
Scotch  express  at  Wigan  just  ahead  of  us,  but  we  reached  Windsor  at  8.50, 
right  time. 

1872.  In  1872,  the  Queen  left  Windsor  on  14th  May,  accompanied  by 
Prince  Leopold  and  Princess  Beatrice ;  the  suite  being  the  Marchioness  of  Ely, 
Viscount  Bridport,  Colonel  Ponsonby,  Mr.  Collins,  Dr.  Marshall,  and  Mr.  Sahl. 
Royal  ^  special  saloon  was  on  the  train  for  His  Royal  Highness  Prince 
Joorneyi  Leopold,  fitted  up  with  an  invalid  bed.  The  Prince  was  brought 
in  1871  jj^^Q  ^j^g  station  on  a  surgical  couch,  which  was  lifted  from  the 
wagonette  and  carried  to  the  saloon ;  he  was  suffering  from  a  sprain  of  the 
knee.  Both  at  Windsor  and  Oxford,  contrary  to  the  usual  custom,  the  public 
were  admitted.  The  journey  was  not  so  successful  as  usual.  Passing  along 
the  platform  in  the  dead  of  night  at  Wigan,  where  usually  nothing  is  heard  or 
seen  of  the  Royal  travellers,  I  was  surprised  to  find  John  Brown ;  and,  on  en- 
quiring whether  all  was  right,  heard  to  my  surprise  "No !  The  Queen  says" — 
but  this,  certainly,  was  only  John  Brown's  way  of  putting  it — "  the  carriage  is 
shaking  like  the  devil ! " — a  startling  communication !  for  we,  closely  behind, 
were  travelling  with  the  utmost  steadiness.  John  Brown's  coarse  phonograph 
had  transmuted  Her  Majesty's  gentle  complaint !  Further  trouble  awaited  us 
at  Perth,  as  we  found  that  oil  had  been  leaking  from  the  carriage  lamps  in  the 
Queen's  saloon.  We  breakfasted  at  Perth  as  usual,  and  arrived  at  Ballater  at 
2.25,  where  Prince  Leopold  was  again  removed  by  the  Royal  servants. 

Jime  1 8th. — ^The  Queen  returned  from  Ballater.  It  was  oppressively  hot, 
and,  in  obedience  to  messages  from  Balmoral,  ice  had  to  be  placed  in  the 
Queen's  saloons  at  Ferry  Hill.  At  Bridge  of  Dun,  the  Earl  of  Dalhousie  and 
I^dy  Christian  Maude  met  the  train.  Very  heavy  rain  came  on  during  the 
night ;  both  at  Beattock  and  Carlisle  we  suffered  from  it.  Mr.  Webb  made 
his  first  journey  with  the  train  as  our  new  Locomotive  Superintendent. 

August  13th. — Her  Majesty  travelled  on  this  occasion,  for  the  first  time 

in  my  experience,  from  Gosport  (Royal  Clarence  Yard).     Her  Majesty  was 

Jonnitv       accompanied  by  Prince  Leopold  and  Princess  Beatrice ;  the  suite 

commenood     being  Duchess  of  Roxburghe,  Hon.  Flora  Macdonald,  Colonel 

^J*^       Ponsonby,  Colonel  de  Ros,  Sir  William  Jenner,  and  Mr.  Collins. 

Augnit  mil,     It  was  an  interesting  sight  to  watch  the  passage  of  the  Queen's 

^•^  yacht — ^the  "Alberta"  (Captain   the   Prince  of  Leiniftgen) — 

alongside  the  various  ships  in  the  harbour  of  Portsmouth,  all  decked  with 

flags  and  3rards  manned  as  the  Queen's  steamer  approached.    There  is  a 

long  covered  landing  from  Her  Majesty's  vessel  to  the  commencement  of  the 

platform ;  and  after  the  luggage  had  been  brought  ashore,  followed  by  the 

suite,  Her  Majesty  has  to  pass  on  foot  nearly  one-half  of  the  train-length  in 

proceeding  towards  the  saloon.     The  platform  is  insufficient  to  accommodate 

the  whole  train,  and  improvised  steps  have  to  be  used  to  enable  the  Ladies 


490  RAILWAY   REMINISCENCES. 

of  the  Household  to  reach  the  vehicles  towards  the  front  of  the  train  allotted 
to  their  use. 

This  change  in  the  place  of  departure  brought  me  into  contact  with  a 
different  group  of  railway  officials  from  those  we  were  accustomed  to  meet  at 
Windsor.  Mr.  Archibald  Scott  had  to  be  interviewed  in  the  first  instance ;  but 
he  did  not  come  to  Gosport.  His  Locomotive  Superintendent,  Mr.  Beattie,  and 
Passenger  Superintendent,  Mr.  W.  M.  Williams,  were  in  attendance  at  Gosport ; 
the  train  guard  in  scarlet  and  gold  uniform. 

Mr.  Findlay  joined  us  at  Basingstoke,  where  the  train  was  handed  over 
to  the  Great  Western  Company,  and  had  to  be  backed  for  its  whole,  length 
through  sidings  to  reach  the  outgoing  line  of  the  Great  Western  Railway, 
there  being  at  that  time  no  direct  jimction.  We  stopped  at  Banbury  for  tea, 
and,  owing  to  a  strike  ot  platelayers  on  the  Great  Western  Line,  travelled 
very  slowly  over  the  line  between  Birmingham  and  Wolverhampton  to 
Bushbury.  At  Carlisle  the  train  on  this  occasion  was  taken  forward  by  the 
North  British  Company  to  Edinburgh,  via  St.  BosweDs,  and  stopped  at  a 
place  near  to  Holyrood,  called  "  The  Queen's  Station." 

22nd  November. — ^The  Queen,  accompanied  by  Prince  Leopold  and 
Princess  Beatrice,  the  Marchioness  of  Ely,  Hon.  Harriet  Phipps,  Colonel 
Ponsonby,  and  Lord  Charles  Fitzroy,  left  Ballater  at  2.0  p.m.  for  Windsor, 
where  we  arrived  8.50  a.m.  Sir  Thomas  Gladstone  met  the  train  at 
Aberdeen,  but  did  not  proceed  by  it,  as  Her  Majesty  had  desired  all  recep- 
tions to  be  dispensed  with.  The  railway  offices  at  Perth  Station  were,  as  usual, 
made  available  for  the  Royal  party  to  take  dinner. 

1873.     In  1873  ^11  ^our  journeys  fell  to  my  lot    On  15th  May  the  Royal 

train  left  Windsor  at  7.55  p.m.     Her  Majesty  was  accompanied  by  Prince 

Leopold  and  Princess  Beatrice  on  this  and  on  all  the  four  Scotch  journeys  in 

Boval         ^^73-     ^^^  ^^5  taken  at  Leamington,  breakfast  at  Perth,  and 

Journeys       our  arrival  at  Ballater  was  "  on  time."    At  Windsor,  Mr.  Higgins 

in  1878.        ^as  the  Great  Western  Company's  representative.  Messrs.  Graham 

and  Kempt,  of  the  Caledonian  Line,  accompanied  the  train  over  their  portion. 

Sheriff  Guthrie  Smith  was  present  from  Aberdeen  to  Ballater,  with  the  Directors 

of  the  Deeside  Line. 

17th  June. — The  Queen  returned  from  Ballater — the  suite  in  attendance 
being  Hon.  Mary  Lascelles,  Hon.  Frances  Drummond,  Mdlle.  Norele,  Colonel 
Ponsonby,  Lord  Charles  Fitzroy,  Mr.  Sahl,  Mr.  Collins,  and  Dr.  Marshall. 
Our  Director,  Mr.  Tootal,  who  was  staying  at  Banchory,  was  on  the  platform. 
The  journey  was  made  as  usual,  with  the  exception  that  on  reaching  Summit 
( Beattock)  the  Queen's  reading  lamps  were  wanted,  and  from  some  cause  the 
needed  candles  could  not  be  placed  in  the  sockets.     Mr.  Bore  tried  again 
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iTtii  JmiA.  1*73.  ^^^  again  to  get  over  the  difficulty ;  but,  as  time  was  going 

—  on,  he  suggested  that  the  train  should  proceed  to  Carlisle. 

John  Brown    John  Brown,  who  was  with  us  on  the  ground,  would  not  hear 

Biminiit       of  this,  and  (as,  I  fancy,  was  his  wont),  asserted  as  though 

Btatioa.       Her  Majesty  had  heard  the  suggesti®n :  "  The  Queen  says  the 

train  shanna  stir  a  fut  till  the  lamps  are  put  in ; "  and  it  had  to  be  done. 

The  arrival  at  Windsor  took  place  punctually  8.50  a.m.  on  i8th. 

The  autumn  journey  was  made  14th  August  again  from  Gosport,  the 
Queen  being  accompanied  by  Prince  Leopold  and  Princess  Beatrice, 
Lady  Churchill,  Hon.  W.  Phipps,  Miss  Bauer,  Major-General  Ponsonby, 
Hon.  Mortimer  Sackville  West,  Mr.  Collins,  and  Dr.  Fox ;  Mr.  Verrinder  in 
attendance  for  the  South-Westem  Railway.  Mr.  Cawkwell  joined  the  train 
at  Banbury  (where  a  detention  for  tea-supper  took  place),  and  travelled  as 
far  as  Carlisle.  Mr.  Smithells  travelled  throughout  to  Ballater.  The  Earl 
of  Dalhousie  met  the  train  at  Bridge  of  Dun  Station. 

November  28th. — ^We  left  Ballater  more  than  ten  minutes  behind  time, 

waiting — a  most  unusual  thing — ^for  Her  Majesty;  with  Princess  Beatrice, 

Prince  Leopold,  Countess  of  ErroU,  Hon.  Flora  Macdonald,  Lord  Bridport, 

General  Ponsonby,  Mr.  Sahl,  Mr.  Collins,  and  Dr.  Marshall  in  attendance. 

Kr  OhtwkwaU'B  ^^'  Cawkwell  joined  at  Carlisle,  and  made  his  last  journey  with 

lait  jonznoy    us  as  General  Manager.     We  reached  Windsor  punctually  at 

M^^r^     8.50,  the  timing  of  the  train  being  so  easy  as  to  enable  the  lost 

sstli  Vowmhn,  time  to  be  made  up  without  difficulty,  even  before  reaching 

!«'»•  Bridge  of  Dun. 

1874.     May  20th,  1874. — Her  Majesty  left  Windsor  at  7.55  p.m.  for  the 
North,  accompanied  by  Princess  Beatrice,  with  Prince  Albert  Victor  and  Prince 
George  of  Wales  (Prince  Leopold  being'ill  with  sciatica  at  Oxford).    Mr.  Ward, 
Kay  29tlL  1874.   °^  ^^®  Caledonian  Railway,  travelled  in  the  train  with  us  from 
Kr  nndlays   ^^^^sor  to  Carlisle,  whence  he  took  his  accustomed  place  on 
flnt  journey    the  train  engine  to  Aberdeen.     Mr.  Cawkwell  having  retired, 
Q^22ral       ^^-  Findlay  travelled,  for  his  first  time,  with  the  Royal  train. 
VBSiMgvr.      General  Ponsonby  and  Lord  Bridport  came  down  to  the  Great 
Western  terminus  to  see  all  was  in  due  order  for  the  journey.     Special  in- 
structions were  issued  for  some  reason  to  keep  the  stations  quite  private; 
and  on  arrival  at   Leamington,  where  the  usual  stoppage  was  made,  Mr. 
Burlinson,  then  the  Birmingham  District  Superintendent  of  the  Great  Western 
Company,  told  us  of  the  difficulty  he  had  had  with  Lord  Aylesford,  who, 

in  his  Volunteer  uniform,   had    determined  that    he  would 
Lord 
Aylesford      ^^  on  the  platform  in  spite  of  all  orders  to  the  contrary ;  he 

^^  would  take  no  denial,  and  insisted  on  his  right  and  title  to  be 

admitted.     The  custodians  at  last  told  his  lordship  that  their 

Superintendent  was  on  the  station,  and  they  were  only  carrying  out  their 

orders  received  through  him.     Nothing  would  then  satisfy  Lord  Aylesford 
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but  to  see  Mr.  Burlinson  himself,  who  accordingly  went  down  to  the  gateway 
and  told  his  lordship  that  the  orders  were  stringent,  and  he  was  bound  to 
refuse  admission.  "And,  pray,  who  are  you?"  said  his  lordship.  "I  am 
the  Superintendent  of  this  division  of  the  Great  Western  Eailway."  "  And 
where  do  you  come  from  ?  "  "  Birmingham."  "  Oh ! "  (with  supreme  contempt) 
•'  Birmingham !  I  thought  so ! "  However  little  his  lordship  might  think  of 
Birmingham  or  a  Birmingham  man,  he  failed  to  get  admission  that  night  to 
the  platform,  and  was  "  left  swearing ! " 

June  23rd. — ^The  Royal  train  left  Ballater  at  2.0  p.m.  Her  Majesty  was 
only  accompanied  by  Princess  Beatrice ;  the  suite  being  the  Countess  of  Errol, 
Hon.  Mary  Lascelles,  Mademoiselle  Nor^le,  Lord  Bridport,  General  Ponsonby, 
Mr.  Sahl,  and  Dr.  Marshall  The  Earl  of  Dalhousie  (from  Brechin  Castle)  met 
the  train,  for  the  last  time,  at  Bridge  of  Dun,  with  Lady  Christian  Maude.  Mr. 
Webb  joined  us  at  Carlisle.  The  journey  was  a  very  punctual  one,  and  we 
reached  Windsor  at  8.50.  The  only  unusual  circumstance  was  the  presenta- 
tion at  Larbert  of  roses  to  Her  Majesty  by  a  Mr.  Brand.  At  first  I  imagined 
the  request  to  be  allowed  to  do  this  to  be  totally  irregular,  but  I  found  consent 
had  been  duly  given. 

August  20th. — ^The  Queen,  accompanied  by  Princess  Beatrice  and  Prince 
Leopold — the  suite  in  attendance  being  Hon.  Horatia  Stopford,  Hon.  Frances 
Drummond,  General  Ponsonby,  Colonel  Maude,  Sir  W.  Jenner,  Mr.  Collins, 
and  Dr.  Marshall — started  from  Gosport.  Mr.  Findlay  and  Mr.  Madigan 
(London  and  South-Westem)  were  with  me.  We  started  at  6.5  5  p.m. ;  called  at 
Basingstoke,  changing  engines  tliere ;  then  to  Banbury,  where  the  stoppage 
for  tea  took  pkce.  Mr.  Findlay  turned  back  at  Wigan.  Perth  Station, 
which  generally  had  been  a  place  at  which  the  public  had  partial  admission, 
was  ordered  to  be  kept  quite  clear  on  this  occasion,  and  so  was  Ballater, 
owing  to  His  Royal  Highness  Prince  Leopold  having  to  be  specially  cared 
for  in  alighting  from  his  carriage. 

November  20th. — ^The  Queen,  accompanied  by  Her  Royal  Highness 
Princess  Beatrice,  returned  from  Ballater ;  Mr.  Bore,  our  Carriage  Superinten- 
dent was,  as  usual,  with  the  train.  At  Perth,  where  Her  Majesty  was  received 
by  Lord  Kinnaird  and  the  Lord  Provost,  dinner  was  again  taken  in  the 
station  rooms.  A  punctual  run  was  made  to  Windsor,  arriving  at  8.50  a.m. ; 
the  train  on  the  Great  Western  system  being  accompanied  by  Mr.  Grierson, 
Mr.  Tyrrell,  Mr.  Spagnoletti,  and  Messrs.  Armstrong  and  Kirtley. 

1875.     May  14th. — It  only  fell  to  my  lot  to  accompany  the  carriages  of  the 

Royal         Queen's  train  to  Windsor,  where  Lord  Charles  Fitzroy  met  us. 

Journeys       On  this  occasion  I  did  not  go  north ;  Mr.  Findlay  took  charge. 

In  1875.        -Yhe  Queen  was  accompanied  by  Princess  Beatrice   and    the 

Princesses  Alix  and  Mary  of  Hesse. 

June  1 8th. — Her  Majesty,  accompanied  by  Princess  Beatrice,  returned. 
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leaving  Ballater  at  2.0  p.m.,  and  reaching  Windsor  very  punctually  at  8.50  a.m. 
On  this  journey  I  was  in  charge. 

August  1 8th. — ^The  Queen  was  accompanied  by  Prince  Leopold  and 

Princess  Beatrice,  the  suite  being  Lady  Abercrombie,  Hon.  Horatia  Stopford, 

Augnit  istlL    ^^^-  Harriet  Phipps,  Miss  Bauer,  Viscount  Bridport,  General 

—  Ponsonby,  Sir  William  Jenner,  and  Hon.  Alexander  Yorke.    The 

2^|Jj^      Queen's  voyage  from  Osborne  to  Gosport  was  on  this  occasion 

"Alberta**  and  marked  by  a  melancholy  incident :  the  Royal  yacht  "Alberta" 

"Miftlatoe."    coming  into  collision  with  the  "Mistletoe" — Mr.  Heywood's 

schooner — ^and  almost  immediately  sinking  her,  with  fatal  results.     There  was 

much  anxiety  at  Gosport  as  to  the  cause  of  delay,  and  it  was  soon  apparent, 

as  the  "  Alberta "  drew  up  to  the  wharf,  that  considerable  injury  had  been 

done.    The  shipwrecked  crew  of  the  "  Mistletoe  "  occupied  the  forecastle  of 

the  "  Alberta  "  as  she  drew  up  at  Clarence  Yard. 

Her  Majesty  was  anxious  as  to  safety  of  the  railway  journey  and  the 
advisability  of  commencing  it,  seeing  it  was  nearly  half-an-hour  late.  She  was 
assured  by  Mr.  Findlay  that  a  late  train  was  always  more  anxiously  looked  out 
for  than  one  running  punctually,  and  that  every  precaution  would  be  taken. 
We  left  thirty  minutes  late.  Tea  was  taken  at  Banbury  as  usual ;  but  by  a 
gradual  advance  on  the  very  moderate  speed  laid  down  on  the  scheduled 
running,  we  were  able  to  reach  Carlisle  at  right  time.  Mr.  Findlay  left  at 
Carlisle.  We  reached  Perth  to  time,  where  Sir  Thomas  Gladstone  joined  us, 
and  the  run  to  Aberdeen  and  Ballater  was  made  punctually. 

November  23rd. — In  consequence  of  very  heavy  floods  being  reported  as 
affecting  the  Great  Western  Line  south  of  Wolverhampton,  instructions  were 

NoTwmlMr  ssrd.  &^^^  ^^^^  ^^  ^^  journey  the  Queen's  train  would  travel  by  the 

urn,  North-Westem  route  via  Rugby  and  Willesden,  and  thence  to 

__^   "1  Windsor.    Mr.  Mackenzie,  of  Glen  Muick,  was  at  Balhter  station 

via  WiU«id«n  for  the  first  time  on  this  occasion.     The  weather  in  the  north 

JunctloiL      ^as  very  severe,  there  being  fourteen  degrees  of  frost  registered. 

Dinner  was  taken  as  usual  at  Perth,  and  supper  at  Carlisle.     At  Carlisle, 

Mr.  Findlay  joined  the  train,  which  called  at  Stafford,  and  passing  through 

Willesden  travelled  along  Punch's  Line  to  Shepherd's   Bush,   and  thence 

reversing  its  course,  and  having  Great  Western  engines  attached,  was  taken  by 

North  Pole  Junction  to  Windsor. 

These  points  of  exchange  had  been  visited  by  Mr.  Tyrrell  and  myself 
in  the  previous  week  to  see  that  all  could  be  satisfactorily  carried  out.     Her 
Majesty  was  accompanied  by  Princess  Beatrice,  the  suite  in  attendance  being 
Marchioness  of  Ely,  Hon.  Mary  Pitt,  Miss  Ethel  Cadogan,  General  Ponsonby, 
Lord  Charles  Fitzroy,  Mr.  Sahl,  and  Dr.  Marshall. 

1876.  In  the  year  1876,  only  two  of  the  Queen's  journeys  were  placed 
in  my  hands. 

May  19th. — The  Queen,  accompanied  by  Princess  Beatrice,  left  Windsor 
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at  7.55  p.m.  Tidings  of  the  death  of  a  little  grandson,  Prince  Harold  (son  of 
Prince  Christian),  reached  Her  Majesty  at  Leamington.  Mr.  Findlay  went 
as  far  as  Carlisle.  We  breakfasted  as  usual  at  Perth  Railway  Station,  and 
reached  Ballater  punctually  at  2.25.  Sir  T.  M.  Biddulph  and  Colonel  Maude 
were  among  the  members  of  the  suite,  Mr.  Walter  Wood,  of  the  Standard 
was  at  Ballater,  and  Sheriff  Guthrie  Smith  was  in  attendance. 

November  23rd. — Mr.  Findlay  took  charge  of  the  train  from  Ballater  to 
Bushbury.  At  Carlisle  I  joined.  We  left  at  11.45  P-°^->  ^^'^  travelling  through 
with  the  usual  stoppages  reached  Windsor  at  8.50  a.m.  on  the  24th.  The 
Queen  was  accompanied  by  Princess  Beatrice.  General  Ponsonby,  Lord 
Sackville,  Dr.  Marshall,  and  Mr.  Sahl  were  with  the  Royal  party. 

1877.  May  i8th, — ^We  left  Windsor  at  7.55  p.m, ;  Mr.  Findlay  in  charge 
as  far  as  Perth,  where  he  left  us.    The  Duchess  of  Edinburgh  came  down 

to  Windsor  and  took  leave  of  Her  Majesty.     The  Queen  was 

—  accompanied   by  Prince   Leopold,  Princess  Beatrice,   Princes 

BoyalJonrneyB.  ^j^^^  yj^^^^.  ^^^  George  of  Wales ;  their  tutor,  the  Rev.  J.  N. 

Dalton,  was  also  in  attendance.  Mr.  Ligertwood  and  Mr.  Ferguson  were  with  us 
over  the  Deeside  line.    The  carriage  the  Queen  travelled  in  was  on  this  occasion 

« 

a  new  one,  and  I  was  sorry  to  find  it  complained  of  when  we  arrived  at  Ballater. 
I  travelled  back  in  it  from  Ballater  to  Banchory.  It  seemed  very  steady  in  its 
running,  but  six-wheeled  vehicles  with  radial  axles  are  by  no  means  standard 
vehicles  for  steadiness.  I  spent  the  Saturday  and  Sunday  with  Mr.  Davidson, 
of  Inchmarlo,  on  the  banks  of  the  Dee. 

June  2 1  St. — Her  Majesty  left  Ballater  at  2.0  p.m.  Princess  Beatrice  was  the 
only  member  of  the  Royal  Family  accompanying  the  Queen.  The  Marchioness 
of  Ely,  the  Hon.  Mary  Pitt,  the  Hon.  A.  Lambert,  and  Mademoiselle  Nor^le 
were  the  ladies  of  the  suite,  the  gentlemen  being  General  Ponsonby,  Major- 
General  Gardiner,  Dr.  Marshall,  and  Colonel  Pickard.  I  was  in  sole  charge. 
We  arrived  Windsor  punctually  at  8.50  a.m. 

August  22nd. — ^Travelled  to  Gosport,  and  met  Mr.  Verrinder  there;  all 
preparations  being  in  readiness  for  the  Queen's  journey.  On  reaching  Gosport 
I  learned  that  in  consequence  of  floods  Her  Majesty  had  decided  to  postpone 
the  journey  for  one  day ;  fortunately,  knowing  thoroughly  all  the  lines,  I  was 
able  to  telegraph  the  postponement  to  all  the  important  points,  and  make 
arrangements  for  the  morrow.  The  change  of  date  enabled  Mr.  Findlay  to 
accompany  the  train  on  the  23rd,  and  I  did  not  go  with  it. 

December  5th  was  fixed  for  the  Queen's  return  from  Ballater.  On  arrival 
at  Ballater  overnight,  I  learnt  from  Mr.  Cook,  junior  (the  landlord  of  the 
Invercauld  Arms),  that  some  journalist  from  London,  evidently  "off  his  head," 

named  C ,  had  arrived  previously,  who  declared  that  he  was  the  bearer  of 

important  despatches  from  the  seat  of  war,  and  that  he  must  see  the  Queen. 
He  insisted  on  being  driven  to  Balmoral.  Mr.  Cook  arranged  for  his  being 
met  by  detectives,  who  cleverly  played  into  his  hands,  and  sent  him  off  by 
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night  train  to  London  in  the  belief  that  he  would  see  Her  Majesty  there,  at 
the  same  time  wiring  his  friends  to  meet  him.     This  5th  of  December  was  a 

Dooonber  silL   ^^^^  ^^^  ^^  ^^^  ^^^  ^^^^  ^^^  ^^  which   the   Queen   had 

lAtMtd&tA  «f  pr^^ously  returned  from  Scotland  to  Windsor.      His  Royal 

Betnm  fttnn    Highness  Prince  Leopold  was  again  ailing,  and  a  special  coach 

■«>**»»"*•       had  to  be  provided  for  his  accommodation.     We  left  at  2.0  p.m., 

and  reached  Windsor,  after  a  very  rough  night  journey,  punctually  at  8.50  a.m. 

on  the  6th.     General  Ponsonby  and  Lord  Charles  Fitzroy  were  again  with  the 

train ;  Mr.  Findlay  joined  it  at  Carlisle,  and  Mr.  Tyrrell  at  Bushbury. 

1878.     Prior  to  Her  Majesty's  journey  I  had  to  visit  the  Home  Office,  and 

Mr.  Secretary  Cross  desired  that  Warrington  should  be  substituted  for  Wigan 

jj^  as  one  of  the  stopping  places  for  the  Queen's  train.     This  was 

Kay  floth.      in  consequence  of  riots  at  the  latter  place  on  the  part  of  the 

^^~7_^       cotton  operatives.     The  line  between  Warrington  and  Preston 
WiaTtngton  ® 

stopprnge       was  specially  patrolled  on  the  occasion, 
lubftltated  for  May  20th. — ^The  Queen  left  Windsor  at  7.40  p.m.,  and  the 

of  train,  calling  otherwise  at  the  usual  places,  reached  Perth  at  9.30. 

Home  Office,  'j^g  Queen  was  accompanied  by  the  Princess  Beatrice  and  the 
young  Princesses  of  Wales.  Lord  Charles  Fitzroy  made  his  last  official 
journey  with  us  on  this  occasion.  The  Duke  of  Athole  and  Sir  Thomas 
Moncrieff  received  Her  Majesty  at  Perth  Station.  After  breakfasting  at  the 
station,  as  usual,  the  train  travelled  to  Ballater,  arriving  2.15,  the  appointed 
time.  Both  Mr.  Kempt  and  Mr.  Ward,  of  the  Caledonian  Company,  accom- 
panied the  train  from  Carlisle  to  Aberdeen. 

June  2 1  St. — The  Queen,  accompanied  only  by  Princess  Beatrice,  left 
Ballater  at  2.0  p.m.  We  had  a  very  satisfactory  run  up,  reaching  Windsor 
at  8.50  a.m.  General  Ponsonby,  General  Gardiner,  Colonel  Pickard,  and 
Dr.  Marshall  travelled  with  the  train. 

August  23rd. — I  had  to  see  Colonel  Ponsonby  as  to  some  alteration  in  the 
"**  diagram  "  of  the  Queen's  train,  but  this  journey  was  taken  by  Mr.  Findlay. 

November  21st. — ^The  Queen,  accompanied  only  by  Princess  Beatrice, 
left  Ballater  at  2.0  p.m.  We  made  a  satisfactory  run  throughout  to  Windsor. 
I  noted  that  at  Carlisle  our  little  friendly  supper  party  included  General 
Ponsonby,  Lord  Sackville,  Dr.  Marshall,  and  Captain  F.  J.  Edwards,  R.E.,  the 
latter  making  his  first  journey  with  us.  Dr.  Cooper  and  Mr.  Higgins,  of  the 
Great  Western  Line,  were  in  attendance  at  Windsor. 


CHAPTER  XVIII.  1879—1895. 

Queen's  Journey  over  first  Tay  Bridge,  1879  —Warning  from  Home  Secretary— Mr.  Kempt,  Superinteo- 
dent  of  Caledonian  Railway— Syrens  in  use  at  Gosport,  saluting  Her  Majesty^— z83a,  Strict  Regulations  as  to 
privacy  at  stations — 1883,  Additional  Pilot  ordered— Three  descriptions  of  Brake  on  Royal  Train — x88s  Mr. 
Scotter  at  Gosport— Prince  Henry  of  Battenberg,  first  journey — Mr.  Park's  first  journey  in  successicxi  to 
Mr.  Bore  of  Wolrerton — Royal  Visit  to  Liverpool,  x886 — Perth  Station,  new  up  platform — The  State 
Secret — Royal  Visit  to  Edinburgh— Return  by  Waverley  route  to  Carlisle,  x886 — Mr.  Findlay  at  Portree — 
Perth  Station  invaded,  Mr.  Eddy,  1887— Royal  Visit  to  Renfrew  and  Glasgow,  z888— Visit  to  Pale  (Bala), 
and  thence  to  Ballater,  18S9 — P«rth  Station  Hotel,  1890 — Royal  Visit  to  Derby,  and  thence  to  BalUter — 
gueen's  Journey  over  Second  Tay  Bridge,  and  over  Forth  Bridge,  X89X— My  one  hundredth  journey,  xSga— 
Dr.  Reid  and  the  Ladies-in> Waiting— Mr.  Fred.  Harrison's  first  journey  as  General  Manager,  1893 — Mr. 
Webb's  engine,  *'  Greater  Britain,"  X893— The  Heavenly  Twins  lost  in  the  Sleeping  Saloon— Royal  Visit  to 
Manchester  Ship  Canal,  1894— Bridge  of  Dun  at  5  a.m. — Last  journey  in  charge,  1895— The  Queen's  Farewell 
Souvenir — Monteith  Bowl  from  Members  of  Household — Diagrams. 


ONLY  two  trips  with  the  Que^  fell  to  my  lot  in  1879,  the  first  on  May  2  ist. 
— At  Windsor,  Mr.  Collins  met  the  train  in  the  afternoon,  making 
special  enquiries  as  to  ensuring  a  comfortable  journey  for  Prince 
Leopold,  who  in  addition  to  Princess  Beatrice,  and  the  Princesses  Louise  and 
Maud  of  Wales,  accompanied  the  Queen.  General  Ponsonby  was  absent. 
Viscount  Bridport  and  Captain  Edwards  were  in  attendance.  We  made  a 
good,  steady  trip ;  Mr.  Findlay  accompanying  us  to  Carlisle. 

Mr.  Ferguson,  of  Kinmundy,  the  Chairman  of  the  "Great  North," 
accompanied  us  to  Ballater  from  Aberdeen.  Returning  homeward,  I  took  the 
June  90th.  um  opportunity  of  travelling  via  Dundee  and  the  recently  opened 
r-  ,  Tay  Bridge,  in  order  to  make  myself  conversant  with  the  route. 
Return  via  the  it  being  rumoured  that  Her  Majesty  would  probably  desire 
nprt  Tky  Brieve,  ^q  ^j-avel  by  it  on  her  return  to  Windsor.  This  proved  to 
be  the  case.  On  June  20th,  Her  Majesty  left  Ballater  at  2.0  p.m.,  and 
on  this  occasion  went  via  Aberdeen,  Glaisterlaw  Junction  and  Arbroath  to 
Dundee,  Tay  Bridge  Station,  where  the  Provost  was  presented  to  the  Queen, 
as  well  as  Mr.  Stirling  of  Kippendavie  the  North  British  Chairman,  and 
Mr.  Thomas  Bouch,  the  Engineer  of  the  Bridge.  The  train  then  proceeded 
very  slowly  over  the  Tay  Bridge.  Her  Majesty's  ship  "  Mars  "  fired  a  royal 
salute  as  the  train  passed  over  the  single-line  slender  structure.  The  Queen's 
train  was  taken  slowly  by  Loch  Leven,  and  a  sight  of  the  historic  Castle 
afforded  to  Her  Majesty ;  thence  by  Rumbling  Bridge,  Dollar  and  Alloa  to 
Stirling,  where  we  joined  the  old  route.  Mr.  McLaren,  Superintendent 
North  British  Railway,  was  in  charge  of  the  train  while  over  that  system,  up 
to  Stirling.  The  Hon.  George  Waldegrave  Leslie,  of  Leslie  House,  Leslie, 
N.B.,  joined  the  train  in  Fife.  He,  subsequently,  told  me  an  interesting 
incident  connected  with  the  journey.  It  appears  that  his  wife  holds  some  of 
her  property  in  Scotland,  by  an  old  tenure  of  having  to  present  to  the 
Sovereign  a  pair  of  gloves,  on  any  occasion  of  passing  over  her  estates.  The 
Queen  had  to  pass  over  these  estates  when  she  travelled  by  the  "  Tay  Bridge  " 
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route.  Mr.  Leslie  enquired  from  the  authorities  what  would  have  to  be  done, 
and  was  told  that  as  Her  Majesty  was  not  travelling  in  state,  no  tender  of 
gloves  was  necessary.  On  leaving  the  train  at  Stirling,  the  Queen  said  to 
Mr.  Waldegrave  Leslie,  with  a  smile — "  I  hope  the  estates  will  be  all  right, 
though  I  have  not  had  the  gloves  1 "  Mr.  Findlay  joined  the  train  at  Carlisle. 
Special  instructions  had  been  given  for  patrolling  the  line  from  Crewe  to 
Stafford.    We  made  a  punctual  arrival  at  Windsor. 

The  Tay  Bridge,  that  Her  Majesty  thus  passed  over,  was  the  first  structure 
of  that  name;  it  had  been  opened  for  traffic  on  30th  May,  1878  ;  it  was  con- 
structed only  for  a  single  line  of  rails,  and  was  no  less  than  10,395  ^^^^  i^ 
length ;  it  was  designed  by  Mr.  Thomas  Bouch,  and  he  received  his  knight- 
hood, in  connection  with  the  undertaking,  the  day  after  Her  Majesty  had 
journeyed  across  it ;  the  super-structure  was  of  wrought  iron  lattice  girders, 
with  the  exception  of  one  span  near  the  Fife  shore,  which  had  bowstring 
gilders. 

One  of  the  most  serious  of  railway  catastrophes  in  Great  Britain  occurred 
to  this  Bridge  in  the  following  year,  on  Sunday,  28th  December,  1880,  when 
during  the  passage  of  the  4.15  p.m.  from  Edinburgh  over  the  Bridge,  during 
one  of  the  most  severe  gales  ever  recorded  at  Dundee,  the  Bridge  collapsed, 
and  the  whole  of  the  thirteen  large  girders  which  spanned  the  navigable 
portion  of  the  river  were  precipitated  into  the  stream,  carrying  with  them  the 
ill-fated  train  and  its  passengers,  certainly  not  less  than  seventy-five  in 
number. 

The  new  Tay  Bridge  was  commenced  in  June,  1882  ;  it  carries  a  double 
line  of  rails,  and  was  opened  for  traffic  in  1887 ;  its  length  is  10,780  feet, 
nearly  400  feet  longer  than  its  predecessor. 

1880.  Three  of  the  trips  fell  to  my  lot  this  year.  June  22nd. — ^The  Queen, 
accompanied  by  Princess  Beatrice  and  the  Princesses  Victoria  and  Elizabeth  of 

Hesse,  left  Ballater  at  2.50p.m.  Sheriff  Guthrie  Smith,  Mr.  Irvine 

—  of  Drum,  and  Mr.  Ferguson  of  Kinmundy,  were  among  those 

*oy»i        who  travelled  from  Ballater  to  Ferry  Hill.    On  this  occasion,  the 

train  did  not  stop  at  Perth  for  dinner,  eight  minutes  only  being 

allowed  for  the  station  work.     On  arrival  at  Carlisle,  supper,  in  which  Lord 

Bridport,  General  Ponsonby,  Mr.  Sahl,  and  Dr.  Marshall  joined,  had  to  be 

served  on  the  platform,  the  roof  of  the  station  being  in  course  of  removal. 

Mr.  Webb  of  Crewe  was  my  fellow  passenger  from  CarUsle  to  Windsor. 

August  26th. — Her  Majesty  left  Gosport  at  6.50  p.m.  for  the  accustomed 
autumn  trip,  accompanied  .  by  Princess  Beatrice,  and  Prince  Leopold. 
Mr.  Verrinder,  London  and  South-Westem,  and  Mr.  Burlinson,  Great 
Western,  were  my  fellow  travellers  for  their  respective  portions  of  the  way. 
We  reached  Ballater  all  right,  2.15  pjn.  Dr.  Marshall  was  not  with  us  on 
this  occasion.  We  had  Dr.  Royle  and  Dr.  Fox  instead.  Mr.  G.  Crosfield, 
or.e  of  our  Directors,  travelled  with  us  from  Wigan  to  Ballater. 
33 
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November  23rd  (Tuesday). — ^A  pressing  letter  was  received  on  Sunday  21st 

from  General  Ponsonby  as  to  precautions,  referring  both  to  the  severity  of  the 

Warnlnc      weather  in  the  North,  and  the  dynamite  scare;   and  in  the 

fttnn         course  of  the  same  evening  a  note  was  received  from  Sir  Vernon 

H(K^  tecrvtau,  Harcourt,  asking  an  interview  on  important  points.      These 

Hazoonrtk      letters   I  had  to  deal  with,  as  Mr.  Findlay  was  away  from 

Nov.,  1880.      London ;  they,  very  fortunately,  came  to  hand  in  good  time  prior 

to  my  going  down  to  Scotland  that  night,  as  the  Home  Secretary's  letter 

required  a  private  commimication  to  be  sent  to  each  of  the  Managers  over 

whose  lines  we  had  to  travel.      On  the  down  journey,  diere  was  a  diaw, 

which   removed   much  of  General   Ponsonby's  anxiety.      On  the   23rd  it 

was  intensely  cold,  but  we  had  a  good  and  safe  journey.      Her  Majesty 

was  accompanied   by  Princess   Beatrice  only — General  Ponsonby,  Captain 

Bigge,   Dr.   Marshall,   and   Mr.   Sahl  in  attendance.     Mr.   Findlay   joined 

us  at  Carlisle,  and  went  through  as  far  as  Bushbury,  where  Mr.  Burlinson, 

with  Mr.  G.  Armstrong  and  Mr.  Spagnoletti,  took  their  places. 

1881.  Three  trips  fell  to  my  lot.  My  visit  to  America  prevented  my  being 
in  England  during  May.  So  the  first  journey  with  Her  Majesty's  train  that  I 
had  to  make  was  the  return  trip  on  June  21st.  The  limited  mail  had  been 
accelerated  to  Aberdeen  through  the  Sunday  night,  and  I  travelled  by  it, 
spending  Monday  afternoon  in  Aberdeen,  and  reaching  Ballater  at  night; 
Mr.  Bore  being  there. 

On  the  2 1  St,  we    left  Ballater  at  2.50  p.m.; — on  the  Caledonian  Line 

Mr.  Kempt,  the  new  Superintendent  of  the  Line,  was  in  charge  for  the  first 

I88L  time,  and  I  had  him  as  my  fellow  traveller  for  many  a  year 

Jiine^2iflt      afterwards.      His   predecessor,    Mr.   Ward,   had   persisted   in 

Mr.  Kemptk     making  the  journey  on  the  engine ;  rough  weather  or  smooth, 

8iiperlnt«iutoiitk  ^^^  or  dry,  but  his  example,  far  from   a  wise  one,  was  not 

TlM  Mr.  Ward,  copied  by  Mr.  Kempt,  and  the  pleasure  of  a  long  afternoon's 

chat  with  him,  after  outstanding  business  had  been  disposed  of,  was  always 

one  of  the  agreeable  prospects  of  the  trip.     On  this  occasion  no  stoppage 

was  made  for  dinner  at  Perth.     Owing  to  telegraph  failure,  the  train  was 

stopped  at  Forteviot  out  of  course.     We  were  met  by  Mr.  Findlay  at  Carlisle, 

and  reached  Windsor  without  incident.   Colonel  Byng,  who  had  not  been  with 

us  for  some  years,  was  among  the  courtiers  in  attendance,^  also  Dr.  Hoffmeister, 

who  had  travelled  with  us  in  1868. 

The  August  journey  was  made  from  Gosport  on  23rd.  I  must  confess  to 
a  considerable  degree  of  anxiety  in  connection  with  the  journey,  as  on  the  trip 
to  Gosport  with  the  empty  coaches,  a  detention  had  arisen  owing  to  the  fact 
of  the  Royal  Saloon  having  "  parted  "  and  torn  asunder  (for  which  I  suspected 
the  "sectional"  action  of  the  chain  brake  might  be  responsible);  however, 
nothing  of  the  sort  ever  subsequently  occurred,  but  when  the  decision  was 
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arrived  at  to   lengthen   the  underfiame  of  the  carriages  and   make   both 
into  one  long  vehicle  the  cause  of  anxiety  was  entirely  removed. 

There  was  a  slight  fog  on  the  Solent,  and  for  this  cause,  or  some  other, 

Her  Majesty's  ship  "Inflexible"  made  the  most  unearthly  sounds  by  its 

_jj-  newly-adopted  syren — ^the  most  weird  howlings  being  given 

Aug.  2Srd.      forth    at    the    time    the    Queen    landed    at    the    Clarence 

V     svMn    Victualling   Yard,    where    she    was    received    by    the    usual 

In  UM  at      naval  and   military  officials.     Mr.   Verrinder  was  present  for 

Gosport       ii^Q  London  and   South-Westem   Company,  and   we  started 

^^  7*45  P-ni-     The  Queen  was  accompanied  by  Princess  Beatrice  only.    Lady 

Southampton,  the  Hon.    H.   Phipps,  and  the  Hon.  H.  Lambert,  the  lady 

and  maids  of   honour  in  waiting;    the   Duke  of  Connaught  and  Captain 

Egerton    His  Royal  Highness's  equerry,  joined  the  train  at  Basingstoke. 

Sir  Henry    Ponsonby,   Lord    Bridport,   Captain    Edwards,   and    Dr.   Reid 

(his   first  journey   with    me)  were  in    attendance    on    Her  Majesty,   and 

accompanied  the  train  throughout  to  its  destination. 

At   Carlisle   the   train   was   met   by  Mr.  Walker,  General  Manager  of 

the  North  British   Railway,  and    Mr.    McLaren,   the  Superintendent;   we 

,         proceeded  to  St.  Margaret's  Station,  Edinburgh,  where,  in  a 

Joun&sy  to     deluge  of  rain,  the  Queen  alighted  and  drove  to  Holyrood. 

Edinirarsh     There  was  a  long  continuance  of  wet  weather,  and  the  rain 

Hdrth  Brltlab  completely  marred  the  spectacle  of  the  review  of  the  Volunteers 

^^"•»         appointed  to  take  place  on  the  following  day.    I  gave  up  charge 

^^  of  the  train  at  Edinburgh,  breakfasted  with   my  old  friend 

Wieland,  and  made  my  way  homewards  by  morning  train. 

On  November  20th,  by  limited  mail,  I  went  down  to  Aberdeen.  Her 
Royal  Highness  the  Princess  Louise  and  Lord  Lome,  with  Lord  Walter 
Campbell,  went  by  the  same  train  as  far  as  Perth ;  and  there  I  also  met 
Dr.  Marshall,  who  had  often  in  several  previous  years  been  one  of  the 
constituent  members  of  the  Queen's  retinue. 

The  journey  from  Ballater  on  the  22nd  was  again  accompanied  by  very 
rough  weather.  We  left  Ballater  at  2.0  p.m.  in  pouring  rain,  which  continued 
a  great  part  of  the  way ;  indeed,  the  running  between  Lockerbie  and  Carlisle 
was  seriously  impeded  by  the  heavy  pressure  of  the  gale.  At  Ferry  Hill, 
Aberdeen,  Sir  Thomas  Gladstone  (Caledonian  Director)  joined  our  party. 
The  Duke  of  Athole  received  Her  Majesty  at  Perth,  where  she  dined  in  the 
Railway  Committee  Rooms  as  usual.  The  Duchess  of  Roxburghe,  Hon. 
Ethel  Cadogan,  Hon.  Victoria  Baillie,  Lord  Sackville,  General  Ponsonby, 
Captain  Edwards,  Mr.  Sahl,  and  Dr.  Reid  were  in  attendance.  Windsor  was 
reached  punctually  at  8.50  a.m.  on  23rd. 

1882.  On  May  19th  the  Queen  left  Windsor  at  7.55  p.m.,  accompanied 
by  Princess  Beatrice  and  the  Princesses  Elizabeth  and  Irene  of  Hesse.    The 
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jgjj^         arrangements  had,  as  usual,  been  made  by  Sir  Henry  Ponsonby ; 
—  but  he   did   not  accompany  us.      The   public   were   rigidly 

Boymi  Jonrneya.  excluded  from  the  stations,  probably  as  a  consequence  of  the 
attempt  on  Her  Majesty's  life  at  the  Great  Western  Station  on  the  2nd  March 
previous.  The  heating  of  the  axle  of  one  of  the  carriages — a  very  unusual 
circumstance — entailed  three  extra  stops  on  the  train ;  but  we  reached 
Ballater  "  on  time."  Returning  on  this  occasion  with  Mr.  Bore,  we  had  a 
narrow  escape  of  an  accident.  Leaving  Ballater  by  road  for  Braemar,  our 
horses  took  fright  at  the  waving  flags  on  an  arch  of  welcome  and  congratula- 
tion on  the  Queen's  escape  from  assassination,  placed  near  the  overbridge  of 
the  railway,  and  we  barely  escaped  the  upsetting  of  our  carriage. 

This  visit  to  Braemar  entailed  a  further  road  journey  thence  by  Caimwell 
and  the  Devil's  Elbow  to  the  Spital  of  Glenshee.  Arrived  there,  partly 
through  failure  of  telegram  announcing  our  coming  and  partly  through  its 
being  very  early  in  the  season,  no  horses  were  in  readiness  to  take  us  on ;  and 
we  had  the  pleasure  of  waiting  while  the  animals  we  could  see  far  off  on  the 
hillside  were  caught  and  brought  to  the  Spital  before  we  could  proceed  to 
Bkurgowrie.  There  we  were  met  by  Mr.  Gillespie,  of  Perth,  who  very  kindly 
arranged  a  special  trip  to  bring  us  through  to  Perth  in  time  for  the  up 
limited  mail. 

June  20th. — ^The  Queen,  accompanied  by  the  same  Royal  Princesses  as 
on  the  down  journey,  returned  from  Ballater  2.50  p.m.  There  was  no  special 
incident ;  but  we  were  deprived  of  the  usual  dinner  at  Perth,  as  Her  Majesty 
decided  on  having  the  suite  and  herself  served  by  means  of  luncheon  baskets. 
Sir  H.  Ponsonby  was  with  the  train,  and  accepted  a  copy  of  my  "  American 
and  Atlantic  Notes."  We  reached  Windsor  punctually  at  8.50  a.m.  on 
the  2 1  St. 

August  31st. — ^The  Queen's  journey  was  put  off  till  this  late  date.  Again 
the  start  took  place  at  Gosport.  The  tide  was  extremely  low,  and  the  Royal 
yacht  had  difficulty  in  getting  alongside.  Prince  Edward  of  Saxe-Weimar 
was  among  those  who  received  Her  Majesty.  The  Royal  party  was  only  a 
small  one  on  this  occasion.  Princess  Beatrice,  the  Duchess  of  Connaught, 
and  Princess  Margaret  accompanied  the  Queen,  with  Lady  Southampton, 
Hon.  Horatia  Stopford,  and  the  Hon.  Harriet  Phipps;  Lord  Edward 
Clinton,  General  Ponsonby,  Captain  Edwards,  Dr.  Reid,  and  Mr.  Sahl. 
Mr.  Verrinder  and  I  were  in  charge  from  Gosport.  The  train  left  at 
6.45  p.m.  It  was  a  very  wet  night,  and  the  same  weather  pursued  us 
throughout.  The  Queen  breakfasted  at  Perth  Station.  The  Duke  of  Athole 
was  in  attendance  there  as  one  of  the  Railway  Directors.  Lord  Kin  tore 
and  Sheriff  Smith  were  among  those  who  received  Her  Majesty  at 
Ballater,  where,  in  pouring  rain,  we  arrived  at  the  appointed  time,  2.25  p.m., 
September  ist. 

November  14th. — The  Queen,  accompanied  only  by  Princess  Beatrice, 
started  at  2.0  p.m.  from  Ballater,  where  Lord  Aberdeen  and  the  Lord  Provost 
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of  Aberdeen  were  in  attendance.  Sir  J.  Falshaw  (North  British  Railway) 
was  at  Perth  Station  to  receive  Her  Majesty.  Our  journey  was  made  through 
a  very  sharp  frost  all  night;  it  was  especially  keen  at  Oxenholme.  Lord 
Sackville,  General  Ponsonby,  Captain  Bigge,  Dr.  Reid,  and  Mr.  Sahl  were 
with  us.  Our  arrival  at  Windsor  was  punctually  made  at  8.50  a.m.  on  15th. 
Mr.  Webb  and  Mr.  Miles  Mclnnes  (London  and  North-Westem  Director) 
accompanied  me  to  Windsor. 

In  1883. — ^The  journey  on  May  2Sth  was  in  charge  of  Mr.  Findlay. 
On  23rd  June,  Her  Majesty  returned  from  Ballater,  she  was  far  from  strong 

jgg^  and  had  to  be  lifted  into  her  saloon  in  an  invalid  chair.  The 
—  train  left  at  3.20  p.m.,  which  was  half-an-hour  later  than  the 

soymlJoiinieyi.  accustomed  departure  time  in  the  summer,  and  interfered  far 
more  than  usual  with  the  mail  trains.  A  stoppage  was  made  at  Perth  of  ten 
minutes,  an  additional  stoppage  at  Beattock  10.55  ^^  ^^'S  (instead  of  Summit), 
refreshments  being  taken  at  Beattock  Station.  The  stoppage  at  Carlisle  was 
curtailed  to  eight  minutes  to  change  engines  only.  Mr.  Thompson  and 
Mr.  Kempt  were  in  charge  of  the  train  over  the  Caledonian  Line,  we  had 
a  very  good  run  up  to  Windsor,  and  arrived  there  at  9.15  a.m.  The  Royal 
party  was  again  a  very  small  one.  Princess  Beatrice  and  Princess  Elizabeth  of 
Hesse,  the  Dowager  Duchess  of  Roxburghe,  Hon.  H.  Stafford,  Hon.  V.  Baillie, 
Mademoiselle  Nordle,  Colonel  Byng,  General  Ponsonby,  Captain  Edwards,  and 
Dr.  Reid. 

August  24th. — ^There  was  some  uncertainty  as  to  whether  the  Queen  would 
start  on  this,  the  appointed  day,  and  I  had  instructions  to  call  at  the  Lord 
Chancellor's  before  going  to  Waterloo,  as  changes  in  Her  Majesty's  plans  were 
possible  owing  to  Parliament  not  yet  being  prorogued;  however,  nothing 
occurred  to  prevent  the  journey  taking  place,  and  we  received  the  Queen  as 
usual  at  Clarence  Yard,  Gosport.  The  train  was  due  to  leave  at  7. 1 5  p.m.,  but 
owing  either  to  want  of  water  at  the  landing  stage,  or  to  slow  steaming,  the 
Royal  yacht  was  late,  and  we  started  at  7.27,  twelve  minutes  behind  time. 
The  Royal  party  was  larger  than  usual,  as  not  only  Princess  Beatrice  accom- 
panied Her  Majesty,  but  Princess  Christian  and  her  two  sons,  as  well  as 
Princess  Alice  of  Albany.  The  Queen's  fourgon  was  attached  to  the  train 
at  Basingstoke.  General  Ponsonby,  Captain  Edwards,  Dr.  Reid,  Mr.  Sahl,  and 
Lord  Bridport  were  in  attendance ;  the  latter  joined  the  officers  in  charge  of 
the  train  in  their  light  supper  at  Banbury. 

The  down  journey  was  a  very  steady  one.  At  Perth  arrangements  were 
made  for  an  effectual  screen  of  large  evergreens  to  prevent  intrusion  on  Her 
Majesty  when  passing  to  the  rooms  appointed  for  her  reception.  Our  arrival 
at  Ballater  was  punctual,  2.30  p.m. 

November  20th. — Her  Majesty,  accompanied  only  by  Princess  Beatrice 
and  Princess  Irene  of  Hesse,  left  Ballater  Station  at  2.0  p.m.,  Mr.  Kempt  in 
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charge,  on  behalf  of  the  Caledonian  Company  from  Aberdeen.    The  dinaer  took 
place  at  Perth  Station  as  usual. 

Very  heavy  snow  fell  during  the  journey,  and  was  thick  on  the  ground 

at  Beattock  Summit.    On  anival  at  Wigan  in  the  early  morning,  I  was  handed 

2883.         A  special  telegram  from  the  Home  Secretary  warning  us  of 

Nov.  floth.      rumours  of  explosives  being  placed  on  the  line,  and  suggesting 

Additional  PUot  ^^^  running  of  an  extra  pilot  engine  between  the  ordinary  pilot 

run  by  order  of  and  the  train.    This  was  done,  and  this  second  pilot  was  started 

ome    cretary.  ^^^  shortly  after  our  arrival  at  Wigan.     I  have  often  thought 

how  completely  the  driver  of  this  engine  "  took  his  life  in  his  hand,**  for  had 

any  attempt  been  made  or  any  explosives  placed  on  the  line,  it  would  have 

been  done  immediately  after  the  passing  of  the  first  pilot,  and  the  next  to 

experience  the  attempt  would  have  been  this  second   pilot  driver.     The 

anangement  was   extended  by  communication   from   Wigan   to  the   Great 

Western  authorities  throughout  to  Windspr.     On  arrival  there  I  explained 

privately  to  Sir  H.  Ponsonby  what  had  taken  place. 

1884.  Prior  to  the  first  journey  to  Scotland  this  year,  I  was  instructed  to 
communicate  with  Colonel  Byng  at  Windsor,  with  a  view  to  reduce  the  quantity 
of  luggage  that  was  growing  year  by  year  to  such  an  extent  as  to  overfill  and 
overweight  the  vans ;  he  very  kindly  took  steps  to  adopt  the  idea  of  sending  in 
advance  a  considerable  weight  of  the  personal  luggage. 

On  May  24th,  Mr.  Burlinson  and  I  were  at  Windsor  preparatory  to  the 
Queen's  departure,  and,  as  was  frequently  the  case,  Colonel  Ponsonby  came 
down  to  the  station  in  the  afternoon.  At  his  invitation  we  went  to  the  Round 
Tower,  in  which  he  resided,  and  were  shewn  over  its  interesting  but  somewhat 
prison-like  apartments  by  him.  Her  Majesty  left  Windsor  at  8.35  p.m. 
Lady  Southampton  was  the  Lady-in-waiting,  Colonel  Byng,  Major  Edwards, 
Hon.  A.  Yorke,  and  Dr.  Read  in  attendance.     On  arrival  at  Oxford  a  note 

I8M.  was  received  by  Colonel  Byng  from  the  Queen  complaining  that 

KasrMth.      gas  had  been  introduced  into  her  saloon  instead  of  oil,  and 

Queen*!       requesting  an  alteration.      The  substitution  of  oil  then  was 

^  jj^  simply  impossible !  The  glare  of  the  gas  in  the  globes,  which 
Saloon.  unfortunately  were  plain  and  not  frosted,  was  the  great  source 
of  annoyance,  and  I  had  the  supply  reduced  as  far  as  possible,  to  be  of 
service.  The  Equerries  were  much  troubled  about  the  complaint;  the 
change  had  been  authorised  by  Sir  Henry  Ponsonby,  but  Her  Majesty 
had  not  had  the  matter  fully  explained. 

The  train  on  this  occasion  was  fitted  with  three  descriptions  of  brakes — 

Simple  Vacuum,  Automatic  Vacuum,  and  the  Westinghouse  Brake.    Mr.  Webb 

^     travelled  with  us  from  Bushbury  to  Carlisle.    One  of  the  brakes 
Ttain  fitted 
with  3  descrip-  got  very  hot  at  Larbert  and  caused  some  little  delay,  but  the 

tions  of       ^rain  reached  Perth  at  9.42  a.m.    Breakfast  was  served  as  usual  in 
Brakes. 

the  Railway  Company's  Committee  Room  by  Mr.  McDonald* 
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Mr.  Badenoch  Nicolson,  Mr.  Kempt,  Mr.  Graham,  Mr.  Drummond,  and 
Mr.  Gillespie  were  in  attendance.  The  public  were  kept  away  by  the  usual 
rope  across  the  end  of  the  platform.  The  train  reached  Ferry  Hill,  Aberdeen, 
to  time,  and  the  Deeside  Directors,  Mr.  Ferguson,  Chairman,  Mr.  Adam, 
Deputy  Chairman,  Mt.  Irvine  of  Drum,  Sheriff  Guthrie  Smith,  Mr.  Ligertwood, 
and  Mr.  Moffatt,  the  General  Manager,  joined  the  train  and  accompanied  it  to 
Ballater,  where  a  punctual  arrival  at  2.45  p.m.  was  made. 

June  24th. — ^The  Queen  left  Ballater  at  2.50  p.m..  Major  Edwards  and 
Colonel  Lindsay  being  the  officers  in  attendance,  with  Hon.  Mr.  Yorke  and 
Dr.  Reid.  The  Queen  was  accompanied  by  Princess  Beatrice,  Princess  of 
Leiningen  and  the  Duke  of  Connaught's  children,  the  Dowager  Duchess  of 
Roxburghe,  Hon.  H.  Stopford,  Hon.  Evelyn  Moore,  and  Mademoiselle  Nor^le. 
Dinner  was  not  taken  at  Perth,  luncheon  baskets  being  supplied  instead.  We 
made  a  punctual  arrival  at  Windsor  8.50  a.m. 

September  ist. — Her  Majesty  left  Gosport  at  7.15  p.m.  accompanied 
again  by  Princess  Beatrice,  Princess  Margaret,  and  Prince  Arthur  of  Connaught 
The  Crown  Princess  of  Germany  and  Princess  Victoria  of  Prussia  joined  the 
Royal  tiain  at  Basingstoke,  with  Count  Seckendorf  and  Baroness  Gershorff. 
Her  Majest/s  suite  consisted  of  the  Dowager  Marchioness  of  Ely,  Hon. 
Frederica  Fitzroy,  Colonel  Ponsonby,  General  Gardiner,  Major  Edwards,  and 
Dr.  Reid.  Mr.  Verrinder  represented  the  London  and  South-Westem  at 
Gosport,  Mr.  Tyrrell  the  Great  Western  Railway  at  Basingstoke.  An  excellent 
journey  was  made  throughout,  with  the  usual  stoppage  at  Perth  for 
breakfast.  Mr.  Moffatt  was  laid  aside  by  illness  and  he  was  accordingly  not 
with  the  train,  which  at  Ballater,  was  met  by  both  the  Prince  and  Princess  of 
Wales  and  their  children. 

November  19th. — Her  Majesty  left  Ballater  at  2.0  p.m.  We  were  no  less 
than  seven  minutes  late  attaching  the  fourgon,  which  had  been  delayed  in  its 
departure  from  Balmoral.  The  Queen  was  accompanied  by  Princess  Beatrice, 
the  children  of  the  Duke  of  Connaught,  Dowager  Duchess  of  Roxburghe, 
Hon.  H.  Phipps,  Hon.  Evelyn  Moore,  and  Miss  Bauer;  Colonel  Ponsonby, 
Sir  J.  McNeill,  Captain  Bigge,  and  Dr.  Reid.  Major  Ross  was  in  attendance  at 
Ballater  in  charge  of  the  County  Constabulary.  Mr.  Ferguson,  of  Kinmundy, 
the  Chairman  of  the  Great  Northern,  dined  with  our  party  at  Perth,  and  went 
with  us  as  far  as  Larbert.  I  was  sorry  to  learn  from  him  the  story  of 
Mr.  Ligertwood's  disappearance. 

1886.     The  Queen's  journey  to  Scotland,  in  May,  was  entirely  under  the 
charge  of  Mr.  Findlay.    Her  Majesty's  return,  in  June,  fell  to  my  lot.   Intimation 
^^^  was  received  that  in  consequence  of  the  fall  of  Mr.  Gladstone's 

-  Ministry  the  Queen's  return  from  Scotland  would  take  place 

*"™*^      some  days  earlier  than  originally  intended,  and  the  arrange- 
ments had  to  be  made  with  unusual  celerity. 
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TheQueen  left  Ballater,  June  i6th,  at  2.50  p.m.  She  was  accompanied  by 
Princess  Beatrice,  the  Princess  of  Leiningen,  Prince  Arthur  and  Princess 
Margaret  of  Connaught.  A  detachment  of  the  Cameroniatis,  under  command 
of  Captain  Heathcote,  and  a  body  of  the  County  Constabulary,  under  Major 
Ross,  were  drawn  up  in  the  usual  space  outside  the  station.  The  suite  included 
the  Dowager  Duchess  of  Roxburghe,  the  Hon.  Horatia  Stopford,  the  Hon. 
Evelyn  Moore,  Mademoiselle  Norfcle,  the  Hon.  Rosa  Wood,  Viscount  Bridport, 
Captain  Bigge,  and  Dr.  Reid. 

It  had  been  intimated  that  the  public  were  on  this  occasion  not  to  be 
admitted  to  Ferry  Hill  platform.  At  the  eleventh  hour  telegraphic  instructions 
were  sent  that  the  Queen  commanded  the  withdrawal  of  this  order,  just  in 
time  to  enable  the  Provost,  magistrates,  and  chief  officials  of  Aberdeen  to 
attend.  The  train  was  timed  to  be  only  five  minutes  in  Perth  ;  but  it  was 
impossible  to  serve  the  meab  into  the  various  saloons  in  this  limited  time,  in 
addition  to  which  several  minutes  additional  were  occupied  owing  to  Her 
Majesty  receiving,  and  having  to  reply  to,  numerous  telegrams.  Mr.  Bore,  our 
Carriage  Superintendent,  was  ailing  in  health,  and  was  unable  to  accompany 
the  train  as  usual.  Mr.  Panter  took  his  place.  The  arrival  at  Windsor  at 
8.50  a.m.,  June  17th,  was  punctually  made,  notwithstanding  the  late  start 
from  Perth. 

On  34th  August  Her  Majesty  left  Gosport  for  Scotland,  and  on  this 

occasion  the  new  Manager  of  the  Soulh-Western  Railway,  Mr.  Scotier,  was 

Ans  K        '"  attendance,  together  with  Mr,  Verrinder,     The  handsome 

-  young  bridegroom.  Prince  Henry  of  Battenberg,  and  the  Duke 

Printe^eiiiT    "^^  Hesse  were  in  the  train.     The  Queen  was  accompanied  by 
of  Princess  Beatrice.     The  Duke  of  Con  naught's  children  travelled 

BattflnbMB.     ^.jjj^  j^g  j^j^      ^^^  Walerpark,   Hon.  Harriet  Phipps,  Hon.    ; 

BIT.  Sootter,  i-vederica  Fitzroy,  Colonel  Byng,  CapUin  Bigge,  Hon.  A.  Vorke,  I 
Dr.  Reid,  and  Herr  Muther,  who  had  succeeded  Mr.  Sahl,  were  also  in 
attendance.  On  this  occasion,  during  the  stoppage  at  Wigan  in  the  dead  of 
night,  while  the  examination  of  the  vehicles  was  being  carried  out  as  usual 
with  all  possible  quietude  to  give  an  undisturbed  night's  rest  to  the  Royal 
travellers,  I  was  much  annoyed  to  hear  one  of  the  up  mails  approaching  at 
the  full  speed  which  such  trains  can  display  in  passing  along  the  falling 
gradient  at  that  place,  and,  in  addition  to  the  roar  of  the  train,  the  driver,  for 
reasons  of  his  own,  opened  his  whistle  and  kept  it  going  shrilly  as  he  passed 

MBLii  TrsJn     ^'o"g  the  line  close  to  the  stationary  train.     I  fully  expected   J 
through       to  receive  a  complaint  on  the  subject,  but  was  resolved  that   * 
"**"•        no  repetition  should  occur,  and  the  travelling  instructions  hence 
forward  contained  ah  order  that  no  train,  mail,  or  express  should  be  allowed 
to  pass  through  either  \Vigan  or  Oxenholme,  during  the  lime  the  Royal  train 
might  be  standing  there. 

At  Perth  I  was  surprised  to  see  two  gentlemen  in  kilts  and  sporrans  alight 
from  the  train — no  one  wearing  such  costumes  had  to  my  knowledge  entered 
it — and  Prince  Henry  and  the  Duke  of  Hesse,  for  such  they  proved  to  be,  must 
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have  dressed  in  their  Highland  garb  while  travelling.  Before  the  train  reached 
Perth  a  message  had  been  sent  by  Her  Majesty  desiring  the  platform  to  be 
kept  clear  on  arrival,  but  allowing  the  public  to  approach  close  to  the  carriage 
on  her  departure.  The  news  soon  spread  and  in  consequence  a  very  large 
crowd  assembled  round  the  Royal  saloon,  the  same  freedom  was  extended  at 
Bridge  of  Dun  station.  Mr.  Ferguson,  the  Chairman  of  the  Great  North  of 
Scotland,  and  Mr.  Moffatt,  the  Manager,  with  Mr.  A.  G.  Reid,  Superintendent, 
Major  Ross,  Sheriff  Dove  Wilson,  and  other  County  and  City  Officials,  joined 
the  train  at  Ferry  Hill.  The  reception  there  was  highly  enthusiastic  as  it 
was  the  first  occasion  of  the  Princess  Henry  of  Battenberg  going  north  since 
her  marriage.  The  Queen  with  Prince  and  Princess  Henry  stood  at  the 
window  of  the  saloon  acknowledging  the  manifestation. 

On  returning  homeward  same  evening  I  was  informed  that  Lord  Wolverton 
and  two  London  and  North-Western  Directors  were  coming  by  special  over 
the  Highland  Line  and  would  join  me  at  Pople's  Hotel.     The  message  was  a 

Beturn  with    8^^^  instance  of  accumulated  inaccuracy.   The  arrival  proved  to 
Mr.  8.  P.       be  Mr.  S.  P.  Wolferstan,  one  of  our  Directors,  and  we  spent  a 

Woifentan.  y^^  pleasant  evening  in  a  stroll  over  the  Inches,  and  on  the  follow- 
ing day  journeyed  together  as  far  as  Crewe  ;  Mr.  Bore  accompanying  us  part 
way.  lliis  journey,  August  25th,  proved  to  be  his  last  trip  with  the  Queen's 
train,  as  he  resigned  the  Compan/s  service  through  ill-health  at  the  end  ot 
the  year. 

The  1 7th  November  was  appointed  for  the  Queen's  return  from  Ballater. 
On  the  way  down  at  Perth  I  was  informed  that  messages  had  been  received 
intimating  a  change  of  fifty  minutes  in  the  time  of  the  journey,  and  withdraw- 
ing the  arrangement  for  dining  at  Perth ;  amended  bills  were  to  follow  me  to 
Ballater ;  numerous  telegrams  were  of  course  entailed ;  but  interviews  with  the 

«     Brldw     various  officials  as  I  travelled  north  ensured  an  understanding 

over  the  Dee   as  to  the  changed  times.     At  Ballater  the  new  bridge  over  the 

^ ,f^.  River  Dee,  a  stone  erection  in  substitution  for  the  old  and 

Ballater. 

somewhat  ricketty  wooden-strutted  structure,  had  recently  been 
opened,  and  I  made  my  first  passage  over  it. 

Mr.  Park  made  his  first  responsible  journey  on  this  occasion,  and  had  to 

report  a  slight  explosion  having  occurred  in  the  equerries  saloon  in  connection 

Mr  Park*!     ^^^^  ^^^  heating  apparatus.   We  left  at  2.50  p.m.  in  intense  frost, 

flnt         the  thermometer  registering  twenty  degrees  of  frost,  the  whole 

Journey.       ^^  ^j^g  lavatories  in  the  train  getting  frozen.     Colonel  Ponsonby 

and  Sir  John  McNeill  joined  our  small  party  at  the  bedding-down  supper  at 

Carlisle  station. 

The  Royal  party  accompanying  the  Queen  were  Prince  and  Princess 
Henry  of  Battenberg,  and  Princess  Frederica  of  Hanover.  Lord  Aberdeen 
and  Sheriff  Dove  Wilson  accompanied  the  train  from  Ballater  to  Ferry  Hill. 
The  civic  authorities  at  Windsor  prepared  a  great  reception  to  welcome  Prince 
and  Princess  Henry  to  the  Royal  Borough. 
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1886.    On  May  nth  the  Queen  travelled  to  Liverpool  to  open  the  Indus- 
trial Exhibition  there,  Mr.  Findlay  in  charge.    On  the  pre\ious  30th  March, 
28U,  with  Mr.  Frank  Stevenson  and  Mr.  Shaw,  I  had  made  a  visit  to 

M»y  u-       Liverpool  for  the  purpose  of  an  interview  with  the  Mayor  to 
Qneexi^  ^lit   decide  upon  the  precise  point  for  Her  Majesty  to  be  received, 
to  Special  sidings  had  been  introduced  from  Edge  Hill  for  the 

livezpooL  Royal  train  to  approach  nearly  to  the  Exhibition,  but  there  was 
some  difficulty  as  to  the  precise  stopping  place.  A  few  yards  further  and  the 
boundary  of  Liverpool  would  be  passed  and  the  right  of  reception  would  fall 
to  the  County  Authorities ;  such  a  complication  for  the  Liverpool  Exhibition 
must  be  avoided  at  all  hazards,  and  the  necessary  arrangements  were  made  for 
the  temporary  exhibition  platform  accordingly  (see  page  324). 

Her  Majesty  was  in  Liverpool,  Newsham  House,  for  portions  of  the  nth 
May,  all  the  i2th,  and  left  in  tfie  forenoon  of  the  13th.  Our  officers  meeting 
was  appointed  to  be  held  in  Liverpool  on  the  12th,  and  it  was  interrupted 
frequently  by  messengers  from  Newsham  House  with  variations  as  to  the 
arrangements  for  the  return ;  fortunately,  Mr.  Burlinson,  of  the  Great  Western 
Railway,  was  at  hand  and  readily  assisted  in  the  changes  that  were  from 
time  to  time  decided  upon. 

The  Queen  returned  from  the  Exhibition  sidings  and  travelled  via 
Bushbury  and  Banbury  to  Windsor,  where  we  arrived  at  3.0  p.m.  Mr.  Alfred 
Fletcher  and  Mr.  John  Bateson  were  present  at  our  departure  from  Liverpool 
on  behalf  of  the  London  and  North- Western  Company,  together  with  Mr.  James 
Shaw,  and  Mr.  Fletcher  (Telegraph  Department). 

On  26th  May,  Her  Majesty  left  Windsor  for  Scotland,  Mr.  Burlinson 
accompanying  me  as  far  as  Bushbury.     The  Royal  party  consisted  of  Princess 

Beatrice,  the  Princess  Louis  of  Battenberg,  Prince  Arthur  and 

to  Princess  Victoria  Patricia  of  Connaught;   the  suite  being  the 

Ballater,       Dowager  Marchioness  of  Ely,  the  Hon.  Evelyn  Moore,  the  Hon. 

Maude  Okeover,  Mademoiselle  Norele,  Major  Edwards,  Major 

Waller,  the  Hon.  A.  Yorke,  and  Dr.  Reid. 

At  Carlisle,  where  the  train  arrived  at  5.20  a.m.,  a  stay  of  seven  minutes 
was  made.  Our  officers  on  the  occasion  were  Mr.  Whale,  Locomotive 
Superintendent ;  Mr.  Worthington,  Engineer ;  Mr.  Cattle,  District  Superin- 
tendent; and  Mr.  Fletcher,  Telegraph  Superintendent.  The  Caledonian 
officers  were  Mr.  Kempt,  Mr.  Currer,  and  Mr.  Drummond,  Locomotive 
Engineer ;  Mr.  Graham  and  Mr.  Dundas,  Engineers ;  and  Mr.  Dunn,  Tele- 
graph Superintendent. 

On  arrival  at  Perth  through  the  alterations  to  the  platform  it  was  found 
that  the  usual  portable  scarlet  carpeted  steps  would  not  admit  of  the  Queen^s 
Saloon  door  being  opened,  we  had  to  discard  their  use  on  the  occasion  and 
lower  the  folding  steps  with  which  the  Royal  Saloon  was  fitted.  Breakfast  was 
taken  at  Perth  as  usual,  and  Ballater  reached  at  2.40  p.m. 


RAILWAY   REMINISCENCES.  ^7 

Returning  to  Windsor  on  June  24th  the  Queen  was  accompanied 
by  Princess  Beatrice,  Prince  Arthur  and  Princess  Victoria  Patricia  of 
Connaught,  Princess  Louis  of  Battenberg  (with  the  infant  Princess  Alice), 
Dowager  Marchioness  of  Ely,  Hon.  Evelyn  Moore,  Hon.  Maude  Okeover, 
Colonel  Carrington,  Major  Edwards,  Hon.  A.  Yorice,  and  Dr.  Reid. 

The  Royal  train  left  Ballater  at  2.50  p.m. — Mr.  Mofifatt  in  attendance  for 
the  Deeside  Board.  At  Perth  the  station  duplication  was  sufficiently  advanced 
to  allow  of  the  train  passing  for  the  first  time  along  the  new  up-side  line. 
The  journey  was  completed  without  incident,  if  I  may  except  the  story  of 
the  "State  Secret  Telegram,"  an  incident  which  Mr.  Kempt  frequen^ 
recalls  with  amusement    Arrived  at  "Summit"  about  the  usual  time  10.15, 

in  the  long  drawn  out  evening  twiBght,  one  of  the  sergeant 

—  footmen  came  up  to  Mr.  Kempt  and  myself,  as  we  stood  by  the 

state  flooTB^    side  of  the  carriages  and  enquired  if  it  was  possible  from  that 

place  to  send  a  telegraph  message  to  Balmoral  ?  Certainly  it  could 

be  done,  he  had  better  come  to  the  signal  box  as  it  could  only  be  sent  thence ; 

the  times  were  somewhat  troubled,  and  Mr.  Kempt  called  on  me  to  follow, 

expecting  probably  to  learn  some  important  tidings  affecting  the  Kingdom's 

welfare.    What  a  fall  was  tiierel    The  message  turned  out  to  be  one  to 

intimate  that  Miss  ,  had  left  a  pair  of  black  silk  stockings  behind ! 

It  is  a  treat  to  hear  Mr.  KLempt  tell  the  story.  The  train  reached  Windsor 
Station  "  on  time.''  His  Royal  Highness  Prince  Henry  of  Battenberg  being 
in  attendance  there  to  receive  Her  Majesty  and  Princess  Beatrice. 

On  17th  August,  with  Mr.  Verrinder,  I  went  down  to  Gosport,  Her 

Majesty's  train  being  appointed  to  leave  Clarence  Yard  at  6.45  p.m.     The 

^^^       "  Gordon  Boys  "  on  this  occasion  were  assembled  at  the  platform 

te  for  Her  Majesty's  inspection.      From  Gosport  the  Queen  had 

Bdinlmrgli,     Princess  Beatrice  as   usual  in  her  saloon.  Prince  Henry   of 
17th  Anguit. 

Battenberg   also  travelled  with  die  train;    Lady  Waterpark, 

Hon.  Horatia  Stopford,  Lord  Bridport,  Sir  Henry  Ponsonby,  Major  Edwards, 
and  Dr.  Reid  completed  the  suite.  The  train  travelled  via  Basingstoke  and 
Banbury,  supper  being  taken  at  the  latter  station.  At  Carlisle  the  train 
passed  into  the  care  of  the  North  British  Company.  Mr.  Walker,  the  General 
Manager,  Sir  J.  Falshaw,  the  Chairman,  and  Mr.  McLaren  taking  charge  of 
the  train,  which  travelled  via  Melrose  to  Waverley  Station.  Her  Majesty 
remained  in  Edinburgh  till  the  night  of  Friday,  20th  August,  when  late  in  the 
evening  she  left  Waverley  Station  and  travelling  through  the  night  at  moderated 
speed  (by  desire)  we  reached  Ballater  at  8  a.m.  on  Saturday  morning,  a  short 
stoppage  having  been  made  at  Aboyne  for  cups  of  tea  to  be  handed  to  the 
travellers.  The  Duke  and  Duchess  of  Connaught  joined  the  train  on 
its  leaving  Edinburgh  on  the  20th. 

On  2nd  November,  Her  Majesty  returned  from  Ballater,  but  a  con- 
siderable deviation  from  the  well  accustomed  running  was  made,  with  respect 
to  which  I  had  seen  Mr.  Boyle  the  Station  Master  on  the  previous  evening. 
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Baii&tar  to     ^^  ^^^^  Ballater  at  11.45  ^m.,  the  Queen  being  accompanied 

piMtiKniyh      by  Prince  and  Princess  Henry  of  Battenberg,  Princess  Irene  of 

snd  Not.,       Hesse,  the  Dowager  Duchess  of  Roxburghe,  Lady  EJy,  Hon. 

v.  Bb  Railway  Ethel  Cadogan,  Sir  Henry  Ponsonby,  Sir  John  McNeill,  Major 

to  Oarllile,     Bigge,  and  Dr.  Reid.     The  Royal  train  on  this  occasion  was 

taken  into  Aberdeen  Station  instead  of  exchanging  engines  at 

Ferry  Hill.     Luncheon  Baskets  were  handed  in  to  the  compartments.     The 

Caledonian  Company  took  the  train  to  Larbert,  whence  the  journey  was  made 

over  the  North  British  Line  to  Waverley  Station  once  more,  Her  Majesty 

staying  at  Holyrood  for  the  night. 

My  old  friend  Mr.  Wieland  was  among  those  who  attended  the  departure 
of  the  Royal  train  next  evening  from  Waverley  Station.  The  train  travelled 
by  the  North  British  Waverley  route  via  Galashiels  and  Riccarton ;  the  nmning 
was  very  jerky  and  in  places  the  speed  was  excessive.  I  feared  complaint  would 
ensue,  and  I  was  not  mistaken,  for  on  arrival  at  Carlisle  Colonel  Ponsonby 
brought  me  a  note  handed  to  him  by  the  Queen  stating  that  the  unpleasant 
travelling  had  made  her  quite  sick,  and  requesting  reduced  speed  for  the  rest 
of  the  journey  rather  than  such  discomfort.  Mr.  Walker  the  Manager,  and 
Mr.  McLaren  the  Superintendent,  seemed  surprised  at  the  complaint,  but 
their  driver  was  unaccustomed  to  the  steady  running  Her  Majesty  required. 
I  promised  the  utmost  steadiness  for  the  rest  of  the  journey,  and  specially 
warned  our  friends  of  the  Locomotive  Department  on  whose  cautious  running 
I  knew  I  could  rely.  A  very  satisfactory  journey  was  made  and  Windsor  was 
reached  at  9.15  a.m. 

1887.    Three  of  the  Royal  Scotch  journeys  fell  to  my  lot  this  year. 

Friday,  20th  May. — The  Queen  left  Windsor  at  8.10  p.m. — the  Princess 
Beatrice  accompanying  her.  Princess  Frederica  of  Hanover  and  Prince  Henry 
of  Battenberg  were  also  with  us;  so  were  the  Duke  of  Connaught's  three 
children.  Princesses  Margaret,  Victoria  Patricia,  and  Prince  Arthur  of 
Connaught,  the  infant  Prince  of  Battenberg,  Lady  Waterpark,  Hon. 
Horatia  Stopford,  Hon.  Frederica  Fitzroy,  Hon.  A.  Yorke,  General  Sir  M. 
Biddulph,  Major  Edwards,  Dr.  Reid,  and  Mr.  Muther. 

On  this  occasion  the  four  paged  diagram,  which  usually  was  placed  in  the 
Royal  saloons,  shewing  the  whole  list  of  stations  the  train  passed  on  its  entire 

journey  and  the  time  at  which  the  train  was  due  at  each,  had  an 

Bhewn^n      additional   column  introduced  on  it   shewing   the   contour  of 

4  paged        the  line  and  the  gradients.    The  Shap  and  Beattock  inclines 

^Jj^"^"^      were  of  course  the  most  prominent  features,  but  on  the  Deeside 

Line  the  gradual  ascent  from  nearly  sea  level  at  Aberdeen  to 

the  finish  at  Ballater  (658  feet)  was  very  pronounced.      Mr.   Footner  very 

kindly  assisted  me  in  the  preparation  of  these  gradient  sections,  not  only  on 

this  first  occasion,  but  also  in  the  various  routes  subsequently  travelled  over ; 

his  co-operation  was  valuable  and  always  prompt. 
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The  following  diagram  is  a  reproduction  of  the  portion  affecting  the 
"Great  North":— 
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Mr.  Findlay  and  Mr.  Webb  travelled  with  the  train  as  far  as  Carlisle. 
Breakfast  was  taken  as  usual  at  Perth  Station,  and  a  punctual  arrival 
was  made  at  Ballater.  The  Royal  party  started  for  Balmoral  in  very  heavy 
rain — indeed,  the  rain  at  Aberdeen  had  been  so  heavy  that  Her  Majesty 
with  thoughtful  consideration  had  sent  word  to  the  gentlemen  standing  by 
the  train,  that  they  need  not  remain  uncovered.  Sir  John  Clark,  Mr. 
Irvine  of  Drum,  Sheriff  Guthrie  Smith,  with  Mr.  Moffatt,  Mr.  A.  G.  Reid, 
and  others  accompanied  the  train  to  its  destination.  The  stations  on  this 
"Jubilee  Year"  journey  were  most  extensively  decorated. 

On  Thursday,  i6th  June,  the  Queen  left  Ballater.  I  had  met  Dr.  Carter 
at  Ballater  Hotel  on  the  previous  evening,  and  shewed  him  over  the  Royal 
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train  this  day;  he  proved  to  be  a  brother  of  Mr.  Carter,  the  Solicitor  to 
the  Midland  Railway  Company.  To  receive  Her  Majesty  at  the  station  were, 
Mr.  Ferguson,  the  Chairman,  Mr.  Mofiatt,  Mr.  Reid,  and  the  engineer,  Mr. 
Barnett.  The  Queen  was  accompanied  by  Prince  and  Princess  Henry  of 
Battenberg  and  Princess  Frederica  of  Hanover,  Lord  Edward  Clinton,  Hon. 
A.  Yorke,  Major  Edwards,  Mr.  Reid,  and  Mr.  Muther.  The  afternoon  was 
very  hot,  and  the  journey  was  made  without  any  special  incident,  except  my 
being  very  nearly  left  behind  at  Larbert  owing  to  detention  at  Major  Edwards' 
saloon,  relative  to  a  telegram  he  had  to  despatch.  The  guard  had  to  apply 
the  brake  to  enable  me  to  join  the  train. 

A  bouquet  was  brought  down  in  the  grey  of  the  morning  at  Bushbury 
for  Her  Majesty  by  some  ladies  resident  in  the  neighbourhood  (Aliss  Lovatts), 

which  I  promised  to  hand  to  Major  Edwards  further  on  up>on 

Boua^t  '   the  journey,  the  presentation  being  an  unauthorised  one.   I  heard 

at  afterwards  from  Sir  Fleetwood  Edwards,  that  the  Queen  had 

JivMnS'usr  ^^^^  graciously  pleased  to  accept  it  and  had  desired  her  thanks 

to  be  conveyed  to  the  ladies  for  "  the  lovely  flowers  they  were 
good  enough  to  offer  for  Her  Majesty's  acceptance."  On  arrival  at  Windsor 
the  train  was  met  by  His  Royal  Highness  the  Duke  of  Connaught. 

I  did  not  take  the  Queen's  train  down  in  August.    Mr.  Findlay  did  so, 
and  on  this  occasion  an  amusing  incident  took  place  on  his  visit  to  Portree. 

The  Member  for  the  Inverness  Burghs  was  named  Finlay  (now 
^^POTteSS^**  Sir  R.  Finlay)  and  it  was  rumoured  that  he  intended  can- 
taken  for      vassing  for  the  county  at  the  forthcoming  election.     Tidings 
^^  ^y**^^'  ^^  ^^^  coming  were  eagerly  expected  and  the  captain  of  the 

"Clydesdale"  at  Strome  was  instructed  to  look  out  for  him, 
and  put  up  the  flags  on  the  steamer  in  his  honour.  Mr.  Findlay  was  on 
board,  Findlay's  name  was  on  the  luggage,  up  went  the  flags,  and  a  great 
reception  was  ready  for  the  expected  visitor  on  arrival  at  Portree.  Mr. 
Findlay  was  quite  surprised  to  find  himself  the  innocent  centre  of  so  much 
enthusiasm,  and  the  mistaken  cause  of  elaborate  preparations  at  the  Hotel 
for  a  Mr.  Finlay's  reception.  It  is  said  the  landlord  added  more  than 
one  "  D "  when  he  found  how  he  had  been  deceived ! 

Friday,  November  25th. — This  journey  was  distinguished  by  a  series  of 
petty  mishaps.     Through  late  arrival  of  the  engines  the  train  was  "  set "  to 

the   platform   much   later   than   usual,   and   in  attaching   the 

—  Queen's  fourgon   a  portion  of  the   Westinghouse   brake   was 
Ballater  to     injured.     At  Perth,  the  station  was  in  an  incomplete  state  owing 

—  *  to  the  progress  of  alterations  in  connection  with  the  doubling  of 
Minor  BUshaps.  the  place,  so  that  while  the  train  itself  ran  to  the  up  side  of  the 
island  platform,  the  Royal  travg^llers  had  to  pass  to  the  entrances  of  the  dining 
rooms  as  of  old  on  the  down  side.  The  arrangements  did  not  reflect  any  credit 
on  the  station  authorities,  and  so  far  did  the  confusion  extend  that  when  Her 
Majesty  was  passing  along  the  platform   to  her  Saloon,  passengers  by  an 
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incoming  train  were  passing  along  the  same  platform,  and  I  had  personally  to 
clear  the  way.  Mr.  Eddy  was  there  and  felt  keenly  annoyed — ^he  promised 
that  "never  again '^  should  such  a  state  of  things  occur. 

At  Bfeattock  Summit,  the  reading  lamps  in  the  Royal  Saloon  were  "  out," 
and  at  that  exposed  spot  new  lamps  had  to  be  found  for  the  Queen's  table, 
fortunately  a  duplicate  had  always  been  carried  in  the  train  since  the  previous 
difficulty  here  in  1873.  On  arrival  at  Windsor,  after  the  train  had  been 
divided  as  usual,  the  Great  Western  engine  appointed  to  take  the  second 
or  Queen's  portion  into  the  terminus  had  great  difficulty  in  starting,  and 
two  or  three  minutes  elapsed  before  it  could  move  its  vehicles.  Mr. 
Burlinson,  Messrs.  Armstrong  and  Spagnoletti  travelled  with  the  train 
from  BUshbury,  and  Mr.  Alfred  Higgins  was  on  duty  at  Windsor. 
Princess  Beatrice  was  with  Her  Majesty  as  usual,  and  with  the  train 
were  Princess  Frederica  of  Hanover,  and  Prince  Henry  of  Battenberg. 
The  young  scions  of  the  Battenberg  family  accompanied  the  train  on  this 
journey.  The  suite  in  attendance  consisted  of  the  Dowager  Marchioness  of 
Ely,  Hon.  Ethel  Cadogan,  Miss  Bauer,  Sir  H.  Ponsonby,  General  Gardiner, 
Sir  Fleetwood  Edwards,  Mr.  Muther,  and  Dr.  Reid. 

1888.     The  first  of  the  Royal  journeys  this  year  was  made  on   Whit- 
Monday  evening,  21st  May,  leaving  Windsor  at  8.20  p.m.     This  was  the  last 
jg^  Royal  journey  which  Mr.  Tyrrell  accompanied  as  Great  Western 

May  Sift      Company's  Superintendent.     We  had  a  good  run  throughout, 
"7  excepting  the  unusual  occurrence  of  a  stoppage  outside  Crewe, 

lArt^jonriMy,    by  some  electric  bell  failure  in  the  signalling  between  two  of 
a  w.  Ey.      the  signal  boxes.     The  only  change  made  in  the  train  running 
was  the  substitution  of  Carstairs  instead  of  Summit,  as  a  stopping  place  for 
water,  etc.,  and  the  withdrawal  of  Larbert.     General  Sir  Michael  Biddulph 
y^^^^        ^jg^  acted  as  equerry,  and  we  had  lor  the  first  time  in  the  train 
for  as  part  of  the  passengers  to  be  accommodated,   two  Indian 

flnttlme.  servants,  Abdul  and  Achmet.  The  Queen  was  accompanied 
by  Princess  Beatrice,  the  Princesses  Victoria  and  Louise  of  Schleswig  Holstein, 
Hon.  Harriet  Phipps,  Hon.  Frederica  Fitzroy,  Hon.  A.  Yorke,  Major  Bigge, 
Dr.  Reid,  and  Mi.  Muther. 

At  Perth,  on  this  occasion,  the  new  assistant  Station  Master  Leighton  was 

in  attendance  with  Mr.  McLagan.    Leighton*  had  been  for  some  years  previously 

T^irtitim    ''^^^  ^^  Lancashire  and  Yorkshire  Railway  Company,  and  had 

a^glstant      hetn  selected  for  this  post  (which  he  filled  with  great  credit  for 

station  KMtar,  many  years)  upon  the  joint  recommendation  of  Mr.  Cockshott 

and  myself,    the  Joint  Committee  of  Perth  Station  having 
requested  us  to  select  and  recommend  a  suitable  man  for  the  position. 

There  was  some  doubt  as  to  the  day  on  which  Her  Majesty  would  return 
in  June,  but  Wednesday  the  20th  was  finally  decided  upon.    Princess  Beatrice, 


*  lie  rr tired  in  1900,  and  died  in  September  1902. 
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Prince  Henry  of  Battenberg,  Princesses  Victoria  and  Louise  of  Schleswig 

Holstein,    Princess   Margaret  and  Prince  Arthur  of  Connaught,   Princess 

Victoria  and  Prince  Aleicander  of  Battenberg,  accompanied  Her  Majesty. 

There  was  no  guard  of  honour  at  Ballater,  no  flags  were  exhibited,  the 

public    were    excluded  from  the  terminus,  as  well  as  from    Ferry  Hill; 

express  orders  being  issued  that  in   consequence  of  the   Queen  being  in 

deep  mourning  owing  to  the  death  of  the  Emperor  of  Germany,  the  strictest 

Jnneaotb.     privacy  would  be  observed  on  the  journey.    The  suite  in 

Kr.  Eddy's     Attendance  consisted  of  Dowager  Duchess  of  Roxburghe,  the 

last  Journey    Hon.  Miss  Phipps,  the  Hon.  Miss  Fitzroy,  Lord  Edward  Pelham 

OU^dralan     Clinton,  the  Hon.  A.  Yorke,  Major  Bigge,  Mr.  Muther,  and 

BaUway  with  Dr.  Reid.    Mr.  Eddy  made  his  last  journey  with  Royalty  on  this 

Royal  Ttain.    occasion  by  the  train  from  Aberdeen.  Carstairs  was  agaih  adopted 

finally  as  the  stopping  place  for  the  train  in  substitution  for  Larbert  and  Summit 

The  train  arrived  at  Windsor  about  fifteen  minutes  late,  having  been  delayed 

between  Culham  and  Didcot  by  a  goods  train  off  the  line.     Mr.  Burlinson, 

assistant  Superintendent  of  the  Great  Western  Railway,  with  Mr.  Spagnoletti 

was  in  charge  of  the  Great  Western  portion  of  the  journey,  and  at  one  time  we 

Uook  OB      expected  we  might  have  to  travel  via  Thame,  but,  fortunately, 

Qieat  Western  one  line  was  open  for  traffic  in  time,  and  the  Royal  train  was 

Bailway.       piloted  over  the  single  line  between  Culham  and  Didcot  with 

but  trifling  detention.     Colonel  Carrington  met  the  Royal  train  on  arrival  at 

Windsor,  and  so  did  Mr.  Tyrrell. 

By  the  Autumn  journey  from  Gosport,  a  deviation  from  the  usual 
routine  took  place.     Tuesday,   21st  August,  was  the  date  of  the  journey. 

_       Admiral   Commerell,   the  Port  Admiral,   and  General  Willis 
Qosport 

to  were  the  officers  to  receive  Her  Majesty,  tendering  as  usual  the 

*®*^*^^'      Keys  of  Portsmouth.    A  salute  of  guns  was  also  given — ^a  portion 
of  the  ceremony  very  generally  dispensed  with  at  Gosport.     The 
Grand  Duke  of  Hesse  was  with  the  train  as  well  as  Princess  Beatrice,  but 
Prince  Henry  went  down  by  sea. 

Mr.  Scotter  and  Mr.  Verrinder  were  the  officers  in  attendance  for  the 
South- Western  Company,  and  Mr.  Allen  of  the  Great  Western  made  his  first 
journey  as  representative  of  the  Great  Western  Company.  Our  first  destination 
was  Renfrew,  and  from  Carlisle  the  train  travelled  along  the  Glasgow  and 
South  Western  route  via  Sanquhar  to  Renfrew.  Her  Majesty  visited  Glasgow 
in  the  afternoon  of  the  22nd,  leaving  Renfrew  at  3.45  and  returning  at  7.15  p.m. 
I  had  Sir  Archibald  Campbell  as  fellow  passenger  for  this  trip. 

On  the  24th,  Her  Majesty  again  went  to  Glasgow.  Mr.  Mathieson,  Superin- 
tendent of  the  Glasgow  and  South- Western,  supervised  these  arrangements. 

The  Queen  arrived  at  1 1.30  a.m.,  and  left  again  at  1.45  p.m.     At 

Xo  night  once  more  the  Royal  train  was  in  requisition  at  Renfrew, 

Ballater,       and  we  started  at  1 1  p.m.  with  orders  for  slow  travelling  through 

the  night  to  Perth,  Aberdeen,  and  Ballater,  where  we  made 

an  early  morning  arrival. 
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November  isth  (Thursday). — Her  Majesty  left  Ballaterat  2.15  p.m.  Prior 
to  starting  I  had,  as  instructed,  a  chat  with  Sir  Henry  Ponsonby  as  to  the 
suggestion,  that  for  the  short  framed  saloons  used  by  the  Queen  there 
should  be  substituted  the  far  steadier  forty-two  feet  saloons,  but  the  outcome 
was  an  intimation  that  "  no  change "  should  be  made.  The  Queen  was 
accompanied  on  this  occasion  by  Princess  Beatrice,  Prince  Alexander  and 
Princess  Victoria  of  Battenberg,  the  Duke  of  Albany  and  Princess  Alice  of 
Albany,  the  Dowager  Duchess  of  Roxburghe,  the  Hon.  Miss  Cadogan,  the 
Hon.  Miss  Deane,  Sir  Henry  Ponsonby,  Major  Bigge,  the  Hon.  A.  Yorke, 
Mr.  Muther,  and  Dr.  Reid.  Mr.  Ferguson  of  Kinmundy,  Mr.  Moffatt, 
Mr.  Reid,  the  Manager  and  the  Superintendent  of  the  Great  North,  were 
as  usual  at  Ballater.  Sheriff  Guthrie  Smith,  Mr.  G.  Cadenhead  the  Procurator 
Fiscal,  and  Major  Ross  also  formed  the  familiar  group  at  the  starting  pomt. 
A  very  pimctual  run  brought  us  to  Windsor  in  the  morning  at  8.50,  the 
appoi  nted  hour. 

1889.  Her  Majesty  went  down  to  Scotland  on  6th  June.  I  did  not 
accompany  the    train,  as    Mr.   Findlay  himself   took  charge,  but    I  was 

entrusted  with  Her  Majesty's  return  on  the  25th — her  stay 
being  a  very  short  one.  She  was  suffering  from  sciatica; 
^^"i^  special  orders  were  given  that  the  platforms  at  her 
departure  must  be  kept  quite  private,  and  the  carriage,  in  the 
endeavour  to  insure  a  cool  interior,  was  roofed  specially  with  felt.  No 
stoppage  was  made  for  dinner  at  Perth.  Of  the  Caledonian  officials, 
the  evergreen  Engineer,  Mr.  George  Graham,  accompanied  the  train  from 
Aberdeen  to  Carlisle ;  so  did  Mr.  Kempt  and  Mr.  Drummond.  Mr.  Burlinson 
joined  at  Bushbury,  and  the  Windsor  terminus  was  in  pursuance  of  instructions 

kept  quite  private. 

The  Queen  was  accompanied  on  this  occasion  by  Her  Royal  Highness 

Princess  Victoria  of  Prussia,  and  Her  Grand  Ducal  Highness  Princess  Leiningen, 
Dowager  Duchess  of  Athole,»Hon.  Harriet  Phipps,  Hon.  E.  Cadogan,  Colonel 
Lord  Edward  Pelham  Clinton,  Hon.  A.  Yorke,  Major  Sir  Fleetwood  Edwards, 
Mr.  Muther,  and  Dr.  Reid. 

In  August  the  Queen  paid  a  visit  to  Mr.  Robertson  at  Pal6,  near  Bala 
in  Merionethshire;  the  train  to  that  destination  ran  from  Windsor  to 
Llanderfel  Station  under  the  guardianship  of  the  Great  Western  Company. 

lAm^Ami^mi     ^^^  ^^^  night  joumcy  the  usual  royal  train  fitted  for  night 
to  travelling  was  sent  on  the  afternoon  of  Tuesday,  the  27th,  to 

■■**■*"'»  Llanderfel.  I  accompanied  it  from  Chester.  At  Llanderfel  the 
train  was  duly  set,  and  I  went  through  the  carriages  placing  as 
was  my  custom,  the  usual  diagrams  in  the  Queen's  own  saloon.  In  stepping 
out,  in  forgetfulness  of  the  fact  that  there  was  no  footboard  to  the  vehicle,  I 
dropped  between  the  high  platform  and  the  carriage.  It  was  a  very  narrow 
squeeze.  One  of  the  men  extricated  me  from  the  awkward  position,  and  I  was 
glad  to  find  I  had  escaped  serious  personal  injury,  the  only  result  being  a  long 

34 
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graze  of  the  shin  bone.    I  managed  to  pull  myself  together  and  did  not  feel  any 
ill  effects  till  a  couple  of  days  afterwards. 

Her  Majesty  was  accompanied  by  Prince  and  Princess  Henry  of  Battenberg 
and  Princess  Alice  of  Hesse — Sir  Watkin  Williams  Wynn,  Colonel  West  and 
Sir  Henry  Robertson  being  on  the  platform.  Sir  John  MacNeill  travelled  as  far 
as  Chester.  The  train  on  leaving  Llanderfel  was  timed  to  travel  somewhat 
slowly  through  the  night.  The  line  via  Llangollen  and  Ruabon  was  for  the  major 
part  single  line,  entailing  slacks  for  train  staff  exchange.  Mr.  Burlinson 
represented  the  Great  Western  Company,  and  for  the  nm  from  Chester  to 
Walton  Junction  (Warrington)  and  Wigan  we  had  Mr.  Patchett  and  Mr. 
Ephraim  Wood  as  fellow  passengers — officers  unusual  on  these  Royal  trips. 
At  Warrington  we  were  once  more  on  the  usual  route.  Mr.  Kempt,  Mr.  Graham, 
Mr.  Drummond,  and  Mr.  Duim  met  us  as  usual  at  Caiiisle,  but  the  times 
varied  from  the  accustomed  hours.  At  Perth  the  train  was  due  at  6.50  a.m. 
Five  minutes  only  were  allowed  at  Perth,  and  arrangements  were  made  for 
providing  Her  Majesty  with  breakfast  at  Aberdeen  Station.  Instead  therefore  of 
calling  at  Ferry  Hill  the  train  steamed  into  the  Joint  station,  where  the  whole 
of  the  waiting  rooms  were  decorated  and  made  available  for  the  reception  of 
Her  Majesty  and  the  members  of  the  suite.  Slow  though  the  timing  had  been, 
I  was  sorry  at  Aberdeen  to  hear  both  from  Lady  Churchill  and  Sir  Henry 
Ponsonby  that  the  Queen  had  complained  of  unsteady  travelling  down  Shap 
incline.  The  train  remained  an  hour  in  Aberdeen,  and  the  Royal  party  was 
reinforced  by  the  addition  of  the  Hereditary  Grand  Duke  of  Hesse  who  had 
come  from  London  by  the  limited  mail  Mr.  Irvine  of  Drum,  Convener  of  the 
County,  Sheriff  Guthrie  Smith,  Mr.  Ferguson  of  Kinmundy,  Mr.  Nicolson  of 
Glenbervie,  and  several  of  the  Great  North  officials  accompanied  us.  Ballater 
was  reached  at  mid-day. 

Returning  homeward  I  travelled  via  Edinburgh  and  took  the  opportunity 
of  driving  to  the  Forth  Bridge,  which  was  at  that  time  in  one  of  the  most  interest- 
ing stages  of  its  construction ;  the  two  intermediate  girders,  springing  from  the 
central  structure  on  Inch  Keith  Island,  having  been  commenced. 

On  20th  November  Her  Majesty  with  Princess  Beatrice  and  three  of  her 
children  returned  from  Ballater.  The  Dowager  Duchess  of  Roxburghe,  Miss 
McNeill,  the  Hon.  Ethel  Cadogan,  and  Hon.  Marie  Adeane  in  attendance  with 
General  Ponsonby,  Sir  John  McNeill,  Major  Edwards,  Mr.  Muther,  and 
Dr.  Reid.  Lord  Aberdeen  met  the  train  at  Ferry  Hill  and  had  a  conversation 
with  Her  Majesty.  This  was  the  only  occasion  on  which  I  remember  any 
irregularity  in  our  pulling  up  exactly  to  the  mark  at  Perth.  Through  some 
inadvertence  on  the  part  of  the  Assistant  Station  Master  the  drivers  on 
approaching  were  signalled  forward  and  ran  some  considerable  distance  too  far 
along  the  platform,  the  train  having,  subsequently,  to  set  back  to  the  appointed 
spot  for  the  Queen  to  alight  for  dinner.  Twenty  minutes  additional  time  was 
requested  to  be  taken  for  the  train  running  on  this  occasion,  and  Windsor  was 
reached  punctually  at  9.10  next  morning. 
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1890.     In  the  year  1890  the  whole  four  of  these  Royal  journeys  fell 
to  my  share. 

May  22nd. — The  Queen  left  Windsor  at  8.50  p.m.     Her  Majesty  on  this 

occasion  was  accompanied  by  Prince  and  Princess  Henry  of  Battenberg  and 

their  children,  Prince  and  Princess  Henry  of  Prussia,  Prince  Waldemar, 

«B*      ^^^  ^^  children  of  the  Duke  and  Duchess  of  Connaught. 

—  The  ladies  in  attendance  were  Viscountess  Downe,  Miss  McNeill, 

^"^l"***'  ^     and  the  Hon.  Miss  Adeane.     Sir  Fleetwood  Edwards,  Major 

L^ge,  Dr.  Reid,  the  Hon.  A.  Yorke,  and  Mr.  Muther,  with  Baron 

Seckendorf  and  Countess  Rantzau.     At  Carlisle  Mr.  Kempt,  Mr.  Graham,  and 

Mr.  Dnimmond  met  and  accompanied  the  train.     Lord  Breadalbane  joined 

us  at  Carstairs.     After  breakfast,  at  Perth,  we  inspected  the  new 

N«w  itatlim    hotel  which  was  nearing  completion,  adjoining  the  east  side  of 

Hotai        the  station  with  a  view  to  its  being  brought  into  use  on  future 

^"^^'^      occasions  for  Her  Majesty's  accommodation.     Prince  Henry  of 

Battenberg  and  Prince  Henry  of  Prussia  were  taken  into  the  hotel  by  the 

Marquis  of  Breadalbane — this  being  the  last  occasion  on  which  the  Station 

Board  Room  was  used  by  Her  Majesty.    With  Baron  Seckendorf,  at  Perth,  I 

made  preliminary  arrangements  for  the  return  journey  of  his  party.      At  Ferry 

Hill,  the  Lord  Provost  Stewart  and  Magistrates  of  Aberdeen,  together  with 

Sir  Donald  Currie,  and  the  Earl  of  Caithness,  awaited  the  arrival  of  the  Queen. 

Aberdeen  and  Ballater  were  both  reached  "  on  time."     Mr.  Thomas  Adam, 

Mr.  John  Crombie,  Directors,  with  Mr.  Cadenhead,  County  Procurator  Fiscal, 

Major  Ross,  Mr.  Mofiatt,  and  Mr.  A.  G.  Reid  travelled  with  the  train  over  the 

Great  North  of  Scotland  Line. 

On  June  19th,  I  made  my  down  journey  to  Scotland  by  night  mail  to 
Edinburgh ;  visited  the  Exhibition  and  proceeded  via  North  British  route  over 
the  Forth  Bridge,  and  thence  by  the  newly  opened  Glenfarg  route  to  Perth, 
reaching  Aberdeen  same  night. 

June  20th. — ^The  Queen,  accompanied  only  by  Princess  Henry  of 
Battenberg  and  her  children,  and  the  children  of  the  Duke  of  Connaught, 
returned  from  Ballater,  starting  punctually  at  2.50  p.m.  Lord  Aberdeen  was 
in  attendance  and  spoke  to  Her  Majesty  at  Ferry  Hill.  The  new  hotel  at  Perth 
was  not  used  by  us^-dinner  being  handed  into  the  carriages  at  the  station. 
Mr.  Kempt,  Mr.  Dnimmond,  and  Mr.  Graham  were  my  fellow  travellers  over 
the  length  of  the  Caledonian  Line.  Mr.  Burlinson  was  with  the  train  from 
Bushbury.  Some  little  difficulty  arose  at  Windsor  owing  to  new  locking 
apparatus  having  been  introduced  and  not  working  smoothly. 

August  25th. — ^The  Queen  left  Gosport  at  6.50  p.m.  Mr.  Verrinder  being 
with  me.  The  usual  attendance  on  the  part  of  the  Naval  and  Military 
authorities  was  made — Admiral  Sir  Edward  Commerell  and  Colonel  Boyle 
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betng  present.  Sir  Henij  Poosooby  oo  annrad  of  the  Royal 
Yadit  appeared  disquieted  about  the  Indiao  attendants,  as  their 
caste  required  diree  separate  oompartments^  and  asked  whether 
their  requirements  had  been  met,  I  could  not  ascertain  what  had 
given  rise  to  any  supposed  difficulty  but  no  extra  vdude  could 
mmuT  ^  provided  at  that  last  moment,  they  had  to  manage  with  two 
compartments,  if  any  difficulty  did  exist  sohriiur  awdmlando^ 
we  heard  no  more  of  it.  The  Queen  was  accompanied  by 
Princess  Beatrice,  the  Duke  and  Duchess  of  Connau^t  and  their  children. 
Prince  Henry  of  Battenberg  and  the  diildren  of  his  fiunily.  Lady  Southampton, 
Hon.  Harriet  Phipps,  Hon.  Evelyn  Paget,  and  Miss  Robson.  In  addition 
to  Sir  Henry  Ponsonby,  Sir  Michael  Biddulph,  and  Dr.  Rdd  were  in 
attendance. 

Mr.  Allen  joined  the  train  at  Basingstoke.    Supper  was  taken  at  Banbury 

as  usual,  and  a  very  punctual  arrival  was  made  at  Perth,  where  for  the  first  time 

y^^  the  Royal  train  was  taken  to  the  Eastern  platform,  which  had 

Platfonn      been  lengthened  by  a  temporary  staging  300  feet  long  under  the 

jlJ^lJJJ^^  superintendence  of  Mr.  W.  A.  Paterson,  the  Engineer  to  the 

mada  vie  of  at  Joint  Station ;  the  whole  of  the  Royal  party  were  thus  accom- 

'"^^         modated,  and  made  use  of  the  New  Hotel     Both  the  Duke  of 

Athole  and  the  Marquis  of  Breadalbane  were  in  attendance  at  Perth.     The 

Queen  had  in  recent  years  made  complaint  of  the  fatigue  incident  to  ascending 

the  stairs  when  she  had  made  use  of  the  Station  Committee  Rooms,  but  now 

she  was  able  to  walk  to  her  apartment  on  the  leveL    Aberdeen  and  Ballater 

were  reached  punctually. 

November  19th. — Early  in   the  forenoon,   the   Post   Office  people  at 
Ballater  informed  me  that  I  was  wanted  at  the  telephone  at  Balmoral.    I  tried 

to  speak  to  Sir  Henry  Ponsonby,  but  failed  to  get  intelUgible 
^'{jg^^     communications  till  I  handed  the  instrument  to  the  post  office 
_  attendant.     "  I  cannot  understand  him ;  he  speaks  English  ! " 

DuncQity      was  the  only  explanation  the  female  clerk  at  Balmoral  could 
^  give  Sir  Henry  as  to  my  not  succeeding  in  personal  communi- 

cation. I  leamt,  however,  by  the  telephone,  that  it  was 
decided,  in  view  of  the  rumour  as  to  the  outbreak  of  typhoid  at  the  Perth 
Station  Hotel,  not  to  take  dinner  in  the  hotel  but  in  the  carriages  on  the 
coming  return  journey.  The  train  was  allowed  forty  minutes  for  the  dinner 
interval  instead  of  the  accustomed  fifty-five,  but  it  took  forty-eight  minutes 
from  our  arrival  to  the  time  of  our  starting  for  the  south.  We  reached 
Windsor  at  ten  minutes  past  nine.  Sir  John  McNeill  meeting  Her  Majesty. 
On  this  occasion  the  Queen  was  accompanied  by  both  Princess  Louise 
and  Princess  Beatrice,  as  well  as  Princess  Frederica  of  Hanover,  and  the 
children  of  Princess  Beatrice,  the  Dowager  Duchess  of  Roxburghe,  Hon. 
Frances  Drummond,  Miss  McNeill,  Miss  Cochrane,  Sir  H.  Ponsonby,  Lord 
Burghley,  Major  Bigge,  Mr.  Muther,  and  Dr.  Reid. 
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189L     In  the  spring  journey  this  year  a  complete  variation  ¥ras  made  in 
the  route  adopted  by  Her  Majesty  and  in  the  time  of  starting.    Several  prelim- 
inary letters  and  suggestions  for  varying  the  route  had  been  addressed  to  Sir 
Henry  Ponsonby,  and  it  was  not  without  difficulty  that  the  route  via  Leamington 
jggi^         and  Coventry  was  decided  upon.    The  Royal  train,  consisting 
xistKij.      of   the  accustomed  London  and  North-Westem    stock,  left 
^f^g^gg^      Windsor  at  1.35  p.m.  on  the  21st  May  and  travelled  by  way  of 
to  Oxford  to  Leamington,  where  it  was  handed  to  us,  being  drawn 

^^"^*  back  on  to  the  North-Westem  Line :  thence  the  train  travelled 
through  Coventry,  Nuneaton,  Market  Bosworth,  and  Burton-on-Trent  to  Derby. 
The  passage  of  the  Queen's  train  by  daylight  was  an  entirely  new  thing  to  the 
inhabitants  of  this  district,  and  the  crowds  to  catch  sight  of  it  and  perchance  of 
Her  Majesty  were  very  great.  The  Midland  Company  decorated  their  station 
at  Derby  with  much  taste ;  it  was  a  very  artistic  display. 

The  Queen  was  accompanied  by  Princess  Beatrice,  Prince  Henry  of 
Battenberg,  and  the  young  members  of  their  family,  the  Countess  of  Enrol, 
the  Hon.  Ethel  Cadogan,  Miss  McNeill,  Miss  Cochrane,  Sir  Fleetwood 
Edwards,  Lord  Edward  Clinton,  the  Hon.  A.  Yorke,  Dr.  Reid,  and  Mr.  Muther ; 
the  Right  Hon.  M.  Matthews,  Home  Secretary,  was  the  Minister  in  attendance; 
Sir  Henry  Ponsonby,  and  Sir  H.  Ewart. 

Mr.  Ernest  Paget,  the  Chairman,  and  Mr.  Noble,  the  General  Manager 
of  the  Midland  Company,  with  Sir  James  AUport  in  court  dress,  and  the 
Mayor  of  Derby,  Mr.  A.  Scale  Haslam  (noted  for  his  ingenious  system  of 
dry-air  refrigerators),  received  Her  Majesty,  and  she  drove  into  the  town 
for  the  purpose  of  la3ring  the  foundation-stone  of  a  new  Infirmary. 

The  train  was  timed  to  arrive  at  Derby  at  5.38  p.m.  and  to  leave  at  7.40, 
but  fully  twenty  minutes  before  there  was  any  expectation  of  her  return  to  the 
station  to  resume  her  journey,  the  cheering  of  the  multitude  indicated  her 
approach.  Something  unexpected  must  have  happened — this  indeed  proved  to 
have  been  the  case.  Through  some  mistake  on  the  part  of  the  marshall  at  the 
head  of  the  procession  the  Queen's  cortege  came  back  by  the  same  route  as 
it  had  traversed  on  its  outward  course,  and  by  this  means  a  grand  stand  with 
hundreds  of  Sunday  School  Children,  and  many  inhabitants  on  the  route, 
who  had  hoped  for  a  sight  of  the  Queen,  were  entirely  cut  out  of  the 
proceedings  of  the  day. 

However,    there    was    Her    Majesty    (having    knighted    the    Mayor 

at    the    station)   now  seated  in  her  railway    saloon   and  twenty   minutes 

MmiimtM     ^^*°^^  time.     The  pilot  due  to  precede  the  train  by  fifteen 

iMfontiiiM    minutes  was  at  once  sent  off.      Sir    Henry  Ponsonby  said 

atDertqr.      j^  ^j,^j^g  impossible   to   keep   the  Queen  at  the  station  doing 

jMttf        nothing    for  twenty  minutes,  but   he   hesitated  to  authorise 

nJSi^^       A    departure  so    much    in    advance  of  time,   and    a    short 

consultation   ensued.     Mr.  Mugliston  (the  Midland   Railway 

Superintendent)  told   Sir  Henry  he   was  quite   prepared   to 
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take  the  responsibility,  and  the  Queen's  train  started  more  than  fifteen 
minutes  before  time.  The  running  from  Derby  towards  the  North  was 
very  well  regulated,  and  by  the  time  we  reached  Normanton,  where 
diimer  was  handed  into  the  Queen's  saloon,  we  were  once  more  on  our 
scheduled  time,  leaving  at  9.30  p.m.  The  train  travelled  via  Hellifield  to  Carlisle, 
and  was  there  handed  over  by  the  Midland  Company  to  the  Caledonian,  and 
fell  into  its  usual  course  but  not  at  its  usual  hours.  Mr.  Kempt,  Mr.  Graham, 
and  Mr.  Dunn  joined  us  at  Carlisle  together  with  Mr.  Lammie,  Locomotive 
Superintendent,  and  Messrs.  Barr  and  Dundas.  The  usual  stoppage  was  made 
at  Carstairs,  and  Perth  was  reached  at  4.52  a.m. :  Mr.  Gillespie,  Mr.  W.  A. 
Paterson,  Engineer  of  the  Joint  Station,  and  Mr.  McLagan,  the  Station  Master, 
alone  being  present 

At  Ferry  Hill  the  train  arrived  at  7.29  a.m.,  and  breakfast  was  taken  into 
the  Queen's  saloon,  there  were  none  of  the  usual  fashionable  spectators  at 
this  place  at  such  an  early  hour.  Mr.  J.  S.  Stuart  (Assistant  Manager),  and 
Major  Ramsay  represented  the  Great  North  Company.  Ballater  was 
reached  at  9.0  a.m.  on  Friday,  22nd  May. 

June  19th. — If  the  down  journey  this  year  had  taken  us  over  a  new  route, 
the  return  journey  also  had  much  that  was  new  about  it      Colonel  Byng  was 

the  acting  authority  with  the  train,  Sir  H.  Ponsonby  being 

- ^^       absent.     As  usual  Princess  Beatrice  travelled  with  the  Queen. 

JUna  inb.     The  Grand  Duke  of  Hesse  with  Major-General  Wemher,  the 

—  Prince  Louis  of  Battenberg,  the  Princess  Alice  of  Hesse,  the 

Over  New      children  of  Prince  Henry  of  Battenberg,  the  Dowager  Duchess  of 

^and  Roxburghe,  Hon.  Ethel  Cadogan,  Miss  McNeill,  Sir  Fleetwood 

Forth  Bridge    Edwards,  Colonel  Byng,  Hon.  A.  Yorke,  Dr.  Reid,  and  Mr. 

SdinlmrelL     Luther  completed  the  suite.    The  train  was  appointed  to  travel 

by  the  North  British  Line  through  Fife,  and  to  pass  over  both 

the  new  Tay  Bridge  and  the  recently  opened  Forth  Bridge,  to  allow  the  Queen 

to  view  both  structures  ;  about  fifteen  minutes  being  allowed  for  slow  travelling 

and  stopping  to  inspect  both  bridges. 

I  had  the  pleasure  of  travelling  with  Lord  Tweeddale  and  Lord  Elgin  over 
the  North  British,  and  we  had  a  very  sympathetic  chat  as  to  the  loss  they  had 
sustained  by  the  death — the  very  sudden  death  at  Waterioo  Station,  London,  on 
24th  April — of  Mr.  John  Walker,  the  General  Manager  of  the  Line,  and  they  very 
openly  discussed  with  me  the  qualities  of  two  or  three  of  the  names  of  officers 
they  had  under  consideration  as  his  successor.  At  Edinburgh  an  address  was 
presented  to  Her  Majesty  by  Lord  Provost  Boyd,  and  during  the  wait  of  ten 
minutes  both  the  Marquis  of  Tweeddale  and  Lord  Elgin  had  interviews  with 
the  Queen. 

The  royal  train  travelled  via  Waverley  route  from  Edinburgh,  and  at 
Carlisle  came  once  more  on  its  accustomed  track.      We  arrived  at  Windsor  at 
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8.59  a.m.,  but  on  this  occasion,  by  some  error  in  dividing  the  train — as 
mentioned  at  page  479 — the  carriage  conveying  the  Ladies-in-waiting  was 
taken  with  the  front  portion  to  the  arrival  side  of  the  station,  and 
they  were  unable  to  be  upon  the  platform  in  the  usual  position  in  time 
to  receive  Her  Majesty  on  her  alighting.  Mr.  Higgins  saw  the  mistake 
and  its  annoying  consequences,  and  he  took  care  that  no  recurrence  should 
ever  happen.     The  inconvenienced  ladies  did  not  forget  it. 

August  24th. — ^The  Queen's  journey  was  made  from  Clarence  Yard, 
Gosport,  as  usual;  Mr.  Verrinder  representing  the  South-Westem  Railway. 
The  Queen  was  accompanied  by  Princess  Beatrice,  and  Princess  Leiningen, 
the  Royal  Children  of  both  the  Connaught  and  Battenberg  families,  Lady 
Southampton,  Hon.  Evelyn  Moore,  Hon.  Rosa  Hood,  Miss  Bauer,  Sir  H. 
Ponsonby,  Major  Bigge,  Dr.  Reid,  and  the  Munshi  Abdul  Karim.  The  Duke 
of  Cambridge  was  present  at  the  departure  of  the  train,  and  so  was  the  Duke 
of  Connaught.  Admiral  Gervais  was  the  Naval  OflScer  at  the  Port,  and 
he  took  much  interest  in  looking  through  the  Queen's  travelling  carriage. 

We  left  at  7.0  p.m.  and  stopped  as  usual  at  Basingstoke  for  the 

to  Great  Western  engine  to  take  the  place  of  the  South-Westem, 

■•^^^«'»       and  to  attach  the  fourgon  to  the  train.    Lord  Bridport  joined 

''*"^  the  train  at  Basingstoke.     One  of  the  axles  of  the  Queen's  saloon 

was  found  somewhat  hot  at  Wigan  and  again  at  Oxenholme,  where  we  arrived 

in  the  midst  of  the  heaviest  rain  storm  we  have  ever  experienced  in  our  night 

journeys.    The  men  under  Newbold's  care  carried  out  their  duty  quietly  and 

thoroughly,  the  axle  being,  unfortunately,  one  of  those  imder  the  Royal  night 

saloon ;  on  arrival  at  Carlisle  it  was  found  cool,  and  gave  no  further  trouble. 

The  train  on  this  occasion  was  taken  to  the  platform  at  the  side  of  Perth 

Station  adjoining  the    new  Station  Hotel.     The   Lord  Mayor  of  London 

happened  to  be  one  of  the  visitors  admitted  to  the  platform.      Breakfast 

was  taken  at  the  Hotel,  and  the  journey  subsequently  completed  punctually, 

the  train  reaching  Ballater  at  2.45  p.m. 

Friday,  20th  November. — ^The  Queen  left  Ballater  at  2.15  p.m.  accom- 
panied by  Princess  Beatrice  and  her  children.  Lady  Antrim,  Hon.  Ethel 
Cadogan,  Miss  McNeill,  Miss  Cochrane,  Miss  Bauer,  Sir  Fleetwood  Edwards, 
Major  Walton,  and  Dr.  Reid,  were  with  the  train ;  Sir  John  McNeill  being  the 
equerry  in  charge.  Lord  Provost  Stewart  travelled  with  us  from  Ballater 
to  Aberdeen.  Dinner  was  taken  at  the  Station  Hotel  at  Perth.  Mr.  Footner 
our  Engineer,  accompanied  the  train.  At  Carlisle  one  of  Mr.  Webb's  compound 
engines,  named  "Greater  Britain,"  was  attached  to  the  train ;  both  Sir  John 
McNeill  and  Sir  Fleetwood  Edwards  inspected  it  with  much  interest.  We 
arrived  at  Windsor  at  9. 10  a.m.  punctually,  and  a  special  message  was  sent  to 
me  from  Her  Majesty  expressing  satisfaction  with  the  journey;  a  highly 
appreciated  compliment. 


panifti  b^  Piiuucji  LooBe    IfnciBaoaB   €£.  l^wnr,  Pkiuue  ami   Pkmoess 

Henry  of  liittrnlieijg  and  tiiar  dddicny  togcdicr  villi  the 


PriDccs  of  Leiaiii0ai;  the  soile  caBBtM^  of  Mis  McNeill, 
Hon.  Bcftfa  Lambert,  Mmlk  f ti  idk  Kdwte>  Coiond  K  Ptelbam 
Oincaa,  Cokxtd  Bjni^  Ma|Qr  Big^  Dr.  Ecid,  and  Mr.  Mother. 
Sir  Hemj  Poosoobf  was  as  mml  at  Windsor  Siatiao  in  leadi- 
ness  to  meet  Her  Maiestj,  but  he  <fid  not  tnvd  with  the  tnin 
on  this  oocasion.  The  Mnnshi  Abdnl  Kaiim  «as  widi  the  trnn  and  his 
lather  also,  Dr.  ^fahommed  Wazir-Uddin ;  the  Indiu  attendants  tni:ie]Iing  in 
a  sepantte  poition  of  the  sadoon.  Three  gndatiWK  of  accomodation  in  the 
sakx»  were  agun  suggested,  but  we  ooold  not  aiiauge  to  meet  their  minute 


Mr.  AOen  actii^  as  Assistant  Genenl  Managei;  and  Mr.  Monis  as 
Assistant  Sopedntendent,  with  Mr.  Alfred  Higgins  were  at  Faddington, 
Mr.  Bmiinsoo  being  in  the  West  of  En^and  superintending  the  introdoctioo 
of  the  narrow  guige-  Mr  W^b  joined  at  Bndibnij  and  tra^dled  to  Carlisle. 
The  txain  nm  to  its  now  established  platform  adjoinii^  the  Statioo  Hotid  at 
Perth  and  breakfist  was  taken  there.  At  the  station  the  Pdnoesses  Louise  and 
Beatrice  wanted  to  find  the  bookstalL  It  was  on  the  centre  pbtfoim.  Yielding 
to  Mr.  Kempt's  invitation  they  entered  the  fa^gage  lift  and  were  taken  across 
to  the  boc^Lstall  by  that  means.  The  Dndiess  of  Athole  joined  the  train  at 
Perth.     Ballater  was  reached  at  2.30  p.m.  punctual^. 

On  Tuesday,  airt  Jmie,  I  made  my  one-hmidredlh  jouni^y  in  diarge 

of  Her  Bffajesty's  Train.     On  this  occasoo  an  excdknt  nm  was  made  through- 

JxoMb  sut  UKL  ^^^     ^^  ^^  Ballater  at  3.0  p.m. ;  dinner  was  served  in  the 

—  train  at    Perth,  and    an    arrival   ^on    time"  was   made    at 

^•^**'       Windsor.       Her     Majesty    was    accompanied    by    Princess 

ifiaAam.      Beatrice,  her  children,  the  Princess  of  Leiningen,  the  Princess 

1^  Victoria    of    Schleswig    Holstein,   the    Dowager   Duchess   of 

One-lmadredtti  Roxburghe,  Miss  McNeill,  the  Hon.  Ethel  Cadogan,  the  Hon. 

Jounitfj.       Bertha  Lambert,  Mademoiselle  NorWe,  Major  Hon.  H.  L^ge, 

Major  Bigge,  General  Dennehy,  Dr.  Reid,  Mr.  Muther,  and  the  Monshi  Hafiz 

Abdul  Karim. 

Some  correspondence  with  reference  to  this  one-hundredth  journey  of 
mine  passed  between  our  General  Manager,  now  become  Sir  George  Findlay, 
and  Sir  Henry  Ponsonby,  for  I  was  requested  to  give  a  list  of  my  Royal 
journeys,  and  in  the  course  of  a  few  days  I  received  from  Sir  Henry  by 
desire  of  the  Queen,  an  elegant  chiming  clock  bearing  the  following 
inscription  on  a  tablet  beneath  the  dial : — 


'*  Presented  by  Queen  Victoria,  Empress  of  India,  to  Mr.  George  Potter  Neele,  in 
recognition  of  the  care  and  attention  he  has  given  to  her  comfort  and  safety  when 
travelling  on  the  London  and  North- Western  Railway  for  the  last  thirty-one 
years,  1892.** 
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It  was  not  until  August  that  any  notice  of  this  royal  gift  found  its  way 
to  publicity,  when  both  English  and  American  papers  made  full  mention 

of  the  presentation  I  had  been  honoured  with«  One  provincial 
paper  distorted  the  gift  from  a  "  chiming  clock  *'  into  a  *'  charming 
cloak ! "  I  had  a  perfect  shower  of  letters  of  congmtulation  from 
my  persoiud  and  railway  friends,  some  of  them  almost  as  gratis 
fying  as  the  souvenir  itself  though  not  so  lasting  in  interest,  for  day  by  day 
and  hour  by  hour  the  now  fsimiliar  quarter-hour  chimes  of  the  clock,  and  its 
deep-toned  hourly  boom  instinctively  recall  to  memory  the  kindly  giver  of 
the  presentation. 

Monday,  29th  August. — Her  Majesty  left  Gosport  in  driuling  rain,  and 

made  the  usual  night  journey  to  Scotland.      The  Queen  was  accompanied  by 

AQcnst  SMh.    Pri'^cess  Beatrice,  Prince  Henry  of  Battenberg  and  their  children, 

UHL         also  the  children  of  the  Duke  and  Duchess  of  Connaught,  I  July 

Q~^       Churchill,  and  the  Hon.   Harriet    Phipps,   Sir  Henry   Pon- 

to  sonby,  Major  Bigge,  and  Dr.  Reid.    The  Marquis  of  Lome 

^^^*'^'      and  Princess  Louise  accompanied  the  train  as  far  as  Basingstoke, 

where   Lord    Bridport,  with    the    Hon.    Rosa    Hood   joined    us.       The 

Royal  party  took  breakfast  at  Perth  Station  Hotel,  and  Lord  Breadalbane  met 

Her  Majesty  there. 

The  Stations  at  which  the  train  stopped  were  Basingstoke,  Banbury,  Buih- 
bury, Wigan,  Oxenholme,  Carlisle,  Carstairs,  Perth,  Bridge  of  Dun,  and  Aberdeen. 
The  only  special  incident  on  our  journey  took  place  on  nearing  Forfar.  One  of 
the  two  engines  of  the  Caledonian  had  a  very  hot  axle.  For  some  little  time 
prior  to  our  stoppage  we  had  detected  the  pungent  smell  of  hot  oil,  but 

observation  along  the  train  as  it  was  running  failed  to  elucidate 

*■«*■•       the  cause;  at  Forfar  the  train  pulled  up,    "The  Queen  wants 

^^  to  know  '  What  gars  this  stink  ? ' ''  is  John  Brown'i  remark  as 

FtofSur.        we  pass  along  the  platform  by  the  side  of  the  Queen's  saloon. 

It  certainly  was  a  most  offensive  smell.    The  locr>motivc  was 

detached  and  we  travelled  with  one  engine  the  rest  of  our  way  to  Ferry  Hill, 

where,  however,  for  the  service  of  the  Royal  Passengers,  a  longer  stop  than 

usual  was  made,  the  train  reaching  Ballater  at  s.45  p.m.     Mr.  Govett  of  the 

London  and  South-Westem   Railway,  and  Sheriff  Robertson,  were  amr;ng 

those  upon  the  platform  there. 

November  17th. — ^The  Queen's  Train  left  at  2,15  p.m.  from  Ballater,  Mr. 

Reid  the  Superintendent  of  the  Great  North  being  in  attendance.  Princess 

Sov  xf  UML    Beatrice  and  her  three  children  constituted  the  Royal  party. 

Before  starting  Mr.  Park  and  I  had  to  (ace  a  cr/mplaint  made 

by  the  Ladies  of  the  Household  that  they  had  not  sufficient 

sleeping  accommodation  in  thetr  saloon  for  their  numbers.     It 

was  a  difficult  task  to  alter  this  when  the  train  was  ^^  set  ^  at  the 

platform,  the  marshalling  having  been  agreed  to,  and  the  other 

berths  in  the  carriages  allotted ;  however,  the  resoorcef  at  Mr.  Park's  disposal 
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enabled  us  to  promise  that  at  Perth  provision  should  be  made  for  all  their 
requirements. 

The  suite  consisted  of  the  Countess  of  Antrim,  Miss  McNeill,  the  Hon. 
Miss  Cadogan,  Hon.  Miss  M.  Hughes,  and  Miss  Bauer,  in  addition  to  General 
Ponsonby,  Sir  John  McNeill,  Sir  Fleetwood  Edwards,  Dr.  Reid,  Mr.  Muther, 
and  the  Munshi  Abdul  Karim.  At  Perth  the  Queen  dined  in  the  Station 
Hotel.  Lord  Breadalbane  was  in  attendance  to  receive  Her  Majesty,  and 
the  service  of  gold  plate  frcnn  Taymouth  Castle  was  in  use  at  the  Queen's 
table. 

At  Carlisle  the  complaint  from  the  ladies  broke  out  again — one  of  them 

complaining  of  a  "  deadly  smell ''  in  the  vehicle.     Dr.  Reid  left  our  friendly 

^^       little  supper  table  in  tiie  refreshment  room  and  undertook  to 

aa  act   as   Inspector  c^  Nuisances.     Sir  Henry  Ponsonby  was 

^^^^P**^*^      concerned    on  accoimt  of  a  recent  accident  on  the  North 
of  Wnlimnftfw 

Eastern  at  Thirsk.    I  eicplained  the  precautions  we  took  with 

Her  Majesty's  train.    Our  destination  was  reached  at  9.5  a.m.,  and  as  die  train 

approached  Windsor  the  Royal  Standard  was  hoisted  upon  the  new  flag-staff 

that  had  been  placed  on  the  Round  Tower  during  the  Queen's  absence. 

1893.     May  19th. — Her  Majesty  left  Windsor  at  8.20  p.m.,  accompanied 

by  Princess  Beatrice  and  Princess  Leiningen,  together  with  the  children  of 

Kay  iftlL  I8OS.  ^"^^®  ^^  Princess  Henry  of  Battenbeig,  the  Dowager  Duchess 

—  '  of  ErroU,  Miss  McNeill,  the  Hon.  Mary  Hardinge,  Major  Hon. 
Windsor  H.  Legge,  Hon.  A.  Yorke,  lieut-Colonel  Sir  Fleetwood  Edwards, 
BaUatac       ^^»  Reid,  and  Mr.  Muther.     Mr.  Harrison  our  new  Geneial 

—  Manager  travelled  with  the  train   from    Windsor   (where    I 
Mr.  HazrlBon'B 

flntJoTiTii07M  introduced  him  to  Sir  Heniy  Ponsonby)  as  far  as  Cariisle ; 

General       Mr.  Burlinson  was  the  Great  Western  Company's  representative 

travelling  as  far  as  Bushbuiy.     Mr.  Pullar,  the  Lord  Provost, 

was  on  the  platform  at  Perth,  and  Lady  Enroll  had  a  short  interview  with  me, 

laughing  at    the  error  in   our  diagram,  which   described  her  as   Duchess 

instead  of  Countess.     We  made  a  punctual  arrival  at  Ballater. 

June  20th. — ^The  weather  was  very  hot,  and  on  our  arrival  at  Ballater 
over  night  we  found  telegrams  desiring  the  Queen's  Saloons  should  have  their 
roofs  cooled — wet  moss  being  suggested  by  the  Castle  authorities  ;  fortunately, 
on  the  day  for  the  journey  the  temperature  was  not  so  excessively  high,  so  that 
the  wet  roofing  and  pails  of  ice  proved  unnecessary  but  helped  to  keep  the  tem- 
perature of  the  saloon  to  sixty  degrees.  Our  train  left  Ballater  no  less  than 
twelve  minutes  late  waiting  Her  Majesty's  arrival — she  had  adopted  the  route 
by  the  south  side  of  the  Dee,  and  more  time  had  been  taken  than  was  calcu- 
lated upon. 

The  Queen  was  accompanied  by  Princess  Beatrice  and  Princess  Louise 
(Marchioness  of  Lome),  the  Princess  of  Leiningen,  Princes  Alexander, 
Leopold,  and    Maurice,  and   Princess  Victoria  Eugenie  of  Battenberg,  the 
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JniM  iDtb.  um.  ^^^^^^  ^^  Antrim,  Miss  McNeill,  the  Hon.  Ethel  Cadogan, 

—  Sir  Fleetwood  Edwards,  Lord  William  Cecil,  Hon.  A.  Yorke, 

^^      Dr.  Reid,  and  Mr.  Muther. 
to  ' 

Wlndaor.  Mr.  Thompson  the  General  Manager  of  the  Caledonian 

The  "Heayanly  ^^lw^y>  ^^^  Mr.  Kempt  travelled  with  us  from  Ferry  Hill  to 

TwloB"  left  in  Carlisle.     Arrived  at  Windsor  at  9.5  a.m..  Her  Majesty  was  met 

JlJ^^        by  Sir  John  McNeill  and  Colonel  Carrington.     A  somewhat 

laughable  incident  arose  at  the  terminus  by  one  of  the  Ladies 

saying  she  had  lost  the  '^  Heavenly  Twins,"  and  she  was  sure  she  had  had 

them  at  night  in  the  sleeping  saloon. 

Monday,   August   28th. — The  Queen  left  Gosport  at   7.0  p.m.     The 

officers  of  the  South-Western  in  attendance  were  Mr.  Scotter  as  General 

Aug.  18L 180S.     Manager,  and  Mr.  White  in  place  of  Mr.  Verrinder,  Superin- 

—  tendent  of  the  Line.    The  Queen  was  accompanied  by  Princess 
9^SiSl^     Beatrice,  Prince  Henry  and  their  children,  the  Duchess   of 

—  '       Connaught  and  the  young  Princesses  of  Connaught,  Dowager 
Ux.  WbitflL '       Lady  Churchill,  Hon.  Harriet  Phipps,  Hon.  Rosa  Hood,  Miss 

L.  *  B.-W.  By.  Bauer,  Viscount  Bridport,  Sir  Henry  Ponsonby,  and  Dr.  Reid. 

Kr.  Mofili,       Mr.  Morris  took  charge  of  the  train  at  Basingstoke,  on  behalf 

'  *^'        of  the  Great  Western.     At  Perth,  in  addition  to  the  usual  group 

of  Caledonian  Railway  officers,  were  Mr.  Hugh  Brown  and  Mr.  Badenoch 

Nicolson,  Directors,  the  Duke  of  Athole,  and  the  Marquis  of  Breadalbane. 

Ballater  was  reached  at  2.45  p.m.  after  a  very  good  run. 

The  Directors  of  the  Deeside  Railway,  under  the  leadership  of  Mr.  Ferguson 

their  Chairman,  went   over  their  new  Engine  Shed,  and  the 

Shed^!^    Carriage  Sheds  in  which  it  was  understood  the  Royal  carriages 

OizTlace  Shed!  in  future  would  be  stabled  at  the  terminus,  instead  of  occupying 

i>*iifti»       ^^^  second  line  at  Aboyne,  and  interfering  with  the  station  service 

there  as  had  been  the  case  heretofore. 

The  carriages  were  thus  stabled  on  the  occasion  of  the  return  journey 

from  Ballater,  on  Friday,  1 7th  November.    The  Queen's  train  started  in  the 

midst  of  very  heavy  rain  which  continued  throughout  the  journey. 

^'  _  The  Princess  Louise  complained  at  Bridge  of  Dun  that  the  foot- 

Betorn        warmers    were   cold,  a   complaint  not  easily  cured    at    this 

Joimey*       lonely  place ;    an    exchange,   however,  was   made  with  some 

n^iiILi^  ^     o^  ^^®  acetate  of  soda  articles  which  met  the  case.     Dinner 

Wlndaor       was  taken  at  Perth  Station  Hotel.     We  reached  Carlisle  right 

^^   ^^     time,  the  storm  still  continuing  here,  and  six  extra  minutes 

were  taken  owing  to  some  further  requirements  for  hot  water 

in  the  Queen's  Saloon.     We  arrived  at  Windsor  at  ten  minutes  past  nine, 

a  little   late,  the  weather  throughout  having  been  very  stormy. 

The  Royal  party  consisted  of  Princess  Louise,  Princess  Henry  of  Batten- 
berg  and  her  children,  the  Countess  of  Antrim,  Lord  W.  Cecil,  Sir  John 
McNeill,  Dr.  Reid,  Colonel  Bigge,  Mr.  Muther,  the  Hon.  Evelyn  Moore,  Miss 
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McNeill,  Miss  Bauer,  and  Mademoiselle  du  Pemit,  with  the  Munshi  called 
this  time  Hafiz  Karim.  Mr.  Morris  was  the  Representative  of  the  Great 
Western  Railway ;  Messrs.  G.  Armstrong,  Gibbs,  and  Goodenough,  were  also 
with  him.     The  Mayor  of  Windsor,  Mr.  Layton,  was  on  the  platform. 

1894.  It  was  decided  that  Her  Majesty  should  pay  a  visit  to  Manchester 
on  the  occasion  of  her  journey  to  Scotland  in  May.  There  was  considerable 
care  exercised  to  have  the  platforms,  at  which  Her  Majesty  would  alight  and 
depart,  raised  to  the  level  with  the  carriages  which  the  Queen  would  use ;  Mr. 
Thomhill,  our  assistant-engineer,  having  to  visit  Buckingham  Palace  and  inspect 
the  station  platforms  affected.  I  had  occasion  to  see  both  Sir  G.  Maude  and  Sir 
Henry  Ponsonby  as  to  the  arrangements ;  a  route  for  Her  Majesty  through 
Manchester  having  at  one  time  been  contemplated  differing  from  that 
ultimately  adopted. 

A  week  in  advance  we  had  the  Queen's  train  sent  down  to  Manchester  to 
test  the  elevations  of  the  platforms,  first  at  London  Road  Station  then  at 
Exchange  Station ;  after  this  rehearsal  we  travelled  to  Preston  to  arrange  with 
Mr.  Shaw  and  Major  Little  as  to  the  arrangements  for  dining  there. 

On  Monday,  21st  May,  the  Queen  left  Windsor  accompanied  by  Princess 

Beatrice,  Prince  Henry  of  Battenberg,  Princess  Leiningen,  and  the  following 

Kay  umL  uh.  ^"^^^  •  Lady  Southampton,  Hon.  Miss  Cadogan,  Miss  McNeill, 

—  Miss  Cochrane,  Miss  Bauer,  Lord  Carrington,  Sir  H.  Ponsonby, 

BoyaJ^VlBit     g-j.  j  McNeill,  Major  Legge,  Sir  Fleetwood  Edwards,  Hon.  A. 

Kanohmrtar  Yorke,  Dr.  Reid,  Mr.  Muther,  and  the  Mimshi  Hafiz  Abdul  Karim. 
and  Bbip  OanaL  Several  of  the  suite  left  the  train  at  Manchester  and  did  not 
proceed  northwards.  In  attendance  at  Paddington  were  Lord  Stalbridge  and  his 
daughter ;  Mr.  Lambert,  Mr.  Harrison,  and  Mr.  Allen.  The  Royal  train  started  at 
1 1.5  a. m.,  called  at  Banbury  for  examination,  and  thence  ran  to  Wolverhampton, 
where  for  the  first  time  the  engines  of  the  two  companies  were  exchanged 
instead  of  Bushbury.  This  was  a  great  improvement  in  working,  and 
was  the  outcome  of  a  negotiation  between  the  two  district  officers  of  the 
two  companies — Mr.  Murphy  of  the  Great  Western  Company  and  Mr.  Denning 
the  London  and  North- Western  Birmingham  representative.  The  exchange  was 
now  carried  out  under  cover,  with  a  good  lengthy  platform,  instead  of  being 
performed  without  any  sufficient  platform  and  exposed  to  all  weathers  at 
Bushbury. 

The  train  ran  from  Wolverhampton  via  Stafford  and  Crewe  to  London  Road 
Station,  Manchester — very  tastefully  decorated  for  the  occasion — the  Royal 
saloon  was  brought  well  up  to  the  temporary  raised  platform;  thence  Her 
Majesty  drove  to  perform  the  ceremony  of  opening  the  Ship  Canal  and  to  visit 
the  Town  of  Manchester.  During  this  interval  the  Royal  train  was  taken 
round  by  the  South  Junction  Line  to  Exchange  Station,  and  the  rehearsed 
arrangement  for  a  raised  platform  for  her  saloon  close  to  the  entrance  gate  was 
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carried  out ;  the  rear  of  the  train  being  placed  on  an  adjoining  platform  and  the 
two  parts  put  together  outside  the  station. 

Manchester  streets  were  crowded,  and  too  little  time  had  been  allowed 
for  the  receptions,  so  that  the  Queen  did  not  arrive  till  fifteen  minutes  behind 

time;   but  although  Exchange  Station  had  now  become  the 
^^^*^^"*      focus  of  the  whole  public  pressure,  it  was  well  kept,  and  the 
jUathvttn.    surangements    passed  off   very  satisfactorily.     In   a   note    I 
received  from  him,  Lord  Stalb  ridge  writes : — 

"  The  whole  function,  at  Manchester,  reflected  great  credit  on  all  concerned,  and  our 
people  certainly  had  as  much  to  do  with  it  as  anyone  ;  aU  our  work  was  remarkably  weU 
done,  I  considered,  and  quietly  too." 

From    Manchester   we   travelled    to    Preston    Station,  where    it    was 

arranged  that  the  Queen  should  dine;    the   dining   rooms  being  skilfully 

divided  so  that  Her  Majesty's  private  party,  the  Court  Officials,  and  the 

Railway  Officers  all  had  their  separate  apartment;  unfortunately,  for  me,  I 

was  sent  for  twice  during  the  dinner  by  Sir  Fleetwood  Edwards  to  arrange 

iMtiwi*  ^%     either  an  additional  stop  on  the  train,  with  a  later  arrival 

FTMtoB.       at  Carlisle,  or  in  the  alternative  a  longer  stoppage  at  Carlisle 

Delay         itself.      The  latter   plan   was  decided  upon,  but   it   entailed 

at  OuUaia.     numerous  messages  to  the  officers  affected,  so  that  my  chance 

of  a  dinner  was  gone. 

We  started  twenty  minutes  late,  and  only  made  up  five  minutes  in  running 
to  Carlisle,  where  we  arrived  at  12.10  (due  11.55).    ^^  ^^^  appeared  that 

although  it  was  after  midnight  Her  Majesty  was  still  engaged 

^jjJ^J^^  with  state  correspondence ;  this  had  to  be  completed  and  it  was 

oomtpondMiot  not  till  12.37  that  the  Queen  passed  from  the  day  saloon  to  the 

?J*^^      night  saloon  and  intimated  that  the  train  might  start.    All  this 

time  the  train  was  held  waiting,  the  guard  having  instructions 

not  to  move  till  he  received  the  signal  from  me.    The  platform  at  Carlisle 

was  a  very  draughty  one,  and  I  must  have  taken  a  chill  there,  for  before 

reaching  Perth  I  found  myself  suffering  great  pain.     Mr.  Harrison  left  us  at 

Perth  and  went  north  via  Dunkeld.     I  held  on  till  nearing 
w     vfuk,  -Qji^gQ  Qf  j)u,^  where  with  regret  I  gave  up,  advising  Mr.  Park 

and  John  Brown  (who  happened  to  be  awake)  that  I  felt  too  ill 
to  proceed.  Bridge  of  Dun  Station  was,  as  Lord  Stalbridge  wrote,  "  not  a 
cheerful  place  to  be  landed  in  great  pain  at  5.0  a.m." 

The  worthy  old  station-master  there  (Mr.  Mann),*  who  was  widely 
known  as  a  very  clever  bone  setter,  did  what  he  could  to  make  me 
comfortable  during  the  miserable  three  hours  I  had  to  stay  waiting  the  coming 

*  Mann  was  85  years  old  when  he  died  in  1902,  and  had  been  in  railway  senrice  since 
1849.  He  retired  in  1896,  and  it  is  said  since  his  retirement  he  devoted  himself  entirely  to 
relief  of  suffering  humanity  as  a  bone-setter,  his  patients  numbering  "  many  hundreds  "  each 
year. 
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of  my  homeward  bound  train.  All  the  way  up  the  pain  continued,  and  I  was 
kept  indoors  all  day  following  by  medical  order;  indeed,  I  was  thus  pre- 
vented from  attending  the  funeral  of  my  brother,  Kingston  Neele^  who  had  died 
on  Sunday  20th,  and  was  buried  on  the  23rd. 

In  the  course  of  the  afternoon  of  23rd  I  received  the  following 
telegram  : — 

From  Balmoral — To  G.  P.  Neele,  Esq.,  Euston  Station,  London. . 

2^^  "  The  Queen  commands  me  to  ask  how  you  are,  and  to  say  she  hopes 

TUegram  you  are  better — we  all  share  that  hope." — REID. 

of 

Bnqnlrj.  I  replied  that  I  ¥^as  greatly  honoured  and  deeply  touched 

by  Her  Majesty's  gracious  enquiry — was  glad  to  report  improvement;  and 

at  same  time  expressed   my  thanks  to    him    and    the    members  of   the 

household. 

It  was  a  very  gratifying  act  that  the  Queen  should  have  so  kindly  signified 
her  interest  in  this  way.  Mr.  Mofiatt  the  General  Manager  of  the  Deeside 
Line,  told  me  the  Queen  made  enquiry  of  Sir  Fleetwood  Edwards  about  me 
whilst  she  was  walking  to  her  carriage  at  Ballater,  and  Dr.  Reid  expressed  his 
regret  that  I  had  not  spoken  to  him  as  he  could  very  probably  have  given 
relief. 

On  Wednesday,  20th  June,  the  Queen  returned  from  Balmoral  to  Windsor. 
Princess  Beatrice,  and  the  Princesses  Alexandra  and  Beatrice  of  Saxe-Coburg 

Gotha,  Princess  Leiningen,  the  Princes  Alexander,  Leopold,  and 

^  Maurice,  with  Princess  Victoria  Eugenie  of  Battenberg  accom- 

''^^""^•of*       panied   Her  Majesty,  together  with  the  Dowager  Duchess  of 

*         Roxburghe,  the  Hon.  Ethel  Cadogan,  Miss  McNeill,  Fraulein 

Passavant,  Miss  Bauer,  Sir  Fleetwood  Edwards,  Admiral  Sir  J.  E.  Commerell, 

Dr.  Reid,  Captain  Drummond,  Mr.  Muther. 

The  Gentlemen  of  the  Suite  were  most  kind  in  their  enquiries  after  my 
health,  and  Dr.  Reid  again  expressed  his  regret  that  I  had  not  at  once  aroused 
him  at  Bridge  of  Dun  on  the  previous  journey,  as  it  would  have  given  him 
pleasure  to  have  been  of  any  service  to  me;  such  kindness  was  very  gratifying. 

We  left  Ballater  at  3  p.m.  Mr.  Crombie,  one  of  the  Directors  of  the  Great 
North  Railway,  who  had  been  staying  over  night  at  the  Invercauld  Arms  Hotel, 
was  among  those  to  see  us  start.     The  only  divergence  from  the  ordinary 

routine  was  a  stoppage  by  special  desire  at  Penrith — a 
Extra  stoppage  stoppage  not  laid  down  on  the  time  table — to  enable  Her 
Penrith.  Majesty  to  move  easily  from  the  day  saloon  to  the  night 
carriage.  The  London  and  North-Westem  engine  was  detached 
at  Wolverhampton  (Low  Level)  Station,  where  Mr.  Morris  on  behalf  of  the 
Great  Western  Company  with  Mr.  Armstrong  and  Mr.  Goodenough  joined 
us.     Windsor  was  reached  at  9.0  a.m. 

Monday,  27th  August,  was  the  day  originally  appointed  for  the  Queen's 
journey  from  Gosport  to  Ballater,  but  on  the  previous  Saturday  alterations 
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Joimey—  ^^'^  indicated  in  the  diagram  of  carriages  by  General  Ponsonby, 

Ootport  and  next  day  a  message  was  received  postponing  the  journey 

wmiT^tiif  ^^^   twenty-four   hours.     Telegrams   had    to    be    sent  to  all 

—  quarters    first    thing    on     Monday    morning,    and    acknow- 

s^Aiig.»]8H  ^®^^g°^^"^  received  in  return.  On  Tuesday  28th  the 
P01PCMM4  journey  was  made  from  Gosport,  Mr.  White  of  the  South- 
western and  Mr.  Allen  of  the  Great  Western  in  attendance. 
The  Queen  was  conveyed  by  a  small  wheeled  invalid  chair  from  the 
steamer  throu^  the  gangway  and  along  the  platform  to  the  railway 
saloon,  where  the  removal  to  the  carriage  was  effected  with  some  difficulty. 
Princess  Beatrice  decided  to  have  her  bed  placed  on  the  floor  of  the 
carnage  instead  of  the  usual  bedstead.  The  children  of  the  Connaught 
and  Battenberg  families  travelled  by  the  train ;  also  the  Dowager  Lady  Churchill, 
Hon.  Harriet  Phipps,  Hon.  Bertha  Lambert,  Miss  M.  Cochrane,  Mademoiselle 
du  Perrot,  Lord  Bridport,  Dr.  Reid,  and  Sir  Henry  Ponsonby,  who  made  his 
last  journey  with  us  to  Scotland  on  this  occasion. 

Mr.  Kempt  joined  the  train  at  Carlisle,  with  Mr.  Graham  the 
Engineer,  and  other  Caledonian  officials.  They  were  accompanied  by  Mr. 
Thompson,  the  General  Manager  of  the  Kne,  who  two  years  afterwards  was 
knighted  by  Her  Majesty  and  became  Sir  James,  being  subsequently  elected 
Chairman  of  the  Company.    An  extra  stoppage  was  made  by  special  desire  at 

Greenloaning  to  enable  Her  Majesty  to  move  easily  from  the 
Stoppage       night  saloon  to  the  day  carriage  prior  to  arrival  at  Perth.     This 
•^_^ threw  the  train  fully  ten  minutes  behind  time  at  that  station. 

At  Perth  tidings  reached  the  Queen  of  the  death  of  Sir  John 
Cowell,  the  Master  of  the  Household  in  the  Isle  of  Wight,  and  a  shower  of 
telegrams  was  despatched  by  Her  Majesty  causing  some  further  delay  to  the 
train  in  its  departure,  but  Ballater  was  reached  about  2.40  p.m.,  within  five 
minutes  of  its  time.  Mr.  Ferguson,  Mr.  Crombie,  Mr.  Nicolson,  Colonel 
Ramsay,  Mr.  James  Blade,  Mr.  Sheriff  Brown,  Mr.  Littlejohn,  Mr.  Wilson 
(Procurator  Fiscal),  the  General  Manager  Mr.  Moffatt,  Mr.  Bamett,  and 
Major  Gordon,  forming  the  Deeside  contingent. 

November  13th. — ^The  Queen  left  Ballater  at  2.15  p.m.  accompanied 
by  Princess  Louise  (Marchioness  of  Lome),  Princess  Beatrice  with  the  young 
Princes  Alexander,  Leopold,  and  Maurice,  and  Princess  Victoria  Eugenie 
of  Battenberg,  ^e  Dowager  Countess  of  Erroll,  Miss  McNeill,  the  Hon. 

Ethel    Cadogan,    Colonel    Bigge,    Dr.    Reid,    Mr.    Muther, 

Hot.  utti,  MH.  j^^  Machel,  Captain  Drummond,  General  Dennehy,  and  "  the 

Ballator       Munshi."     We  left  Ballater  in  fine  autumnal  weather,  but  by 

Wi^ior       ^®  ^^°™^  Perth  was  reached  heavy  rain  commenced  falling, 

and  a  rough  stormy  night  followed.    There  were  very  heavy 

floods  along  the  Great  Western  Line.      We  arrived  at  Windsor  punctually 

at  9.20  a.m. — ^the  Royal  Standard  being  hoisted  on  the  Round  Tower  as  the 
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train  crossed  the  Thames.    The  Union  Jack  had  previously  been  flown  at  half 
mast  since  the  death  of  the  late  Czar,  Alexander  III. 

1895.     May    28th,    Tuesday. — ^The    Queen's    journey    from    Windsor 

was  originally   intended  to  have    been    made   on    Monday    2ythf    but   in 

RoyalJoimey  ^^®  course   of   Sunday  telegrams   were   received    postponing 

Windsor      it  for  a  day.      On  this   occasion   the  Royal  party  consisted 

BaUatar.      ^^^   ^^  Princess   Beatrice  with   the    Queen,    Princess     Eva 

FoBtixmiedfroiii  ^^^  Prince  Alexander  of  Battenberg,  the  Princesses  Alexandra 

S7fh  to  istli  Kay,  and  Beatrice  of  Saxe-Coburg  and  Gotha,  the  Countess  of  Antrim, 

***•  Miss  McNeill,  and  the   Hon.    Mary   Hughes,  Mademoiselle 

Nor61e,  and    Fraulein    Passavant.     Prince    Henry  of    Battenberg,   though 

originally  named  to  be  one  of  the  party,  did  not  accompany  us. 

Colonel  Legge  and  Sir  Fleetwood  Edwards  were  with  us  in  addition  to  the 

Hon.  A.  Yorke,    Dr.   Reid,  and   Mr.  Muther;    I   took    Mr. 

My  last       Tumbull  with  me  as  an  tmderstudy  knowing  that  this  would 

_         '  be  my  last  down  journey.    Mr.  Park  was  also  in  attendance, 

Mr.  Bobert     and  Mr.  Allen  for  the  Great  Western  Company.     Mr.  Thompson 

A—iatanfe.     joiricd  the  train  at  Carlisle  and  again  travelled  to  Aberdeen.    The 

Saperlntondontb  Queen  breakfasted  as  usual  at  Perth  Station  Hotel.     Mr.  Kempt 

and  Mr.  Graham  were  my  fellow-travellers.  On  the  Great  North 
of  Scotland  neither  the  Chairman  Mr.  Ferguson,  nor  the  Manager  Mr.  Mofiatt, 
were  in  attendance,  the  Board  of  Directors  was  represented  by  the  Lord 
Provost  of  Aberdeen.  At  the  hurried  luncheon  at  the  station  the  represen- 
tatives of  the  Great  North  made  some  very  flattering  references  to  myself 
in  view  of  my  approaching  retirement. 

Friday,  June  21st. — My  one-hundred-and-twelfth  and  last  journey 
in  connection  with  Her  Majesty's  tiavelling  over  the   London  and  North- 
western Line.     On  the  opposite  page  I  append  a  reduced 
Joiuney       ^^P^    ^^   ^^®    diagram    of   the    carriages,    giving    also    the 
with         names    of    the    occupants.      A'c    Ballater    Station,    as     the 
Boyal  Train.    y^^iQyg    members  of   the    suite    arrived,   I  had  occasion    to 
June  sistw  1896.  congratulate     Dr.     Reid     on     attaining     the     distinction     of 
BaUater       K.C.B.,  and   I   ventured  in   conversation  with  Miss  McNeill 

windBo  ^^  ^^  ^^^  same  on  her  engagement  to  the  Duke  of 
Argyll.  Sir  Fleetwood  Edwards  then  told  me  that  before  we 
started  from  Ballater  he  wished  me  to  see  Prince  Henry  of  Battenberg. 
I  found  His  Royal  Highness,  and  at  his  desire  accompanied  him  to  the 
Royal  Saloon,  which  he  instructed  me  to  enter,  and  then  introduced 
me  formally  to  Her  Majesty;  her  reception  set  me  at  once  at  ease. 
Looking  at  me  with  her  full  blue  eyes  she  said  she  was  sorry  to  hear 
that  this  was  the  last  time  I  should  accompany  the  train;  that  I  had 
travelled  very  many  times  in  charge  of  it ;  that  I  had  also  on  many  occasions 
taken  care  of  members  of  her  family,  and  she  would  wish  me  to  have  some 
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record  of  them ;   turning  to  a  large  framed  engraving — ^which  stood  raised 

up  in   the  carriage — she  added  that  she  would   like   me  to 

interview      have  that  representation  of  them.     I  thanked   Her  Majesty 

"^^         and  told  her  that  I  had  only  done  my  duty,  but  that  it  had  ever 

been  a  most  pleasurable  duty.      She   accorded  me   a   most 

pleasing  smile  and  said  she  would  shortly  send  me  some  further  souvenir. 

Princess  Beatrice  was  in  the  saloon  as  well  as  Prince  Henry  of  Battenberg. 

This  unexpected  interview  thus  came  to  an  end — the  Directors  and  officers  of 

the  Great  North  wondering  what  could  give  rise  to  the  delay  in  obtaining  the 

usual  signal  to  start. 

The  engraving  proved  to  be  a  proof  copy  of  the  Danish  artist  Tuxon*s 

noted    painting    shewing — most    cleverly    grouped — ^the   gathering    of    the 

entire    Royal     Family    at     Windsor,    on     the     occasion    of    the     Jubilee 

of    1887,    with    a    key    to    the   figures   constructed    to  slide    behind    the 

engraving.      When    it    came    into    my  possession    I    found    it    was   only 

PTMAiit&ti        signed  "  L.  Tuxon "  as  an  artist's  proof,  and  I  subsequently 

Bngiaviiig.     asked  Sir  Fleetwood  Edwards  if  Her  Majesty  would  place  her 

7"  name  upon  it.    He  told  me  she  would  be  very  pleased  to  do  so, 

Qathering      and  it  now  bears  in  her  own  writing  the  intimation : — 
of 

BoTftl  Family 

at  Presented  to  G.  P.  Neele,  Esq., 

^^**^-  BY  Victoria,  R.I.,  1895. 

Of  course  I  had  on  this  journey  a  series  of  congratulations  and  regrets, 
and  it  was  not  without  some  considerable  feeling  of  sadness  that  I 
recognized  my  last  Royal  journey  was  being  made. 

We  made  a  very  good  journey  throughout,  the  only  departure  from  the 
schedule  being  a  stoppage  at  Larbert  to  enable  Countess  Erbach  to  travel 
for  a  short  stage  with  Her  Majesty.  Mr.  Tumbull  accompanied  me 
and  was  now  introduced  to  the  system  adopted  for  the  joumeys  up  from 
Scotland.  Arrived  at  Windsor  I  had  farewell  words  to  say  to  Sir  Fleetwood 
Edwards,  Sir  James  Reid,  Mr.  Muther,  and  Mr.  Yorke.  I  beheve  we  parted  with 
mutual  good  feeling  and  regret  on  both  sides.  From  Sir  Fleetw^ood  Edwards 
and  from  Dr.  Reid  I  had  ever  experienced  the  utmost  courtesy  and  con- 
sideration, and  in  subsequent  correspondence  a  frequent  reference  to  the 
many  night  and  day  journeys  we  had  made  in  company. 

With  most  of  these  gentlemen  I  had  had  many  pleasant  interviews  in  con- 
nection with  the  frequent  journeys  of  Her  Majesty  to  and  from  Scotland,  and 
in  August  I  received  through  Sir  Fleetwood  Edwards  and  Lord  Edward 
Pelham  CHnton,  a  kind  note  of  farewell,  accompanying  a  very  handsome  and 
massive  silver  Monteith  Bowl,  with  lion-head  handle  rings,  and  my  crest  . 
and  monogram  on  embossed  tablets.  On  the  ebony  stand  accompanying  it 
were  two  silver  plates,  back  and  front,  one  containing  the  following  inscription, 
,the  other  the  names  of  the  donors  of  the  souvenir : — 
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"Presented  to  G.  P.  Neele,  Esq.,  on  his  retirement  from  the  office  oi 
General  Superintendent  of  the  London  and  North-Western  Railway,  by  Members 
of  the  Queen's  Household,  who  have  received  much  kindness  from  him  when 
travelling  in  Her  Majesty's  Train  on  many  occasions. — August^  i89S»" 


Countess  of  Antrim. 
Miss  Bauer. 
Sir  Arthur  Bigge. 
Sir  Michael  Biddulph. 
Viscoimt  Bridport. 
Colonel  Hon.  H.  Byng. 
Hon.  Ethel  Cadogan. 
Lord  William  Cecil. 
Dowager  Lady  ChurchilL 
Lord  F.  Pelham  Clinton. 
Sir  Robert  Collins. 
Major-General  Dennehy. 
Viscountess  Downe. 
Captain  H.  Drummond. 
Sir  Fleetwood  J.  Edwards. 
Hon.  Mrs.  Eliot. 
Hon.  Mrs.  Evans. 

Hon. 


Dowager  Duchess  of  Athole, 
Sir  Henry  Ewart 
General  L.  Gardiner, 
Duke  of  Grafton. 
Hon.  Mary  Hughes, 
Sir  William  Jenner. 
Munshi  Abdul  Karim. 
Hon.  Bertha  Lambert. 
Hon.  H.  C.  Legge. 
Miss  McNeill. 
Sir  John  McNeill.- 
Hon.  Evelyn  Moore. 
Mr.  Muther. 
Hon.  Harriet  Phipps, 
Sir  James  Reid. 
Dowager  Lady  Southampton. 
Mr.  W.  Tufnell. 
A.  G.  Yorke. 


The  "  fturther  souvenir  "  Her  Majesty  had  mentioned  at  our  interview 
at  Ballater  came  to  my  hands  in  July — a  large  silver  oblong  tray,  with  rich 
fluted  edging  and  shell  ornaments,  and  two  broad  enriched  handles.  In 
the  centre  it  bears,  boldly  engraved,  the  following  words : — 

Presented 

TO 

GEORGE  P.  NEELE,  Esq., 

DV 

QUEEN  VICTORIA, 

AS  A  MARK  OF  APPRECIATION  OF  THE  PERSONAL  CARE  AND  ATTENTION  THAT 

HE  HAS  FOR  SO  MANY  YEARS  DEVOTED  TO 

HER   MAJESTY 
on  her  railway  journeys  to  and  from  scotland. 

June,  1895. 


I  need  hardly  say  how  highly  I  prize  this  lasting  and  valuable  souvenir 

of  Her  Most  Gracious  Majesty  in  connection  with  the  close  of  my  Railway 

career. 

"  Finis  Coranat  Opus,^^ 


APPENDIX. 


The  following  Tables  shew,  first,  the  New  Lines  of  Railway,  with  the  dates  on 
which  they  have  been  brought  into  traffic,  during  my  term  of  active  service ;  the  train 
arrangements  since  1862  (where  the  lines  belong  to  the  L.  &  N.  W.)  having  been 
under  my  supervision. 

The  second  list  shews  the  Railways  on  which  the  single  lines  of  way,  originally 
constructed,  have  been  doubled,  with  the  dates  of  their  respective  openings;  while  the 
third  list  records  those  portions  of  the  line  upon  which  the  traffic  requirements  have 
proved  so  heavy  as  to  entail  doubling  the  existing  double  lines. 

NEW    OPENINGS    FOR    PASSENGER   TRAINS. 


Peterborough  to  Stamford,  M.R. 

Walsall  to  Wichnor,  S.S.R.        

Walsall  to  Dudley,  S.S.R 

Stour  Valley  

New  Street  Station  Birmingham  

Aston.     Great  Barr.     Grand  Junction 

Walsall  to  Cannock,  S.S.R.       

Cannock  Mineral...  

Coalport  Branch    ...        ...        ...         ...        .. 

South  Leicestershire— Nuneaton  to  Hinckley.. 

Aston  to  Sutton  Coldfield  

Bedford  to  Cambridge     

Watford  and  Rickmansworth  Line  {  J^^^Sd^L.  &  N.W. 
Abergavenny  to  Brynmawr  1862,  to  Nantybwch 
West  London  Extension  Railway 

Morecambe  and  Hest  Bank       

South  Leicestershire — Hinckley  to  Leicester 

Eccles,  Tyldesley  and  Wigan    

Bedford  Leigh  Branch     

Speke  Junction  to  Ekige  Hill    

Extension  of  M.  S.  &  L.  into  Liverpool  (Brunswick  Station) 

Cambrian    line    opened    from    Machynlleth  to  Aberystwyth 
(Cambrian  Railway)      

South  Eastern  Railway  to  Charing  Cross 

Dabton  to  Broad  Street  (City)  North  London 

Wellingborough  to  Northampton,  M.R. 

Cambridge  and  Kettering,  M.R.  

Blisworth  and  Towcester  (N.  &  B.  Railway).. 

Great  Northern  Branch  to  St  Albans,  L.  &  N.  W.... 

Cheadle  Line — Stockport  to  Northenden 

Central  Wales — Knighton  to  Llandrindod 

(The  Line  from  Craven  Arms  to  Knighton  had  been  opened  in 

Willesden  Junction  Station  

Willesden  (Upper  Level  Line)  to  Kensington  , 

Central  Wales — Llandrindod  to  Builth  Road    , 

Central  Wales — Uandrindod  to  Llanwrtyd 

Central  Wales — Llandrindod  to  Llandovery     . 
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Ebbw  Vale  Junction  to  Ebbw  Vale        1867  ...  153 

Huddersfield  and  Kirkburton      1867  ...  153 

Stamford  and  Essendine  Line  to  Wansford  Junction  (Gt  N.)  1867  ...  153 

Market  Drayton  to  Nantwich  and  Crewe,  G.W«R.     , 1867  ...  153 

Smeth wick  and  Stourbridge  Junction 1867  ...  153 

Pontardulais  and  Swansea ***         1867  ...  160 

Llanrwst  and  Bettws-y-Coed       1868  ...  159 

(The  line  from  Llandudno  Junction  to  Llanrwst  had  been  opened  in  1803.) 

Sandbach,  Middlewich,  and  Northwich 1868  ...  161 

Nantybwch  to  Sirhowy 1868  ...  l6t 

Midland  Railway  to  Sl  Pancras  (M.R.)  1868  ...  161 

Warrington  New  Station,  "  Bank  Quay "         x868  ...  164 

Runcorn  Bridge  route  to  Liverpool        1869  ...  170 

Leeds — Opening  of  "  New  Station "      1869  ...  170 

Carnarvon  and  Llanberis 1869  ...  170 

Carnarvon  and  Afonwen  (Carnarvonshire  Railway)     ...     absorbed  1^69  ...  170 

(This  Line  had  been  opened  in  1867. ) 

Mold  and  Denbigh ^        ...         1869  ...  171 

Blackburn  to  Wigan  (Lancashire  Union)  1870  ...  175 

Brynn  and  St.  Helens  (Lancashire  Union)        1870  ...  175 

Brynmawr  and  Blaenavon  ..         1870  ..»  175 

Acton  Bridge  and  Northwich 1870  ...  175 

Bootle  Branch  from  Edge  Hill »        1870  ...  175 

Nantybwch  to  Rhymney 1871  ...  182 

St.  Helens  to  Huylon  (Direct  Line) 1872  ...  184 

Winwick  Branch  (Passenger  Trains) 1872  ...  184 

L.  &  N.  W.  opening  to  Derby  (Passenger  Trains) 1872  ...  184 

L.  &  N.  W.  opening  to  Mansion  House,  Distiict  Railway    ...        1872  ...  1S5 

Towcester  to  Cockley  Brake  for  Banbury,  N.  &  B.  Railway        1872  ...  188 

Whitchurch  to  Chester 1872  ...  x88 

Penygroes  to  Nantlle       1872  ...  x88 

Walsall  and  Wolverhampton  (afterwards  transferred  to  M.  R.)         1 872  ...  188 

Allerton  Curve  to  Garston         1873  ...  189 

Rhymney  Bridge  to  Dowlais      1873  ...  190 

Frodsham  to  Runcorn     1873  ...  191 

Greenore  to  Dundalk 1873  •••  '91 

Nuneaton  to  Hugglescote  and  Overseal,  Mid.  Joint 1873  ...  192 

Stratford-on-Avon    (E.    &    W.    Junction    Railway)    opened 

throughout  to  Blisworth  1873  ...  309 

Cheshire  Lines  opening  into  Liverpool  (Central) 1874  ...  197 

Harbome  Line      ...         ...         ...         ...         ...         .».         ...         1874  ...  199 

Great  Moor  Street  Station,  Bolton      1874  ...  199 

Bolton — Manchester.     Plodder  Lane  Route 1875  ...  200 

Newport  (Mon.)— Mill  Street  Station.    L.  &N.  W.  Trains  till  1879   1875  ...  204 

Willesden  to  Croydon,  Train  Service  Commenced       1875  ...  205 

Greenore  to  Ncwry  ...         1876  ...  215 

Anglesea  Central  (opened  1860-1)       (absorbed)  1876  ...  215 

Whitehaven,  Cleator,  and  Egremont (absorbed)  1877  •••  218 

Dublin — North  Wall  Extension (opened)   1877  ...  219 

Tenbury  and  Bewdley  Line,  G.  W.  R.  (opened)   1878  ...  225 

Denbigh,  Corwen,  and  Ruthin  (opened  1862)  ...  (absorbed)  1879  ...  226 
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Blaenavon  to  Abersychan  

Dowlais  to  Merthyr         

Newport  (Mon.)— L.  &  N.  W.  Trains  from  Salop  transferred 
to  High  Street  ... 

Wansford  and  Seaton  Line        

Bettws-y-Coed  to  Festiniog        

Northampton,  Nottingham,  and  Newark,  Gt  N.  Joint 

Rugby  to  Northampton 

Holyhead  New  Harbour 

Callander  and  Oban,  Caledonian         

Walsall  and  Wolverhampton,  via  Pleck  

Parton  and  Distington 

Bootle  Line  extended  to  Alexandra  Dock      

Lancaster — M.  R.  re-opened  Green  Ayre  to  Castle  Station 

Roade  and  Northampton  (Direct  Line)  

Aston  and  Stechford 

Denton  and  Droylesden 

Wortley  to  Leeds  New  Station  

Over  and  Wharton  to  Winsford  

Chamwood  Forest  Railway        

Glasson  Dock  firanch      ...         •••         ...         ...         ... 

Denton  and  Dukinfield 

Drayton — Medboum  Bridge  Curve,  G.N.  Joint        

Penclawdd  to  Llanmorlais  

Berkswell  to  Kenilworth  

Bangor  to  Bethesda         ...         •••         ...         ...         ...         ••• 

Manchester  Exchange  Station 

District  Railway,  Inner  Circle  (opened)  

Sutton  Coldfield  to  Lichfield       ...         ...         ...        

West  Kirby  Extension  to  Parkgate  (G.W.  Joint)     

Stalybridge  to  Diggle,  via  Millbrook 

Platt  Bridge  to  Hindley 

Bootle  Junction  with  L.  &  Y.  Rly       

Willesden  Junction  to  Ealing,  G.W.  Train  Service  commenced 
Weedon  to  Daventry       ...         ...         ...         ...         ...        ... 

Lancaster  to  Morecambe,  Direct  Curve         

Soho,  Handsworth,  and  Perry  Barr 

Forth  Bridge  Opening     ...         ...         ...         •••        ...         ... 

Ashby-de-la-Zouch  and  Burton-on-Trent,  Moira  Train  Services  \    g^^ 

extendeci     ...         ...        •.«         •••         •••         ...         ...     j 

Stanmore  and  Harrow     ...         •.. 

Dublin — Westland  Row  Trains  extended  to  Amiens  Street 
Mold  and  Coed  Talon,  Passenger  Service  established 
Kingstown  to  Kingsbridge,  Passenger  Service  established  ... 

Dukinfield  and  Ashton-under-Lyne      

Higher  Buxton  to  Parsley  Hay  

Seaton  and  Uppingham  ...         ...         ...         ...         •••         ... 

Willesden  Junction,  Large  Upper  Island  Platform 

Sheffield  Goods  Depot    ...         ...         ...         .«.         ...         ... 

Daventry  and  Leamington  ...         

Liverpool  Riverside  Terminus 
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DOUBLING   OF   SINGLE   LINES   OF  WAY. 

HXFBRBNCX 
PACE. 
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Crewe  and  Shrewsbury,  opened  1858,  doubled  about         ...  1862  ...  131 

Standedge  Tunnel,  2nd  set  of  Rails '  ...  1871  ...  121 

Cambridge  and  Sandy     1871  ...  182 

Bugby  to  Market  Harborough 1878  ...  239 

Northampton  (Kingsthorpe  Junction)  to  Market  Harborough  1879  ...  239 

Kenilworth  to  Leunington         1884  ...  295 

Bolton  and  Kenyon         1885  ...  310 

Rhymney  Bridge  and  Dowlais  Top     1890  ...  359 

St  Helens  and  Rainford           1890  ...  367 

Sirhowy  and  Tredegar  Junction           1890,  1891  ...  383 

Pontardulais  and  Swansea         1894  ••.  422 

QUADRUPLED   LINES. 

Primrose  Hill  Tunnel,  North  End  and  Willesden,)     /^,,^^\   ,©-«  «• 

3rd  and  4th  Line         \    <^P^^)   '^59        ...  9i 

Willesden  and  Watford,  Up  3rd  Goods,  1859;  Passengers 

Watford  and  Bletchley,  Up  3rd  Goods      

Bletchley  and  Tring,  3rd  line,  utilised  for  Passenger  Traffic 

Watford  New  Tunnel 

Willesden,  Watford,  and  Tring,  4th  line 

Tring,  Bletchley,  4th  line      

Primrose  Hill  Tunnel  (2nd)  opened 

Bletchley  and  Roade,  3rd  and  4th  lines 

Huyton  and  Edge  Hill 

Crewe  and  Stafford         ...        ...        ...        ...        ...        ... 

Market  Harborough  Station      

Warrington  and  Y^nwick  

Walsall  and  Ryecroft  Junction 

Northampton  to  Kingsthorpe  Junction  ...        

Cross  Lane  and  Ek:cles    ...        ...        ...        ...        ... 

Barton  Moss  and   Eccles 

Victoria  and  Ordsall  Lane         

Ordsall'Lane  and  Eccles  Junction        

Heaton  Norris  and  Ardwick      

Ditton  Junction  and  Speke        

Widnes  and  Ditton  ...         ...         

Hillhouse  to  Heaton  Lodge  Junction 

Edge  Hill  and  Lime  Street  (Doubled  Tunnel)         

Workington  Station  

Golbome  and  Bamfurlong  

Stockport  Viaduct 

Heaton  Norris  and  Denton        

Soho  and  Harbome  Junction      

Aston  and  Vauxhall        

Marsden  and  Huddersfield  

Speke  Junction  and  Edge   Hill 

Standedge  Tunnel,  3rd  and  4th  Lines 

Standish  and  Euxton       

Sandbach  and  Crewe       ...        ...         ...         ...        ...         ... 

Birmingham  (New  Street,  Lawley  Street,  and  Derby  Junction) 


1863 

... 

— 

1859 

•  •• 

— 

1866 

... 

138 

1874 

... 

208 

1875 

... 

208 

1876 

... 

— 

1878 

..• 

228 

I88I 

... 

266 
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... 
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... 
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... 

383 
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... 

348,  383 
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383 

1895 
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431 
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... 
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QUEEN   VICTORIA'S    RAILWAY   JOURNEYS. 


First  journey  on  London  and  Birmingham  Line  

Journey  unexpected  from  Fleetwood      

Journey  unexpected  from  Montrose  to  London 

First  journey  to  Scotland  by  East  Coast  Route      

King's  Cross  to  Kew,  via  Camden      

Lord  Charles  Fitzroy  (Duke  of  Grafton)  first  notice 

Lord  Charles  Fitzroy  (Duke  of  Grafton)  last  notice 

vj'eueiax  vjricy         •••         •••         «••  «••         «••         •••         •• 

Mr.  Cawkwell,  first  journey  in  charge  

Mr.  Cawkwell,  last  journey  in  charge 

Deeside  Terminus,  Banchory     

/\DoyiiC         .••         a*.  ...         ••*  ••• 

caiiaier        •••         ••■         •••         ■••         ... 

My  first  connection  with  Royal  Train... 

General  Sir  H.  F.  Ponsonby,  first  notice      

General  Sir  H.  F.  Ponsonby,  last  journey 

General  arrangements  for  Royal  journejrs       

Sketch  of  route,  Down  journey  

Sketch  of  route,  Up  journey      

Electric  Bells,  failure       

Mr.  Findlay*s  first  journey         

Sir  Fleetwood  Edwards,  first  journey 

Mr.  Kempt's  first  journey  

Queen's  journey  over  first  Tay  Bridge 

Dr.  Reid*s  first  journey 

"Mistletoe"  Collision     

Prince  Henry  of  Battenberg,  first  journey     

Mr.  Park's  first  journey 

X  ne  dcace  oecrei  ..•        ...        •••        •••        .••        •••        ••• 

Perth  Station  Hotel,  first  used 

My  looth  journey...         ...         ...        ...        ... 

Queen's  journey  over  second  Tay  Bridge  and  Forth  Bridge 

Mr.  F.  Harrison's  first  journey 

My  last  journey  in  charge         

Presentation  from  Her  Majesty ««.        ^ 

Contour  Gradients  first  shewn  on  diagrams 
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459»  484 
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... 
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464,  481 

1859 

... 

459 

1873 

••• 

491 

1855 

... 

457 

i860 

... 

461 

1867 

... 

476,  484 

1861 

... 

462.  479 

1865 

•  • . 

483 

1894 

•« 

527 

... 

••• 

464-7 

••. 
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467-476 
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477-9 

1868 

••• 
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1874 
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491 

1878 
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495 

1881 

••• 
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•  •• 
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1875 

... 

493 

1885 
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... 
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1890 
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»895 
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1887 
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OTHER    ROYAL    JOURNEYS-^coniinued. 


GENERALLY    ACCOMPANIED. 


YEAR. 

Prince  Consort 

Do.     last  journey  1861 

Albert  Edward,  Prince  of  Wales. 

Holyhead       1864 

Knowsley       1865 

Wigan 1873 

Packington  Hall        ...  1874 

Hamilton        ...         ...  1878 

Trentham       1880 

Holyhead  Stat,  (opening)  1880 


1881 
1881 
1884 

1885 

1885 


Liverpool  and  Perth ... 

Scotland  to  London  ... 

Mentmore  and  back  ... 

Ireland,  via  Holyhead  1 
Return,  via  Lame    / 

Ripon  ... 

Preston,  Crewe,  &  London  1885 

Birmingham   ...         ..  1885 

Chester  &  Mersey  Tunnel  1886 

Chester           1886 

Manchester    1887 

Berkhampstead          ...  1887 

Glasgow  and  Blackburn  1888 

Liverpool  and  Gopsall  1889 

Aylesbury       1890 

Aylesbury  &  Birmingham  1 89 1 

Aylesbury       1892 

Chester           1893 

Lichfield  &  North  Wales  1894 
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Prince  Albert  Victor       ...     334,  382,  393 

Prince  George  of  Wales 382 

Duke  of  Edinburgh  ...  199,  209,  266,  374, 

394 
Duke  of  Connaught    ...    93,  215,  224,  283 

Prince  &  Princess  Christian     ...    265,  335 
Princess  Louise...2i5,  224,  241,  265,  273, 

320,334 
Duke  of  Albany  ...  93,  224,  241,  266,  283, 

301 

Princess  Henry  of  Battenbeig  (see 
Queen's  Journeys). 

Prince  Henry  of  Battenberg         385,  504, 

528 

Prince  Alexander  of  Battenberg... 237,  335 

Grand  Duke  of  Hesse        321 


Duke  of  Fife... 
Duke  of  Teck 
Marquis  of  Lome 


Princess  Ilohenlohe 
Prince  Imperial 
Prince  Oscar  of  Sweden 
Empress  Eugenie     ... 
Queen  of  Hawaii     ... 
Empress  of  Austria  ... 
Shah  of  Persia 
Shazada,  The 


360,  374 

334.  424 

215,  224,  254,  266, 

273.  320,  334.  424 

94 


224 

9 
283 

335 
.221,  223,  265 

193.  36 
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Accidents  and  mishaps  to  trains. 
On  S.  S.  Railway : 

Dudley  Port,  July,  'w 37 

Wedncsbury,  Sept.,    53 37 

Walsall,  Dec.,  '54           42 

Dudley,  Oct.,  '54,  May,  '55    ...  31 
On  L.  &  N.  W.  &c  : 

Kentish  Town,  Sept,  *6l         ...  96 

Market  Harboro',  Aug.,  '62      ...  96 

Levenshuline>  Dec,  '62 iiS 

Abergele,  Aug.,  *68        162 

Penruddock,  Sept.,  '70 173 

Tam worth.  Up  Irish  Mail,  Sept. ,  '70  173 
Harrow,  5.0  p.  m.  Down  Express, 

Nov.,  *70          174 

Wigan,  Tourist  Thun,  Aug.,  '73  195 

Wolverton,  Up  Siding,  Nov.,  '76  217 

Basford,  July,  '77           219 

Castle  Ashby,  Oct,  *77 220 

Canonbury  (N.  L.  R.,  Gt.  N.), 

Uec,   oi          ••■        •••        •*.  2o7 

Watford,  Oct,  '83         282 

Wormwood  Scrubbs,  Oct,  ^84  ...  303 

Carlisle,  Dec.,  '86          319 

Carlisle,  March,  '90       369 

Birmingham,    Derby   Junction, 

May,  '92           395 

Melton  Mowbray,  July,  '92         396,  403 

Poulton-lc-Fylde,  July,  '93        ...  418 

Chelford,  Dec.,  '94          42S 

Accidents  to  Trains  crossing  Lines 
of  Railway  00  the  level : 
Carlisle,  St  Nicholas  Crossing, 

July,  *70           173 

DundaJk,  level  crossing,  '74      ...  203 

Bedford,  level  crossing,  March,  '75  207 

Accidents  to  passengers: 

Sir  Donald  McLeod,  '72           ...  189 

Smethwick,  Blue  Gates,  Feb.,  '82  273 

Holyhead,  Cattle  Siding,  Sept,  '82  274 

Hampstead  Heath,  Easter,  '92  ...  395 

Agricultural  Show,  Queen's  Park    ...  229 

Agreements — Octuple           104 

Four  Towns         29 

English  and  Scotch        104 

America,  Visit  to      249-264 

American  Traffic : 

Via  Liverpool 198,  270,  413 

Via  Queenstown,   180,271,373,414,430 

Atlantic  and  American  Notes         ...  270 

Austria,  Empress  of,  Visits...           221,  265 


PACK. 

Bamtun's  Mammoth  Show...  265,  388 

Bamum*s  White  Elephant 299 

Belfast,  via  Fleetwood         ...  112,422 

Via  Dublin  385,  386 

Via  Greenore        215 

Via  Stranraer      386, 412 

Birmingham,  Curzon  Street 16 

New  Street,  opening  enlarged 
Station   ...        ...        ...        ...  29,  38 

Birkenhead      236,  244 

Block  Working: 

Edwin  Clarke's  System,  Southern 

Division 82 

Gradual  extension  of  System       136,  228 
Progress  of  Absolute  Block  in- 
cluding adl  passenger  lines      ...      302 
Codes  for  Working        ...  289,  290,  293 

Booking  Fees 40,  131,  237,  280 

Booking  Fees  Abrogated      237 

Bolton  and  Leigh  Line         147 

Brakes : 

Outside  Carriages  on  Roof  ...  ii 
Experimental  Trains,  Newall's  ...  61 
Experimental  Trains  at  Newark  206 

Chain  Brake,  Clarke- Webb  168, 205, 276 

Double-gear  Vans  277 

Board  of  Trade  requirements     ...      276 

Simple  Vacuum 277 

Automatic  Vacuum  ...         320,  398 

Double  Action  Vacuum  ...300,  320,  361 
Dual  Brakes  on  Joint  Stock  ...  300 
Standard  form  of  Coupling        ...      249 

Progress  in  fitting  stock 299 

Rules  for  Working         332 

Queen's  Train— 3  sets  of  Brake  300 

L.  &  N.  W.— G.  W.  R.   different 

systems 300 

Difficulty  with  traffic  during 

transition  300,  388,  401 

Ice  in  droop         319 

Cut-off  arrangement        320 

Briquets  234,  241 

Broad  gauge — Wolverhampton  to 

Birmingham  30 

Possible  extension  on  S.  S.  R.  to 

Dudley 19 

Extension  checked  at  Gloucester  17 

Abandonment,  final        390 

Barton -on-Trent        16,  70,  374 

Bute,  Marquis  of,  Financial  aid  to  ...       177 
Bye-Laws        200, 226 
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PACK. 

Calais  Douvres — Trial  tiip 225 

Caledonian  Railway 207,  238,  280 

Callander  &  Oban  Railway,  Opening       244 

"Calling  On"  Arms 288,  289 

Cannock  Chase  Coal  Field 42 

Carlisle  Station  108 

Carmarthen,  Opening  to       160 

Catch  points 288 

Central  District         62,  66 

Chalk  Farm  (Camden)         74,  103 

Charnwood  Forest  Ra^way 279 

Chat  Moss      145,  148 

Chester  Station  372, 421 

Chester  &  Holyhead  District  113,  115 

"Checking"  Basgage      316,326,361,414 

Chicago  Exposition 394 

Chicago  Exposition,  Papers  for        264,  416 
Claims,  Arbitration  Committee       ...        57 
Claims,  Irish  R.C.H.  Committee    ...        58 
Claim,  Fictitious  Value  Parcel        ...      303 
Clarke,  Edwin,  Two-mile  telegraph 

scheme  ...        ...         ...         ...        82 

Clarke- Webb  chain  brake         168,  206,  276 

Cloak  Rooms  Established     27 

Coach  services  in  1847  5 

Coal  port  Branch  opening      66 

C  O.  D.  System        368 

Colour  Blindness        418 

Commercial  Travellers  240 

Communication  between  Guards  and 

Passengers,  &c,  trials  ...       166 

Communication  Cord  system 

adopted 168,  181 

Concentration  of  Points : 

Saxby's  at  Stratford        69 

Sinclair's  at  Widnes        69 

Conductors  vnth  Tndns        105 

Conferences,  R.C.H.  : — 

1st  Attendance  at  Goods  Managers  20 
1st  Attendance  at  Passengers  ...  56 
Early   records  of  R.C.H.   Supt*s 

meetings  ...         ...         ...52,  &c. 

Conscience ,  Cases  of 302 

Continental  Passengers  facilities, 

North  of  Thames      388 

Corridor  Sleeping  Saloons  ...  ...       278 

Corridor  Trains  ...      409 

Crewe  Station 151,  379»  435 

Park,  Jubilee  opening 334 

Night  work  307,  371 

Crystal  Palace i35»  345 

Cunard  Co.*s  Campania,  maiden 

voyage  ...         ...         ...         ...       415 

D 

D,  the  letter  D,  Sir  R.  Moon's  idea...  126 

Day  Mail,  1.30  from  London,  started  278 

Day  Saloons,  first  models      271 

Dining  Saloons  ...         •••35913^5*430 

Directors,  Board  of,  in  1862 124 

Directors,  Board  of,  in  1895...         ••*  44^ 

Dog  Carriage ...  333 

Double  Gear  Vans      277 
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Dovedale         374 

Dublin : 

Early  Steam  Service  from  Liverpool  4 

Early  Steam  Service  from  Holyhead  45 

City  of  Dublin  S.  P.  Co. 113 

Chester  and  Holyhead  Service   ...  114 

Kingstown  to  Amiens  Street      ...  385 

L.  &  N.W.  Hotel  opened           ...  297 

Dudley •••  23»  3^ 

Duke  of  Sulphurland 203 

Duke  of  Sutherland 67,405 


Earls  Court  adopted  for  Exhibitions...       33c 

Earlestown  Works      147 

Edge  Hill  Station,  &c  150 

Edinburgh,  Race  to  (1888)    ...  337,  34i 

Electric  Communication  in  Trains  : 

Walker     ,...         ...         ...         ...       t66 
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